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Opening Remarks 

Mr. Carr. The Committee will come to order. 

Today we are going to discuss programs and activities of the Fed- 
eral Highway Administration. In terms of the total program re- 
sources and outlays, the FHWA is the largest element of the De- 
partment of Transportation. 

The FHWA budget for fiscal year 1995 is approximately $20 bil- 
lion in budgetary resources, representing more than 50 percent of 
the total requested by the Department. Obviously, with a program 
that large, there are many issues to be explored. 

We will start today with testimony from the General Accounting 
Office, presented by Mr. Kenneth Mead, the Director for Transpor- 
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tation Issues in the Resources, Community and Economic Develop- 
ment Division. We value his observations and analysis. And follow- 
ing the GAO testimony and any related questions, we will hear 
from the officials of the Federal Highway Administration, led by 
Rodney Slater, the Administrator, making his first formal appear- 
ance before the Subcommittee, but he has been very helpful to us 
since he has come on board. 

And Mr. Mead, of course, we are always delighted to see you. 
You have given this Committee so much advice and counsel over 
the years, particularly in the area of the Federal Aviation Adminis- 
tration and, at our request, we have asked you to take a look at 
the entire Department. We understand what a workload increase 
that is for you, but we appreciate the time and attention you give 
to this Committee's concerns. 

Mr. Mead. 

GAO Statement 

Mr. Mead. Thank you, Mr. Chairman. 

I would say it is a customary start at these affairs to say thank 
you for the opportunity to appear today. I guess it is deja vu from 
last year. You get into these appropriations cycles and the hearings 
can get rather intense, but thank you for your remarks. 

With me today is Gary Jones, our Assistant Director for Surface 
Transportation Infrastructure, and Miriam Roskin on my left. Mir- 
iam has mastered the ins and outs of how demonstration projects 
work in the Highway Trust Fund and that is a complicated area 
indeed. 

I will cover four issues today. First is the $400 million imbalance 
in the fiscal year 1995 FHWA budget; second, a demonstration 
project tracking system that flows from the number of issues that 
developed last year; third, life-cycle costing; and, fourth, the pro- 
posed National Highway System. 

FHWA BUDGET IMBALANCE 

I would like to turn first to the budget imbalance. The Adminis- 
tration's budget for the Federal Highway Administration proposes 
full funding of $18 billion for the core highway programs, like the 
National Highway System. But full funding is contingent on zero- 
ing out most highway demonstration projects by the device of re- 
scission. This would rescind budget authority of about $3 billion 
through fiscal year 1995. 

A problem exists, though, because the Administration did not 
send forward the documents needed to execute the rescissions in 
the very budget that it proposed. As it stands, without the $3 bil- 
lion rescission, the annual outlay levels imposed to control the defi- 
cit will be exceeded by $406 million. The disconnect between the 
$3 billion and the $406 million is due to the slow spendout rate for 
highway programs. 

Well, there are four basic options to deal with this problem. As- 
suming that a rescission letter is not forthcoming from the Admin- 
istration — and we have no reason to believe that a rescission letter 
will in fact be forthcoming — the first option is to request higher 
DOT outlay levels from the full Appropriations Committee than are 



assumed in the President's budget. That would result in nontrans- 
portation reductions elsewhere. 

Well, that is the option recommended by the Budget Committee, 
which through a set of outlay assumptions and cuts elsewhere in 
the budget, would eliminate the subcommittee's $400 million prob- 
lem. 

Now, if the Budget Committee recommendation, which we have 
not seen in writing, Mr. Chairman, is not accepted by the full Ap- 
propriations Committee, then the subcommittee will have to resort 
to more painful solutions and there are basically three of them. 

The first is to fully fund core highway programs and demonstra- 
tion projects by making sizable reductions in other transportation 
programs, like Amtrak, mass transit and aviation. There might be 
some room for movement in those other accounts, but being famil- 
iar with them, I know that the knife cannot go too deep there ei- 
ther. 

A second option is to fund the demonstration projects but reduce 
highway obligations for the core programs, like the National High- 
way System, by up to $2.7 billion. That would translate into about 
$400 million in outlay savings in fiscal year 1995. 

And a final but fairly complicated one is to place a severe obliga- 
tion limitation on demonstration projects, coupled with eliminating 
the fiscal year 1994 bonus for timely obligations. In the highway 
programs, states get a bonus if they obligate all their money. 

Well, obviously, these options can be used individually or in com- 
bination. And I hope you do not have to resort to the more painful 
ones that I outlined. 

TRACKING DEMONSTRATION PROJECTS 

This subcommittee's interest in ensuring that demonstration 
projects are a sound investment illustrates the continuing need for 
accurate project-specific information on the projects. Actually, there 
are about a thousand of these projects out there now. 

FHWA does not currently track the financial and construction 
status of individual demonstration project authorizations. Projects 
authorized under ISTEA collectively account for well over $6 bil- 
lion. Tracking demos cannot be ignored because, as we have pre- 
viously noted, demos can run into problems that cause them to lan- 
guish or never get started at all. To identify such problems, though, 
FHWA is currently designing a system to better capture informa- 
tion on individual projects. The development of this tool is encour- 
aging and we have been working with FHWA on it. 

We have identified several areas to further enhance the system. 
One is to capture information on the reasons for delays. The second 
is to require periodic updates of the information in the system. 

Once the system is up and running, which is now scheduled for 
August 1994, this subcommittee and the Public Works Committee 
will be in a far better position to make judgments about the future 
of those projects. 

LIFE-CYCLE COSTING 

I would like to comment on life-cycle costing. In my frame of ref- 
erence, the issue really can be illustrated by the 14th Street 
Bridge, and whether you make repairs that will last for a relatively 



short-duration or whether you make repairs that will last for a 
longer period of time. 

In any event, nearly $50 billion is needed now and will be annu- 
ally through 2011 just to maintain the condition and performance 
of the Federal-aid system. That investment is nearly double what 
we outlay each year, which is in the neighborhood of $26 billion. 
Life-cycle costing could be used to help ensure that dollars spent 
are spent in the most cost-effective way. 

Selecting a project or repair technique based on the lowest initial 
cost may save dollars in the short term, but that decision could end 
up costing more over the life of the project. And what life-cycle 
costing is all about is requiring an analysis of costs over the life 
of a project, not just the initial costs. 

States sometimes are overlooking the life-cycle analysis device 
when evaluating pavement rehabilitation strategies. The American 
Association of State Highway and Transportation Officials 
(AASHTO) did a survey last year, Mr. Chairman. Thirty-eight 
States responded. Of the 38, 11 said they do not use life-cycle cost 
analysis in making highway investment decisions. 

Also, when life-cycle analysis is performed, the assumptions used 
vary widely among the States. For example, some States will in- 
clude the cost of maintenance in doing their analysis and others 
will not. We think FHWA needs to provide technical guidance on 
when life-cycle analysis should be performed and how to do it. 

NATIONAL HIGHWAY SYSTEM 

I would like to close with a few remarks on the National High- 
way System. In December, DOT unveiled the proposed National 
Highway System of about 159,000 miles. Congress must approve 
the designation of the National Highway System. The National 
Highway System is going to handle about 40 percent of all vehicle 
miles traveled, and 70 percent of all truck traffic. Ninety-eight per- 
cent of the 159,000 miles is already built and it represents about 
4 percent of the public road mileage in the U.S. 

We think DOT and the States did a good job in designing the 
system. We have two refinements that in our judgment could 
strengthen it further. First, as you know, a well-maintained and 
preserved system ought to form the foundation of the NHS, which 
in turn will support a myriad of other NHS goals, like clean air, 
congestion relief, economic development, tourism, trade and so 
forth. But those NHS goals may remain barren unless you estab- 
lish performance expectations for the NHS system. 

One possible expectation relates to pavement condition. Forty-six 
percent of noninterstate urban highways are considered in good 
condition. That means that over 50 percent are considered in less 
than good condition. Now, is that acceptable or not? Do we want 
it to be better than that? I think so, and that is why we are sug- 
gesting to the Department that they establish performance expecta- 
tions. 

The other recommendation we are making relative to the NHS 
is that Congress consider conditionally approving the NHS as sub- 
mitted by DOT and reserve for itself the right to approve the final 
designation. The reason for this recommendation is that a principal 
purpose of the NHS was to link major transportation systems with 



our major highway systems. That has not been done yet. Over the 
next two years, DOT is going to be about the task of identifying 
those Hnkages. We feel that after the linkages are finalized, DOT 
could submit to the Congress the additional 6,000 miles or so that 
they are going to recommend be designated. 

We will be glad to take any questions, Mr. Chairman. 

[The prepared statement of Kenneth Mead follows:] 
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Mr. Chairman and Members of the Subcommittee: 

We are pleased to have this opportunity to testify on several 
issues affecting federal investment in our highway infrastructure 
on the basis of our past and ongoing work. At the federal level, 
deficit reduction concerns continue to weigh heavily on decisions 
about funding levels for transportation programs, as well as other 
federal programs, such as education and health care. Investment 
choices concerning transportation infrastructure are also becoming 
increasingly complex as the National Highway System (NHS) is being 
designated and decision-makers seek to ensure that every 
transportation dollar is spent in a cost-effective manner. 

Our testimony today will address (1) a $406-million imbalance 
in the fiscal year 1995 Federal Highway Administration (FHWA) 
budget, (2) the need for an FHWA project tracking system capable of 
providing status information on individual highway demonstration 
project authorizations, (3) the variability of states' use of life- 
cycle cost analysis as a means of maximizing our highway 
investments, and (4) the need for key refinements to the proposed 
NHS. In sximmary: 

The administration's fiscal year 1995 FHWA budget request 
proposes full funding of the core federal-aid highway 
programs, such as the NHS, as authorized under the Intermodal 
Surface Transportation Efficiency Act of 1991 (ISTEA) . In 
fiscal year 1995, full funding would translate into core 
program obligations of $18.3 billion.^ In the 
administration's budget, full funding is dependent on the 
assumption that highway demonstration projects will be nearly 



^Additional obligations for other highway programs would bring the 
total fiscal year 1995 obligation limitation for federal-aid 
highways to $19,969 billion. 
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zeroed out through rescissions of budget authority.^ However, 
the administration has not sent forward documents needed to 
propose such rescissions. If the rescissions do not occur, 
the administration projects that obligation levels specified 
in the budget request for core programs will result in 
spending that exceeds the governmentwide spending cap that is 
imposed annually to control the federal deficit by $406 
million for fiscal year 1995. If the needed savings are to be 
achieved through cuts in the highway program, fiscal year 1995 
highway obligations would have to be reduced by about $2.7 
billion. (The magnitude of the reduction results from the 
slow-spending nature of highway programs, in which a dollar 
obligated today translates into actual spending over a number 
of years.) If highway programs are not reduced, severe 
reductions in other transportation programs, or elsewhere in 
the administration's budget, could be needed to bridge the 
projected gap. 

FHWA does not track the financial and construction status of 
individual highway demonstration project authorizations, which 
number over 1,000 and collectively account for billions of 
federal dollars. Funds authorized for demonstration projects 
are available until expended--but only for the specific 
project for which they were authorized. Since our work has 
shown that some of these projects languish in early project 
development or never get started at all, individual project 
status is important to identify projects that are stalled or 
no longer needed. FHWA is developing a system to capture 
information on individual project authorizations, and working 
with them, we have identified two needed system refinements. 
FHWA officials have agreed that (1) obtaining reasons for 
project delays and (2) requiring at least annual updates of 
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Demonstration, or special, projects are generally specific 
construction projects identified by name in legislation. 



project information could further enhance the system's utility 
as a decision-making tool. FHWA estimates system 
implementation will be completed August 31, 1994. 

Life-cycle costing can help to ensure that limited capital 
dollars are spent effectively by analyzing all future costs 
expected to occur over a highway's useable life, rather than 
just initial costs. Approximately $50 billion is needed now 
and will be annually by all levels of government through the 
year 2011 just to maintain the condition and performance of 
federally funded highways. This investment is nearly double 
the actual capital outlay of $26 billion for federally funded 
highways in 1991, thus it becomes critical that the 
investments made are cost-effective ones. Life-cycle costing 
can help in this regard, however, states at times overlook 
this pivotal tool in determining cost-effective investments, 
or exclude it from consideration when evaluating pavement 
rehabilitation strategies. 

While the transportation community has made progress in 
developing a NHS, two factors could improve it even further. 
First, performance expectations related to the myriad of goals 
for the NHS, particularly in the areas of maintenance and 
improvements to pavement and bridge conditions, have not been 
established. Such expectations are particularly important 
given that FHWA data shows that only about 46 percent of the 
pavement is in good condition for principal nonlnterstate 
highways in urban areas--a major component of the NHS. 
Without setting expectations for what a well-maintained system 
is, system enhancements such as alleviating congestion amd 
improving the efficient movement of goods may not be fully 
realized. Second, the accomplishment of one of the major 
purposes of the NHS- -connecting NHS roads with other 
transportation modes, such as ports, airports, and public 
transit--is not expected to be completed until 1997. In our 
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testimony last week before the House Public Works and 
Transportation Committee's Surface Transportation 
Subcommittee, we suggested that congressional approval of the 
NHS be conditional upon later review of these connections by 
the Congress.-' 

We will now address these points in greater detail. 

FISCAL YEAR 1995 BUDGET PRESENTS PRESSING FUNDING DILEMMA 

The President's fiscal year 1995 budget calls for full funding 
of the core federal-aid highway programs as authorized under ISTEA, 
resulting in obligations of $18.3 billion for these programs. As 
defined by FHWA, the core programs are those for which funds are 
distributed to all states by formula, including the Surface 
Transportation Program, the NHS, and Interstate Maintenance. In 
the administration's budget, full funding is only possible if 
another component of the federal-aid highway program, demonstration 
projects, is nearly eliminated. If demonstration projects are not 
rescinded or other actions taken, the administration projects that 
resulting fiscal year 1995 FHWA outlays will cause total federal 
outlays to exceed by $406 million the fiscal year 1995 cap on 
outlays . 

Fully Funding Core Programs Assumes Demonstratio n Project 
Rescissions 

Each year, FHWA and other federal agencies must abide by a 
statutory annual outlay cap designed to control the federal 
deficit.* While the President's budget assumes certain outlay 



^ National Highway System: Refinements Would Stren gthen the System, 
(GAO-T-RCED-94-136, Mar. 1994). 

'Budget Enforcement Act of 1990, Public Law No. 101-508, as 
amended . 
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levels for individual agencies, during the appropriations process, 
the Congress may either accept the mix of levels incorporated in 
the President's budget or allot a different mix of outlay levels 
among individual government agencies, as long as they stay within 
the overall governmentwide cap. 

Under the fiscal year 1995 outlay level assumed by the 
administration for FHWA, fully funding core highway programs as 
proposed in the President's budget is only possible if obligations 
and resulting outlays in other areas are reduced. The fiscal year 
1995 budget assumes that unobligated budget authority for 
demonstration projects would be rescinded. Rescissions of prior 
years' budget authority affect current and future years' outlays 
because of the nature of highway programs. 

In brief, highway construction activities tend to span a 
niimber of years, so obligations and outlays typically occur some 
years after initial project authorization. For example, for 
demonstration projects authorized under ISTEA, funds are allocated 
to the states over 6 years. After the allocation of a given year's 
demonstration project funds, states are usually free to obligate as 
much of their allocated demonstration project funding as they wish. 
However, on the basis of historical state behavior, states on 
average only choose to obligate about 26 percent of demonstration 
project funding available through that year. The remainder of the 
year's funds are obligated in subsequent years. 

Funds are outlayed at an even slower pace, as typically only 
15 percent of the funds obligated in a given year are actually 
outlayed in that same year. The remaining 85 percent of the funds 
obligated in that year translate into actual federal outlays in 
future years. 

Through fiscal year 1995, the President's budget assumed the 
rescission of about $3 billion in authorized demonstration project 

5 
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funding that has not yet been obligated.^ As noted above, 
authorizations translate into outlays over a number of years into 
the future. Because of this characteristic of the highway program, 
under administration estimates, the total $3 billion rescission is 
estimated to result in $406 million in outlay savings in fiscal 
year 1995, with remaining outlay savings projected to occur in 
subsequent years. It is the projected $406 million in fiscal year 
1995 outlay savings that permit FHWA to propose full funding of the 
core programs while still staying within the agency's fiscal year 
1995 outlay level proposed by the administration. 

Demonstration Project Rescissions Not Reflected 
in Administration Actions 

Despite the apparent outlay savings built into the President's 
budget, a disconnect exists between the budget's presumption that 
unobligated demonstration project funding is to be rescinded and 
the lack of an official rescission request letter from the 
administration to the Congress.' To address the disconnect, the 
White House proposed a budget amendment on February 8, 1994, that 
would to give the Secretary of Transportation the authority to 
reduce total fiscal year 1994 obligations sufficiently to bridge 
the $406 million gap in outlays projected for fiscal year 1995. 



^Of the $3 billion total assumed rescission, $2.2 billion 
represents funding authorized but not obligated during fiscal years 
1991 through 1994, and about $800 million in demonstration project 
funds authorized for fiscal year 1995. Projects authorized under 
ISTEA as well as projects authorized under various appropriations 
acts are affected. 

*The Impoundment Control Act of 1974 provides for the President to 
propose that fiinds be rescinded and permits such funds to be 
withheld for up to 45 days while the Congress determines whether to 
enact the rescissions. If the Congress does not enact the 
rescissions within 45 days, any withheld funds must be released. 



13 



Budget analysts with whom we spoke, however, do not consider 
this budget amendment an adequate means of solving the imminent 
FHWA outlay predicament. The amendment provides no particulars on 
what types of specific categories of highway funding are to be 
affected, nor in what amounts. According to Congressional Budget 
Office (CBO) analysts, the language incorporated in the budget 
amendment is not sufficient to ensure that agency action in fiscal 
year 1994 will be adequate to solve the $406 million imbalance in 
the President's fiscal year 1995 budget for FHWA. Instead, 
definitive legislative language to yield spending levels that 
comply with the fiscal year 1995 outlay cap is needed. 

Potential Means to Address Budget Imbalance 

The $406 million in excess outlays that are incorporated in 
the fiscal year 1995 budget place this Subcommittee in a difficult 
position. Options for addressing this imbalance are somewhat 
limited. They include the following. 

Under one option, the Subcommittee could seek to obtain higher 
Department of Transportation outlay levels from the full 
Appropriations Committee than are assiomed in the President's 
budget. The advantage of this approach is that it would 
essentially enlarge the total transportation pie, permitting 
full fxmding of all aspects of the federal-aid highway 
program, including demonstration projects, without taking 
anything away from other transportation modes covered by the 
Department's allocation. The downside of this approach is 
that it would reduce outlay authority available for other 
discretionary uses, such as agriculture or education programs. 

A second option available to the Subcommittee would be to fund 
demonstration projects, as well as to fully fund the core 
federal-aid highway programs, by means of drawing funds away 
from other activities within the jurisdiction of the 
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Transportation Subcommittee --areas such as aviation, mass 
transit, highway safety, rail, and maritime programs. 

A third option would be to constrain obligations for the core 
federal-aid highway programs by reducing the obligation 
limitation. This would result in funding for demonstration 
projects, though obligations for the core programs would have 
to be reduced by as much as $2.7 billion to achieve the needed 
outlay savings for fiscal year 1995 under CBO estimates. 

Fourth, funding available for obligation could be reduced 
through means other than the obligation limitation. For 
example, if the 1994 bonus for timely obligations were 
eliminated, outlay savings of about $90 million could be 
realized in fiscal year 1995.' Over $300 million in needed 
outlay savings for fiscal year 1995 could be achieved if each 
state were to obligate no more than 13 percent of the funding 
it receives for demonstration projects in fiscal year 1994 and 
fiscal year 1995. Thirteen percent is one-half of the 26 
percent of allocated funding that the Office of Management and 
Budget estimates is obligated annually, on average across all 
states, for demonstration projects. One downside of this 
approach is that constraining obligations in no way reduces 
total funding that federal coffers are ultimately obliged to 
provide to the states. Thus, constraining obligations in the 
short-term simply shifts the commitment to provide states 



'In euiy given year, not all states obligate their entire share of 
the annual obligation limitation. To ensure that total available 
obligational authority is used, authorizing legislation provides 
for the August 1 redistribution of unused obligational authority to 
those states that are able to obligate more than their initial 
share of the total limitation. Additionally, imder certain 
circumstances, states can receive a bonus that permits them to 
obligate additional funds. The total bonus nationally cannot 
exceed 2.5 percent of the ;total obligation limitation for the year 
in question. 

8 
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their shares of authorized funding and resulting outlays into 
future years. 

While none of the four options noted above is without pain, 
the fact is that without the rescissions assumed in the 
administration's budget, the Subcommittee faces difficult choices. 
The pain of each option might be partially mitigated, however, by 
the fact that the options are not mutually exclusive. If the 
Subcommittee fashions a solution that blends two or more of the 
options to achieve total required outlay savings, each option used 
could be implemented in a less radical fashion. For example, if 
the option to reduce the obligation limitation for core highway 
programs (Option 3) was used in conjunction with the option to 
restrict obligations for demonstration projects (Option 4) , the 
constraints imposed on obligations for each program group could be 
less severe than would be the case if either option was used in 
isolation. 

IMPROVED TRACKING OF INDIVIDUAL DEMONST RATION PROJECT STATUS CAN 
SUPPORT DECISION-MAK ING PROCESS 

As we have stated in a previous report and testimony, highway 
demonstration projects frequently encounter difficulties that can 
cause them to languish in early project development stages or never 
get started at all.' If projects that are of a low priority and/or 
stalled are to be considered potential candidates for rescission, 
project information capable of evidencing these characteristics is 
essential. However, FHWA's current system to fiscally manage 
demonstration projects neither provides complete and up-to-date 
information on the status of individual project authorizations, nor 
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contains sufficient management controls. We have been working with 
the agency to remedy the lack of project-specific information. 

Demonstration projects authorized under the 1991 ISTEA alone 
n\imber 539 and account for budget authority totaling $6.2 billion. 
Additional projects have also been authorized by annual 
approi)riation laws and past authorizing legislation, such as the 
1987 Surface Transportation and Uniform Relocation and Assistance 
Act, bringing the total number of projects to over 1,000. FHWA 
currently does not have a comprehensive system to tag individual 
project authorizations and regularly track their progress from 
authorization, to obligation, to completion. Without such a 
system, neither FHWA nor the Congress has the means to obtain 
accurate and timely information on dollars spent on individual 
projects as well as the projects' status. Thus, project-specific 
information is not readily available to support or refute potential 
demonstration project rescissions. 

Project-specific tracking is also needed in order to avert a 
potential internal controls problem. Funds authorized for 
demonstration projects are generally targeted to specific, 
individual projects; the funds cannot be used for other purposes. 
However, under FHWA's current fiscal management system, projects 
are tracked in groups, as they are coded by overall account number 
instead of a unique project number. In the case of ISTEA, groups 
of demonstration projects such as "Congestion Relief Projects" or 
"High Cost Bridge Projects" appear under one legislative section, 
and FHWA tracks the projects by category, by state. Thus, because 
one state received eight projects under the "Congestion Relief" 
heading, all these projects are lumped together under one such 
accounting code for the purpose of tracking. Given this 
amalgamated approach to tracking, the existing system does not have 
the capacity to recognize if a state has obligated more funds for 
an individual project than the project had been allocated. . This 
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outcome could occur if funds allocated for another project within 
the same accounting code were used. 

Given congressional interest in projects' status, FHWA 
recognized the need for improvements in the agency's capacity to 
track and report on individual projects. FHWA is developing a 
system that will have the ability to track projects by individual 
identification numbers as well as by associated public law and 
section numbers. This capability will address the internal 
controls concern. The system will further provide project 
descriptions; information on amounts of funding authorized, 
allocated, and obligated; estimated date of project construction; 
and status of project construction. 

The agency currently expects to have computer programming and 
data entry completed by early July 1994, with full implementation 
by August 31, 1994. Early indications are that the tracking system 
will provide critically needed information on demonstration 
projects' financial status. Working with FHWA staff, however, we 
identified two key system refinements that can enhance the system's 
utility as a decision-making tool. First, capturing information on 
the reasons for any project delays--such as citizen opposition or 
potential project intrusion on wet lands --would assist 
decision-makers in understanding why given projects might be lying 
idle over a span of time. Delays might be defined under a variety 
of formulations, but one likely candidate would be to tag a project 
for closer scrutiny if no activity or obligations occurred over a 
12-month period. Second, updates of project status information 
need to be made at least once a year in order to ensure that 
information is current and comprehensive. FHWA has indicated that 
the agency intends to follow through with such improvements. 
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T.TFE-CYCLE COSTING: AN UNDERUTILIZED TOOL 

Approximately $50 billion will be needed annually by all 
levels of government through the year 2011 to maintain the 
condition and performance of federally funded highways, according 
to FHWA estimates. This investment need is nearly double the 
actual capital outlay of $26 billion for construction and capital 
maintenance of federally funded highways in 1991. Therefore, it is 
critical that the investments made are cost-effective. A pivotal 
tool--life-cycle cost analysis--for assuring such cost-effective 
investments, however, is at times overlooked by states or its 
utility is handicapped because considerations, such as maintenance 
and user costs, are not analyzed. Furthermore, attention is 
increasingly turning from constructing new highways to maintaining 
existing ones. Although life-cycle cost analysis could play a 
vital role in choosing the most cost-effective repair strategies, 
it is often not used for this purpose. 

A life-cycle cost analysis ensures that the selection of 
highway designs is not based solely on initial costs but instead 
considers all the future costs expected to occur over a highway's 
useable life. FHWA encourages states to complete life-cycle 
costing when selecting pavement type- -asphalt or concrete- -and for 
assessing alternative strategies for rehabilitating existing 
pavements approaching the end of their useful life. However, life- 
cycle costing is an elusive term subject to varying interpretations 
of what such analysis should entail. In addition, FHWA provides 
limited criteria as to what constitutes an acceptable life-cycle 
cost analysis. As a result, state practices vary considerably and 
many states do not routinely perform the analysis or they omit 
critical factors. 

A sizable number of states make highway investments without 
using life-cycle cost analysis. According to data from a 1993 
American Association of State Highway and Transportation Officials 
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(AASHTO) survey, nearly 30 percent of the responding states (11 of 
38 states) reported that they did not use life-cycle cost analysis 
in making highway investment decisions. This percentage of 
nonusers may be conservative since 12 states did not respond to the 
survey . 

The AASHTO survey results bolster concerns raised by the 
Department of Transportation's Office of the Inspector General 
(OIG) in a series of audits on state procedures to select pavement 
type. For example, in September 1992, the OIG reported that the 
Florida Department of Transportation had not prepared life-cycle 
cost analysis on 12 of 13 federally assisted projects reviewed. 
Similarly, in April 1992, the OIG found that of seven pavements 
reviewed in South Carolina, none included life-cycle cost analysis 
to determine the most cost-effective design. For one of these 
projects, the OIG estimated that the project's $5.8 million 
construction cost could have been reduced to about $3.5 million — 
approximately $2.2 million in savings--on the basis of life-cycle 
cost analysis that supported an asphalt rather than a concrete 
pavement alternative. For the other six projects, the OIG study 
found that the pavements were being underdesigned to last 
approximately 10 years at forecasted traffic, rather than the more 
common 20-year design life. The OIG estimated that the longer 20- 
year design life would yield savings of $2.2 million. 

AASHTO guidance suggests that states include both costs to the 
highway agency (e.g., initial construction and maintenance costs) 
and to the highway users (e.g., traffic delay costs associated with 
traffic congestion during rehabilitation) in their life-cycle cost 
analyses of pavement design alternatives. However, among states 
performing life-cycle cost analysis, many did not consider 
maintenance and user costs in their analyses. For example, the 
1993 AASHTO survey found that only 16 of the 27 states that 
performed life-cycle cost analysis included any type of user costs. 
Furthermore, our analysis of 1984 Transportation Research Board 
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survey data found that 22 of 45 states responding did not report 
including maintenance costs in their economic analysis.' 

Difficulties in estimating user costs relevant to a project is 
a primary reason this factor is often left out of life-cycle 
costing. Nevertheless, factoring in user costs associated with 
delays arising through construction zones or detours is an 
important determinant of the least expensive project, especially in 
an urban area, according to a senior FHWA policy official. This 
official illustrated the influence of user cost by comparing three 
pavement rehabilitation strategies. The results, as illustrated in 
the following figure, show that on the sole basis of initial cost, 
a 50-year reconstruction strategy looks seven times more expensive 
than the shorter 5 -year rehabilitation strategy. But, when the 
analysis is viewed on a least annual cost basis, the 50-year 
pavement design becomes the optimal, cost-effective strategy, 
primarily because of user delay costs. 



Figural: Initial and Avtng* Annual 
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'Dale E. Peterson, Life-cvcle Cost Analysis of Pavements . NCHRP, 
Synthesis of Highway Practice 122, Transportation Research Board 
(December 1985) . Note: Some of the states responding to this 
question performed types of economic analysis other than life-cycle 
cost analysis. 
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In addition, looking at just the two rehabilitation 
strategies, the above figure shows that the 5-year strategy looks 
cheaper than the 15-year strategy when just initial costs are 
considered. Just the reverse is true, however, when average annual 
costs are evaluated. Thus, a state that selects a project based on 
the lowest initial cost may save money in the short term, but this 
decision could end up costing more over the life of the project. 

When states use life-cycle costing, its use is frequently 
limited to new construction and reconstruction rather than also 
encompassing rehabilitation strategies. As previously mentioned, 
AASHTO's 1993 survey showed that 27 of 38 state respondents used 
life-cycle cost analysis for highway investment decisions. Most of 
these states — 25 of 27 states--used the technique in analyzing new. 
and reconstructed pavement types. ^° However, the technique was used 
less frequently when examining rehabilitation strategies, as only 
16 states used life-cycle costing to evaluate rehabilitation 
designs. 

NATIONAL HI GHWAY SYSTEM EXPECTATIONS AND LINKAGES 
CAN BE CLARIFIED 

In December 1993 the Department of Transportation transmitted 
to the Congress a proposed NHS composed of 159,000 miles. The 
proposed NHS is expected to handle 40 percent of all vehicle miles 
traveled, accommodate 70 percent of the nation's commercial truck 
traffic, and comprise the nation's most important roads. The NHS 
is also to establish linkages to all modes of transportation, 
including ports, airports, rail terminals, and public 
transportation facilities, and important travel destinations. 



^° Reconstruction involves removing and replacing the road, rather 
than extending the life of an existing road through rehabilitation 
techniques, such as resurfacing. 
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The Department, working cooperatively with state and local 
officials as well as the private sector, has identified the most 
important roads in the nation that should form the basis of the 
NHS. Nevertheless, outstanding NHS issues remain to be addressed, 
including: (1) the expectations for the NHS and (2) NHS linkages 
to other modes of transportation. 

NHS Expectations and Methods of 
Assessment Need to Be Established 

A host of goals are associated with the NHS, but the goals may 
not be achieved unless system performance expectations related to 
the goals are established. FHWA has articulated many goals for the 
NHS, including economic development, enhanced mobility, reduced 
congestion, improved air quality, and the promotion of travel and 
tourism. However, these goals may not be attained unless 
preserving and maintaining the system is recognized as the 
foundation for the NHS. Furthermore, FHWA has not coupled the 
diverse goals for the system with system performance expectations 
and ways to measure how the system is performing to meet those 
expectations. 

As part of the Highway Performance Monitoring System, FHWA 
uses data from the states that classify pavement into broad 
categories — poor, mediocre, fair, and good--on the basis of the 
roughness of the ride and surface defects. While the data have 
limitations on an individual state basis, FHWA uses them as an 
indicator of overall system performance, and the agency is in the 
process of making system improvements. The data show pavement 
condition improved throughout the 1980s and continues to do so into 
the 1990s. More specifically, in 1991 (the most recent year for 
which data are available) the indicator shows that the percentage 
of principal highways classified in good condition ranges from a 
high of 61 percent for rural Interstate highways to 46 percent for 
principal nonlnterstate highways in urban areas. Consequently, the 
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balance of the nation's major highways are at most in fair 
condition, which according to FHWA represents noticeably inferior 
pavements compared with new ones, and pavements that may be barely 
tolerable for high-speed traffic. 

FHWA has not identified NHS performance measures; rather its 
efforts have essentially been focused on considering the use of 
existing data collection tools that could provide some indicators 
of the system's performance. In fact, FHWA is proposing that upon 
designation of the NHS, consultation would continue with interested 
groups to develop or refine existing policies and goals related to 
the performance, operation, and maintenance of the NHS routes. We 
agree that such refinements can and should continue after NHS 
designation. However, without basic expectations being set, such 
as those related to pavement condition and bridge deficiencies, no 
basis for assessing system accomplishments will exist. 

Potential performance measures that could be used to track the 
performance of the system include ratings of the pavement 
condition, the number of bridge deficiencies, the number of 
fatalities, the extent of congestion, eind the percentage of lane 
miles devoted to high-occupancy vehicles. For example, a 
performance expectation could be established that at least 75 
percent of the Interstate highways be considered in good condition 
and at least 65 percent of other NHS highways be rated in good 
condition. Such expectations could be refined to reflect 
differences between states and/or urban and rural distinctions. 

In some cases, the use of existing data sources to support NHS 
performance measures would need to be modified to more precisely 
capture NHS data. For instance, tools like the Highway Performance 
Monitoring System, used to assess pavement condition, are not now 
aligned with the proposed 159,000-mile NHS network; data are now 
collected on a larger network of 207,000 miles. To collect data 
for the NHS, tools would have to be modified to capture pavement 
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condition and form a benchmark for evaluating subsequent 
performance. In a March 1994 testimony, we recommended that FHWA 
establish performance expectations and measures in conjunction with 
the major goals of the NHS to guide progress assessments and 
subsequent investment decisions. 

NHS Linkages to Other Modes Need to Be Finalized 

One of the major purposes of the NHS --establishing connections 
with other transportation modes, such as major ports, airports, and 
public transit--may not be completed until 1997. The Department is 
proposing that the Congress approve the NHS with the understanding 
that the connections would be made after such approval. In the 
interim, the NHS map indicates, for illustrative purposes, possible 
connections that may be made. 

The Department has stated that the illustrative connections on 
the map are not intended to imply that the NHS connects with every 
facility identified, or that such connections will necessarily be 
made in the future. Instead, the Department is proposing that 
within 2 years of NHS approval, the states, in cooperation with the 
metropolitan planning organizations and other officials, identify 
major intermodal facilities and appropriate access on the basis of 
criteria to be established by the Department within the next 
several months . 

FHWA's initial intention to work with the states to establish 
the NHS' connection with other transportation modes as part of the 
NHS designation process proved unsuccessful. One of the reasons 
was that FHWA's NHS instructions to the states on the NHS 
designation process in June 1992 did not define what a major 
intermodal facility was. As a result, FHWA believed it needed to 
rethink the state effort. FHWA subsequently worked with the 
Department modal administrators and the private sector to identify 
the connections with other modes illustrated on the map. The list 
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of connections include 104 ports, 143 airports, 321 Amtrak 
stations, 191 rail/truck facilities, and 319 public transit 
systems. 

It is clear that facilities such as major airports generally 
have access provided by an Interstate highway, thus such facilities 
would be connected to the proposed NHS. Nevertheless, the 
Department acknowledges that several mistakes were made in 
developing the illustrative list of connections to the NHS. For 
instance, neither FHWA nor the Federal Railroad Administration 
could identify the NHS road access provided to the 321 Amtrak 
stations on the map. In addition, the Department has not defined 
what it means by appropriate NHS access to a modal facility, such 
as a facility that is within one mile of an NHS route. Similarly, 
neither FHWA nor the Federal Transit Administration could provide 
us with any details on what type of NHS connections had been 
established with the 319 public transit systems. Also, intercity 
bus terminals were inadvertently omitted from the illustrative 
listing of NHS connections. Last, FHWA did base selection of the 
illustrative facilities on criteria. However, the agency is 
reassessing it as part of their ongoing efforts to develop criteria 
over the next few months to guide selection of intermodal 
facilities. This reassessment may result in additions or deletions 
of illustrative facilities in various categories. 

In the near term, the proposed NHS represents a highway system 
of important roads, but the connections shown on the map remain 
illustrative ones. Since the establishment of consistent, broader 
NHS linkages to other transportation modes may be postponed 
possibly until 2 years after NHS enactment, we suggested in March 
1, 1994, testimony before the Subcommittee on Surface 
Transportation, House Committee on Public Works and Transportation, 
that the NHS could be approved conditionally based on subsequent 
congressional approval of the connections established to other 
modes of transportation and major travel destinations. 
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In summary, Mr. Chairman, it appears that full funding of the 
core highway programs will not be possible in the fiscal year 1995 
budget without rescinding demonstration projects or reducing the 
funds available to highway programs, other transportation programs, 
other federal programs, or a combination thereof. The fiscal year 
1995 predicament presents this Subcommittee with a series of 
difficult choices, and it appears that there are no win/win 
options; some program or programs will be reduced. 

Part of the information base on which to make such difficult 
and important dec is ions --the status of highway demonstration 
projects--does not currently exist. However, FHWA is developing a 
system to track the status of individual highway demonstration 
projects. We have been working with FHWA as it develops this 
system and FHWA has agreed to incorporate several enhancements we 
suggested. These enhancements include requiring status information 
on projects and ensuring that project status is updated at least 
once each year. 

Tough budgetary choices at the state level on individual 
highway projects affect greatly how we are investing our federal 
highway dollars. Many states are not using life-cycle cost 
analysis as the basis for decisions concerning highway projects. 
Rather, they are at times choosing projects with the lowest initial 
cost. While this saves money now, it may be short sighted. If one 
analyzed project costs and benefits over the life of the project, 
substantial savings could be realized. -. - 

Establishing performance expectations for the various goals of 
the NHS will help to set priorities for the system and guide 
investment choices when it comes to deciding between maintenance 
and preservation on the one hand and expanding capacity on the 
other. Expectations will provide some meaning to pavement 
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condition data--are the roads in satisfactory condition or not? 
Furthermore, the connections with other modes and the mileage 
associated with them is not now known. Therefore, we have 
suggested in earlier testimony that the Congress consider approving 
the NHS conditionally with final approval subject to later review 
of the connections established to other modes and travel 
destinations. 

Mr. Chairman, this concludes my testimony. We would be 
pleased to respond to any questions that you or any other member of 
the Subcommittee may have. 
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MAJOR FACILITIES ON THE NATIONAL HIGHWAY SYSTEM 

Mr. Carr. Thank you, Mr. Mead. On that last point, are you re- 
ferring to the fact that apparently there are several hundred tran- 
sit and Amtrak, maybe even some airport facilities that do not 
interconnect with the NHS? 

Mr. Mead. Yes. In fact, there are 321 Amtrak stations that are 
shown on the map as a railroad symbol, but the connection to the 
National Highway System has not yet been established. That is one 
example. 

Another example is bus terminals. The intercity bus terminals 
were inadvertently left off the map. So when they put them back 
on, they are going to have to decide, well, should that bus terminal 
link to the National Highway System? And it is not an incon- 
sequential question. Does linkage mean that the NHS road goes 
right to that transportation facility, or is 20 miles distance from 
that transportation facility acceptable? 

Mr. Carr. How do you deal with the situation that those kinds 
of transportation facilities will open and close depending on the 
economy, depending on the demographics? Is it realistic to link 
them all? We get complaints from our colleagues all the time that 
Amtrak is closing a station here, there and everywhere. And maybe 
they do and they have closed a number of them. Would we be bur- 
dening the NHS to designate connections to these facilities only to 
see them in future years go out of existence and then you have a 
connection without a purpose? 

Mr. Mead. Yes, you would. And that is why the Department 
needs to develop criteria and share it with the States, or develop 
it with the States, outlining what would qualify as a major trans- 
portation facility appropriate for linkage to the National Highway 
System. 

Mr. Carr. You would assume that most major airports are not 
going to be moved. 

Mr. Mead. That is correct. 

Mr. Carr. They might do that in Colorado, but most places we 
do not move airports. But train stations do open and close and 
change their locations. Bus terminals frequently do. 

Mr. Mead. That is correct. 

Mr. Carr. Do you think that just by criteria you could try to 
weed that out; is that what you are proposing? 

Mr. Mead. I think through criteria they could come up with a 
fairly solid basis for what a major transportation facility is while 
maintaining some flexibility. As you point out, there are some 
places like airports that will almost certainly continue to warrant 
an NHS connection, although there are one or two notable excep- 
tions. 

Ms. Jones. Just to add to what Mr. Mead just said, Mr. Carr, 
the other thing we would be recommending is a framework to guide 
future changes. This way, the States would understand that if 
there were changes, for example like at Amtrak stations, maybe 
within a three-year period they would come back to FHWA and 
say, we have closed this one and opened this one, so we would like 
to readjust our NHS mileage within our State. 
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Now there is no framework to guide future changes. Do they 
come in every time a change is sought? Do they come in once every 
three years? How is it tied to state planning processes? There is 
not really a framework for change. 

Mr. Carr. Framework would also have to include, I would think, 
some fairly rigid requirements to eliminate designations. In the 
case of Amtrak, for example, they are not moving it, they are clos- 
ing them outright. And it puts — if you make too much of a hard- 
wire link between money and that station being there, what you 
do is you prevent Amtrak from closing stations which are not eco- 
nomically productive because you build an incentive on the part of 
the State who is getting money under a formula for the NHS to 
preserve that link, even though the station has no economic vitality 
anymore. 

They could exert an enormous amount of political pressure to 
keep unproductive Amtrak stations open just to preserve the dol- 
lars for the link. Things like that could enter the picture. So I am 
not real sure that — well, let's put it this way, we should probably 
look at all the incentives there because some people would love to 
have a link running to nowhere just to get the dollars. 

Mr. Mead. Yes, I think that DOT will face some pressure in the 
next two years, because the amount of mileage on the NHS is sub- 
ject to a cap, and DOT has suggested that they be allowed to go 
from 159,000 to 165,000. And as you get to the end, a number of 
jurisdictions I suspect will be disappointed because linkages they 
would like to see may not be approved. But I believe you will need 
some basic criteria so everybody's operating off the same wave- 
length. 

LIFE-CYCLE COST ANALYSIS 

Mr. Carr. Going to life-cycle costing, what do you think are the 
major obstacles to the greater use of life-cycle costing techniques 
for highways? 

Mr. Mead. There are some methodological obstacles and there 
are some budgetary ones. Life-cycle costing has, as a distinct ad- 
vantage, that it looks over the life of a project and says, well, if we 
do a quality job up front, how much would we spend over a period 
such as 20 years? Well, not every jurisdiction budgets on the basis 
of 20 years. Some highway departments do not know exactly what 
they are getting from one year to the next. This is a practical con- 
straint to life-cycle costing. 

A second obstacle is methodological. And in the methodological 
area, I think guidance would help. For example, as I pointed out 
in my statement, some jurisdictions include maintenance costs in 
their analyses, and others do not. The elements that you would 
consider in an analysis are not well defined. Different people do it 
differently. 

There is a major issue on whether user costs should be included 
in life-cycle analysis. As a consumer and as a user of the highways, 
I would argue that, yes, user costs should be included. From a 
highway department's point of view, though, the gas that I 
consume while I am waiting in congested traffic is an expense I 
must bear, not the highway department. They have a constrained 
amount of dollars that they can apply to a project and some high- 
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way departments feel that how much money the highway depart- 
ment will have to put out should be the frame of reference for life- 
cycle cost analysis. 

Care to amplify? 

Ms. Jones. Certain factors need to be identified for the States to 
use. FHWA has already started that process. They conducted, I 
think, a two- or three-day seminar with the transportation commu- 
nity earlier this year to talk about the difficulties in terms of the 
methodological tools they needed. They also discussed the need for 
guidance about which factors, such as user costs and maintenance, 
should be included in the analysis. 

Mr. Carr. Well, you know, one of the things that occurs to me, 
and I tend to like life-cycle costing, but my guess is that a highway 
department sees the problem a little differently. If you are talking 
about the life-cycle cost of a ribbon of pavement from point A to 
point B, you can probably get some pretty good statistics and some 
pretty good decision-making criteria. But highway departments do 
not do roads from point A to point B. They maintain a system of 
roads. 

So if you are really going to life-cycle cost, you have to figure out 
a way not only to life-cycle cost a particular ribbon of pavement but 
you have to figure out the life-cycle cost for opportunity costs on 
the entire system because there is just a sum total of maintenance 
and there is a sum total of opportunity for new construction. And 
the life-cycle cost benefit for a particular ribbon of pavement might 
be advantageous, but in the process, you might bring the whole 
system down. 

Do you see what I mean? 

Mr. Mead. Yes. 

Mr. Carr. So my affection for life-cycle costing is somewhat tem- 
pered by the techniques and the methodologies that you can em- 
ploy to do a system analysis. I would think that would be a good 
bit harder, much more complex. 

Ms. Jones. Much more complex, and my understanding is that 
the HERS (Highway Economic Requirement System) model that 
FHWA is developing at least provides a starting point for that kind 
of macroanalysis. We have not looked at that model as part of our 
work before. Instead we have focused on the more project-specific 
part of life-cycle costing at the State level. 

Mr. Carr. Well, I think that is an important thing to look at, and 
I think that right now, we have no chance that good decisions are 
being made because no information is being developed. But I also 
think you can take it too far. I guess that is all I am saying. 

What you have to do is the sum total of all the life-cycle analysis, 
of all of the system, to figure out where you can optimize your ad- 
vantage, and it would seem to me that that kind of analysis is 
maybe a little further down the road. 

Ms. Jones. And maybe one component to help that further down 
the road is the pavement management systems. Life-cycle costing 
is a required component under that management system, and may 
provide a system-wide look at that issue. 

Mr. Mead. Yes, the ISTEA legislation related to planning re- 
quires that life-cycle costing be considered. Now, it is open to inter- 
pretation exactly what that means, but our point is it is time to ad- 
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vance the state-of-the-art. We believe FHWA recognizes that it has 
a clear role in advancing that state-of-the-art and you are also 
right, you can take these things too far. 

Mr. Carr. Mr. Regula. 

Mr. Regula. No questions. 

Mr. Carr. Mr. DeLay. 

Mr. DeLay. No questions, Mr. Chairman. 

Mr. Carr. We have a few other questions we will ask for the 
record and that is it for now. 

major obstacles to life-cycle costing techniques 

Mr. Mead, you mention the role that life-cycle costing could play 
in making our limited transportation dollars go farther. The argu- 
ment has been that the desire to build the interstate highway sys- 
tem as quickly as possible may have been a contributing factor to 
this Nation's general approach of highway construction. Of course, 
it does cost more initially to build a road to last for 40 or 50 years 
instead of 20. 

What do you think the major obstacles are to a greater applica- 
tion of life-cycle costing techniques? 

[The information follows:] 

A key obstacle to greater use of life-cycle cost analysis is the need for comprehen- 
sive information to provide four types of cost data: initial costs, rehabilitation costs, 
maintenance costs, and user costs. States traditionally have had data on the initial 
costs of the highway project and could reasonably estimate the costs to rehabilitate 
the highway, such as 10 or 15 years in the future. However, a 1993 AASHTO survey 
found that while 27 of 38 responding states performed life-cycle cost analysis, only 
16 states included any type of suer costs in their analyses. Further, an earlier 
Transportation Research Board survey found that 22 of 45 states responding did not 
include maintenance costs in their analysis. 

As noted previously, another key obstacle to greater use of life-cycle costing is in- 
stitutional: state budget processes usually enforce a decision-making horizon of one 
or two years. Thus, typical budgeting practices can give short shrift to planning 
tools that offer the opportunity to save money over a 20-year span. Long-range plan- 
ning requirements established under Section 1025 of ISTEA may, however, temper 
the effect of an annual budgeting process on long-term investment decisions. 

Mr. Carr. In your opinion, is any additional research on the ap- 
plicability of life-cycle costing necessary? 
[The information follows:] 

Absolutely, particularly given the obstacles to using life-cycle cost analysis I pre- 
viously mentioned. States certainly want to use life-cycle cost analysis to make bet- 
ter highway investment decisions. But they need more information on how to do it — 
for example, how to determine and include user and environmental costs. Without 
the data and the how to's, life-cycle cost analysis will remain a well-intentioned but 
underutilized investment tool. 

Mr. Carr. What specific actions do you think it would be bene- 
ficial for the Federal Highway Administration to take to encourage 
greater use of life-cycle costing measures? 

[The information follows:] 

The FHWA needs to provide states with more guidance and technical assistance/ 
training on how to do life-cycle C( A analysis techniques. For example, FHWA could 
take a leadership role in building consensus in the highway community over what 
factors need to be included in life-cycle cost analysis, such as maintenance and user 
costs and when life-cycle cost analysis would be beneficial. Further, FHWA could de- 
termine what analytical tools — such as models or data collection methods — are 
available and have been successfxxlly used by states and disseminate that informa- 
tion to all states. 
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Mr. Carr. Do you have an estimate of the amount of monetary 
savings that might accrue to the highway program if life-cycle cost- 
ing techniques were used as a matter of course? 

[The information follows:] 

No. To our knowledge, no overall estimates of potential cost savings associated 
with life-cycle cost analysis exist. 

Mr. Carr. Do you think it would be beneficial for the FHWA to 
have a requirement that a life-cycle costing analysis be performed 
before funds could be obligated for the construction of a highway 
project? 

[The information follows:] 

Yes, but with flexibility. At a minimum, life-cycle cost analysis should be required 
on National Highway System projects over a certain threshold, such as $1 million. 
Such a requirement could be included in the design and construction standards for 
new construction, reconstruction, resurfacing, restoration, and rehabilitation of NHS 
highways. On Surface Transportation Program projects, in keeping with the 
ISTEA's emphasis on flexibility, states should be encouraged to use life-cycle cost 
analysis. 

Mr. Carr. How difficult is it to perform a life-cycle cost analysis 
for a highway project? Can you tell us how much more time and 
money it would take to perform such an analysis for the average 
highway construction project? 

[The information follows:] 

Undoubtedly performing life-cycle cost analysis entails some additional costs. 
These costs bear out the need to apply life-cycle costing to those projects most likely 
to benefit from this type so analysis, perhaps in accordance with a project cost 
threshold. It should be noted that the majority of costs connected to life-cycle cost 
analysis are associated with data collection. For example, of the 27 states that re- 
ported using life-cycle cost analysis in the 1993 AASHTO survey, 22 of those states 
reported using automated computer programs to perform the analysis. Because the 
time to run the programs is minimal, the cost and time comes in gathering the data 
needed to do the analysis. And, as I've previously noted, a number of states have 
life-cycle costing data limitations, because they do not routinely incorporate mainte- 
nance and user costs in their analyses. 

INTERMODAL CONNECTIONS TO THE NATIONAL HIGHWAY SYSTEM 

Mr. Carr. Mr. Mead, your statement indicates that the National 
Highway System proposed by the Department of Transportation 
last December, while including hundreds of transit and Amtrak fa- 
cilities, often did not include the routes that connect those facilities 
to the highway system. 

How serious an issue is this? Do you think it can be readily rem- 
edied, or does it represent the factional nature of the various modes 
within the Department and the difficulty in attaining a truly inter- 
modal National Transportation System? 

[The information follows:] 

The issue goes to the fundamental purpose of the NHS, which according to ISTEA 
is to provide an interconnected system of principal highways that will serve major 
population centers, international border crossings, ports, airports, public transpor- 
tation facilities, and other intermodal transportation facilities and major travel des- 
tinations. Forging these NHS links will by no means be an easy task, but it is a 
doable one. Furthermore, DOT has already begun the process of establishing the cri- 
teria that will be used to form intermodal connections to the NHS. 

Mr. Carr. Thank you. Your analysis is always helpful. 
Mr. Mead. Thank you, Mr. Carr. 
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FHWA Opening Remarks 

Mr. Carr. Our next witness is Rodney Slater, the Administrator 
of the Federal Highway Administration. Mr. Slater, I will ask you 
to summarize your prepared statement and introduce your col- 
leagues. 

Mr. Slater. Good morning, Mr. Chairman, Members of the Com- 
mittee. We are very pleased to have this opportunity to be with you 
and I do consider it a special pleasure on my part because this is 
my first hearing of this sort to deal with the budget of the Federal 
Highway Administration. 

We took special note of your comments earlier that it represents 
half of the budget of the Department of Transportation. Hopefully 
before the conclusion of today's hearing, everyone will understand 
that we appreciate that fact and we wish to be very sensitive and 
frugal when it comes to spending the public's money. 

Also, I would like to introduce the other individuals who join me 
at the table this morning. First, to my right, we have our Deputy 
Administrator, Jane Garvey. Many of you have had the opportunity 
to visit with her over the last year, and I hope that you, as I, have 
found her to be most capable in making the case for the need to 
invest more in our infrastructure. 

Also, to my far left, I would like to introduce Louise Stoll. Louise 
is the Assistant Secretary of Budget and Programs with the JDe- 
partment of Transportation, and Louise has been a part of these 
and similar hearings with the Secretary and with the other modal 
administrators. 

And then I would like to introduce Dean Carlson. Dean is the 
Executive Director of the Federal Highway Administration. He 
brings a career of experience and devotion to the task of improving 
our Nation's highways, and it is a pleasure to have the opportunity 
to work with him and all the other members of the career staff. 

If I may, Mr. Chairman, I would like to also introduce other 
members here of our senior staff because I am sure, as we get into 
some of the details today, we will have occasion to call on them to 
be more responsive in dealing with some of the questions of the 
chairman and Members of the Committee. 

I would like to introduce our Associate Administrator for Policy, 
Ms. Gloria Jeff. Gloria is right here. Gloria hails from Michigan 
and has just joined our staff. 

Mr. Carr. Great asset to the Department. 

Mr. Slater. Mr. Chairman, she brings a wealth of experience to 
our staff. 

Also, I would like to introduce our Associate Administrator for 
Program Development, Tony Kane. Tony is right here, and so is 
Jack Basso, our budget officer. Many of you have had the pleasure 
of working with Jack over the years. We feel very fortunate to have 
him on our staff. 

Also, to my left, I want to introduce John Clements. John is the 
Associate Administrator for Research and Development. Also, I 
would like to introduce our Associate Administrator for Safety and 
System Applications, Denny Judycki; and our Associate Adminis- 
trator for Motor Carriers, George Reagle. George is new to our 
staff. He worked for some years with the National Transportation 
Safety Board and brings a wealth of experience to his task. The As- 
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sociate Administrator for Administration, George Moore, is here as 
well. 

RECENT DISASTERS 

Mr. Chairman, if I may, let me just say that the last year has 
been quite an experience for me. I have had occasion to travel 
through most of the country. I have visited more than 30 States 
thus far. The objective has been to look, to listen and to learn, and 
I have learned a lot. I think two events really underscore the sig- 
nificance of the importance of transportation to our country. 

One thing I have discovered is what we take for granted. The 
American people take transportation for granted, but the floods of 
the Midwest and also the earthquake in Los Angeles forced us as 
a Nation to stop and reflect on the importance of transportation to 
our country. Not only is it important to our economy, but it is im- 
portant to Americans in their pursuit of happiness, and I think 
both of these natural disasters underscored that point very vividly. 

With that, let me say that it is appropriate that we say to you, 
Mr. Chairman, and to the Members of this Committee, how impor- 
tant it was for you to respond in an expeditious fashion to provide 
emergency relief funds for those who were victimized by the Mid- 
west floods, as well as those who were hurt and harmed by the 
earthquake in California. Those individuals now have an oppor- 
tunity to get back on track because this Committee and you acted, 
and we were there in partnership with them from the very begin- 
ning. We have made a commitment to be with them to the end. 

I was just in St. Louis to visit with highway officials to make ad- 
ditional Federal resources available for the Midwest floods. I have 
joined the Secretary on a number of occasions traveling to Califor- 
nia. Again, we were there in the beginning, and we hope to be 
there throughout this process. We must underscore the fact that 
without the resources you have made available, our being there 
would be of little comfort other than to underscore the partnership. 
With the dollars you have given us, we are able to be there in a 
substantive way and we very much appreciate that, and we know 
they appreciate it as well. 

What it reflects, in a nutshell, is what the President noted in his 
State of the Union address when he said these disasters have 
forced us to be guided by the better angels of our nature. Because 
of your response in dealing with the need for additional resources, 
we were able to respond in a substantive way and we appreciate 
that. 

INFRASTRUCTURE INVESTMENT PROPOSAL 

When you look at the FHWA budget, it is about one thing — in- 
vestment; investment in such a way as to create jobs, investment 
in such a way as to enhance our economic capacity to compete in 
a global economy. We are talking about an investment of over $20 
billion, a significant amount. But as stated earlier, the question is, 
"Will that be enough?" 

We can debate that, and all of us would probably conclude that 
it is not enough. But we have to also appreciate the fact that this 
represents a significant investment. It represents a commitment to 
full funding of the core Federal-aid programs as outlined in ISTEA 
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in 1991. This is the first time that has been done, and I beHeve 
that the President should be commended, along with the Secretary, 
in making the case that an investment in transportation is an in- 
vestment in the overall health of the American economy, and that 
it enhances our ability to compete in a global marketplace. 

The infrastructure investment component of the DOT budget rep- 
resents 71 percent of our total budget as proposed for fiscal year 
1995. Also, this amount that represents the infrastructure invest- 
ment in our budget represents 83 percent of the total Federal budg- 
et for infrastructure. So an investment in DOT and its activities 
represents a commitment to rebuild America, and we are pleased 
with where we stand now, but we clearly will need additional as- 
sistance from this committee if we are to make real the proposed 
DOT commitment as voiced in the President's proposed budget and 
with respect to FHWA. 

NATIONAL HIGHWAY SYSTEM 

Let me mention a couple of things about the budget that has 
been presented. Mr. Mead indicated the importance of the National 
Highway System. We have worked hard over the years to make 
that a reality, not just a concept, and we did submit to the Con- 
gress on December 9th our proposed National Highway System. We 
presented it ahead of schedule because of our understanding of the 
need to move expeditiously to get this highway system approved by 
Congress so that it can serve as a focal point for us in making stra- 
tegic investments. 

This system represents only 4 percent of the 4 million miles of 
public roads in this country. This system of approximately 159,000 
miles carries, although its represents just 4 percent of the Nation's 
roadways, 40 percent of the highway traffic and approximately 70 
to 75 percent of the Nation's commercial truck traffic and 80 per- 
cent of its tourism traffic. That is a strategic focus, and it can guide 
us in our effort to make strategic investments. 

We need to move on it quickly, and with the assistance of this 
Committee and Congress, we can do that. 

One other point I wish to make about the National Highway Sys- 
tem is that I don't believe that it should be approved conditionally, 
nor does this agency, nor the Department. Since, in the planning 
process, we are going to take this flexible system and do the many 
things that Mr. Mead suggested would have to be done in order to 
make it a real system, there is no need to approve it conditionally. 
With the planning process that has been put in place, where we 
will have a dialogue with the States and with MPOs and local 
elected officials, we can deal with this flexible concept that the 
NHS represents and address those concerns that have been raised 
here today. 

Also, it is important that we move quickly, because, as you know. 
Congress has until September 30th of next year to act. If Congress 
does not act, then we cannot spend NHS monies nor interstate 
funds. So we want to move on the program as quickly as we can. 
We believe that it will serve to better tie America together, it will 
help us in our efforts to make NAFTA a reality, it will spur eco- 
nomic development, and it will be critical to the development of 
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some of the north-south routes that are so important when it comes 
to making NAFTA a reaUty. 

Let me move quickly to three other items and then we will be 
pleased to entertain any questions you may have. 

MOTOR CARRIER SAFETY 

As is relates to the Motor Carrier Safety Assistance program, we 
are pleased that we are able, with this budget proposal, to fully 
fund that program as called for in ISTEA. This represents an $18 
million increase, but those resources are needed if we are to con- 
tinue to make our highways even safer. So we would very much ap- 
preciate strong support for that program. 

Last year alone, we were able to make some 1.9 million roadside 
inspections, which we believe were very helpful when it comes to 
improving the safety of the roadways of the country. 

Some 450,000 vehicles were put out of service as a result of those 
roadside inspections, as well as, I believe, about 100,000 drivers. So 
we believe it is a program that is deserving of the additional re- 
sources. 

IVHS RESEARCH AND DEVELOPMENT 

As far as research and development in IVHS, I know, Mr. Chair- 
man, this has been a matter of importance to you, and also to the 
Members of the Committee. Let me say that without this program, 
and without the increased investment here, there is no way we can 
have a system that will sustain us in this century, nor a system 
that will be worthy of being called a system of the 21st Century. 

Our competitors are investing significant amounts in research 
and development. What we have proposed here will allow us as a 
country to remain at the cutting edge in this particular area of 
transportation development, so we encourage you to be supportive 
of that as well. 

DEMONSTRATION PROJECTS 

When it comes to the touchy issue of demonstration projects, 
which has been addressed earlier today, we just want to let you 
know that we wish to work with the Congress to deal with this. 
The problem presents itself simply because we do not have enough 
money to do all that we wish to do, but I believe that the rec- 
ommendations offered by Mr. Mead represent the kinds of consider- 
ations that we have been taking into account. If we can work with 
the Members of this Committee and with Members of Congress to 
resolve this issue, then I think the country will be well served. 

So with that, Mr. Chairman, we thank you again for the oppor- 
tunity to be with you today. 

[The prepared statement and biography of Rodney Slater fol- 
lows:] 
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Mr. Chairman, Members of the Subcommittee. Thank you for the opportunity to 
testify in support of the Federal Highway Administration's (FHWA's) FY 1995 budget. 

Joining me this morning are Ms. Jane F. Garvey, the Deputy Administrator, 
Mr. Dean Carlson, the Executive Director, and Ms. Louise Stoll, the Assistant Secretary 
for Budget and Programs for the Department of Transportation. Other key members of the 
FHWA staff are also with us to elaborate on various aspects of our budget request, as 
appropriate. 

FY 1994 EARTHQUAKE SUPPLEMENTAL 

Before I begin the discussion on our FY 1995 budget request, I would like to thank 
the Congress in general and your Subcommittee in particular for the speedy enactment of 
the recent emergency supplemental appropriation for California earthquake relief and giving 
us and other agencies the authority to assist governments and needy individuals in 
rebuilding their lives. 

This disaster vividly illustrates once again how vital our transportation system is to 
our Nation's productivity and quality of life. 

We have also faced other disasters such as the needs generated by the midwest 
floods and the harsh weather conditions in the northeast section of the country. 
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As President Clinton said the American people rose to the occasion, "neighbor 
helping neighbor, strangers risking life and limb to save total strangers, showing the 
better angels of our nature." 

OVERVIEW 

The President in his budget submission to the Congress makes investing in 
infrastructure a national priority. Infrastructure investment represents 71% of the 
Department of Transporation's budget for FY 1995. It also accounts for 83% of the total 
Federal budget for infrastructure. Strategic investment is essential to promote the growth in 
productivity and employment needed to maintain and enhance the nation's competitiveness in a 
global economy, improve safety, and to ensure a clean environment. It is also important 
to note that the transportation industry represents fully 17% or about $1 trillion of our Gross 
Domestic Product. Thus, the Administration has proposed full funding of the core highway 
program at the authorized level of $18,332 billion under the Intermodal Surface 
Transportation Efficiency Act of 1991 (ISTEA). Also included is funding for Minimum 
Allocation and a portion of the Special Projects. Such full funding will allow completion 
of projects underway as well as maintenance of the current infrastructure. This brings 
our total obligation request for Federal -aid Highways to $20,069 billion. 

The budget also assumes savings from the elimination of selected demonstration 
projects. This savings proposal has been controversial. The Administration has not sent 
specific demonstration project rescission proposals to the Congress, since we want to work 
closely with this Committee and the Congress to find alternatives to accommodate both the 
limits required by the deficit reduction targets and the need to fully fund the core program 
as a major investment in transportation. We have also proposed a single obligation limitation 
which includes not only the core program but also Minimum Allocation and Special Projects 
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funding; this proposal is designed to ensure that States have maximum flexibility to use the 
total available obligation authority on priority funding categories at their discretion. 

TRANSPORTATION GOALS 

The Department has established a number of goals for transportation to which 
the budget responds. These include tying America together through an effective intermodal 
transportation system that includes the proposed National Highway System (NHS) and its 
intermodal connections, which were recently submitted to the Congress. The NHS will be 
discussed later in more detail. 

Other goals to which this budget responds are: (1) investing strategically in 
transportation infrastructure to increase productivity and create jobs; (2) creating an alliance 
between the Nation's transportation and technology industries to make them both more 
efficient and internationally competitive; (3) promoting a safe and secure transportation 
system; and (4) actively protecting and enhancing our environment through wise 
transportation decisions. 

IVHS 

For example, one program that fits very well into this goal framework is Intelligent 
Vehicle Highway Systems (IVHS). The IVHS program presents an excellent opportunity to 
achieve public benefits in areas such as safety and mobility, while also helping to achieve 
national economic and defense conversion objectives. The program achieves this primarily 
by providing a new market (and one that is international in scope) for advanced technology 
products and services that entities can develop, license, and sell. This means jobs, and 
jobs that are high-paying so that additional economic activity can be generated. IVHS 
supports (often in partnership arrangements) the research, development and testing of new 
technological applications. It also demonstrates the benefits of R&D by supporting the 
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deployment of cutting-edge technology. We are proposing to increase the GOE funding for 
FHWA's IVHS program to $165.81 million, an 83 percent increase over the FY 1994 level of 
$90.3 million. 

INTERNATIONAL TRADE 

The recent GATT and NAFTA trade agreements emphasize the increasing 
importance of international trade to our Nation's economic well-being. The transportation 
infrastructure that we put in place, including the NHS and all its vital intermodal links, will 
significantly affect the extent to which we take advantage of international commerce — 
particularly with our neighbors in Latin America and the Pacific Rim nations — and how 
successfully we respond to global competition. We must recognize the strategic role 
transportation will play in tomorrow's global economy, and begin investing more wisely 
today in the structures and technologies that will enable us to gain a competitive edge. 
As we look around the world, we see many examples of the relationship between a sound 
transportation infrastructure and economic expansion. 

MOTOR CARRIER SAFETY 

The Motor Carrier Safety Assistance Program (MCSAP) is a critical part of our 
partnership with the States to enhance truck and bus safety on our highways. To continue 
to build on the successes of our partnership, we propose to fund this program at the ISTEA 
level of $83 million. Last year 1 ,9 million roadside inspections and 12,000 reviews of motor 
carrier safety companies were performed which resulted in putting 450,000 vehicles and 
100,000 drivers out of service. The increase in funds for FY 1995 will implement new 
enforcement efforts. This funding will also support new program initiatives such as use of 
advanced inspection technologies to increase the efficiency of roadside inspections and 
development of means to address border trucking issues that arise from the implementation 
of NAFTA. The new initiatives, together with support for current activities, will result in 
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implementation by the States of comprehensive motor carrier safety programs that include 
traffic enforcement, research, public awareness, accident data collection, and hazardous 
materials enforcement. 

NATIONAL HIGHWAY SYSTEM 

Having discussed the general goals and features of the budget submission, I v\/ould 
like to turn my attention to the National Highway System. I consider the NHS to be the 
cornerstone of our future highway network and the backbone of a national transportation 
system. The 159,000 mile system the Department proposes consists of only 4 percent of the 
Nation's roads yet carries 40 percent of the Nation's highway travel and 70 percent of the 
commercial truck traffic and 80% of tourist traffic. Because these are the most productive 
roads, Federal funds directed toward the NHS would be strategically invested — we will 
get the most out of our transportation dollar. 

A National Highway System will yield many economic benefits. It will support 
sustained economic strength, productivity, growth and competitiveness in the global 
marketplace. Designation of the system in 1995 will facilitate using Federal -aid program 
funding in the most efficient way possible. 

To summarize, these proposals embody several key principles which include 
providing funding to the States that accords them maximum flexibility to make choices on 
transportation priorities, make the most flexible use of funds and encourage opportunities 
to promote intermodal projects. Fully funding the ISTEA-authorized amounts for the core 
highway program will enable us to get back on track in terms of accomplishing the critical 
investments envisioned in that legislation. To complement this investment we have also 
proposed both increased funding to invest in technology through research and development 
and substantially increased funding for the IVHS program. In addition, while a small part 
of the total program funding, we have also requested funding for the Supportive Services 
program to help facilitate diversity employment in the highway construction industry. 
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BUDGET HIGHLIGHTS 
Financial Resources 

In total, our FY 1995 budget proposes an overall program level (obligations) of 
$20,309 billion compared to obligation levels of $20,357 billion and $18,015 billion for fiscal 
years 1994 and 1993 respectively. 

The budget authority included in our FY 1995 request totals $20,866 billion, 
compared to the FY 1994 and FY 1993 budget authority levels of $21 .305 billion and 
$21 .223 billion respectively. 

Outlays for FY 1995 are estimated at $18,989 billion. Estimated outlays for FY 1994 
and actual outlays for FY 1993 are $18,232 billion and $16,656 billion respectively. 

Personnel Resources 

Our FY 1995 budget request reflects FHWA's share of staffing reductions 
consistent with the President's Executive Orders to reduce Federal civilian employment. 

We are requesting a total of 3,849 full-time equivalent workyears (FTE's) in FY 1995, 
a reduction of 60 below the 3,909 approved for FY 1 994. _ , , 

Federal— aid Highways - 

We propose an FY 1995 obligation limitation of $19,969 billion (based on the ISTEA 
authorized level for FY 1995 of $18,332 billion plus estimated obligations of $1,637 billion for 
programs previously exempt from the limitation.) In addition, $1 00 million is exempt for -.,. ^-^j 
Emergency Relief, yielding total obligations of $20,069 billion. The proposed FY 1 995 v 

obligations are $414 million (2 percent) higher than the FY 1994 level, excluding emergency 
supplemental funding enacted in FY 1994. . ,.-.• , ;. ; 
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Motor Carrier Safety Grants 

We propose an obligation limitation of $83 million, equal to the Pr' 1995 ISTEA 
authorized amount. The FY 1995 proposed level is $18 million above the $65 million 
FY 1994 level. 
Highway Related Safety Grants 

We propose an obligation limitation of $10 million, equal to the enacted FY 1994 
limitation. 
General Operating Expenses 

A limitation of $598.5 million is proposed for FY 1995, an increase of $129.7 million 
(28 percent) above the FY 1994 level of $468.8 million. The increase reflects growth in IVHS 
($75.5 million), mandatory cost increases, other Research and Development activities, 
on-the-job training services, continuing renovations of research laboratories and international 
activities. 

Annual operating costs, ie., excluding no-year contracts, are being increased by 
$8 million (2.7 percent) of which $3.8 million (1.3 percent) is mandatory costs and only 
$4.2 million (1 .4 percent) is for program expansion which includes increases in office 
space rental rates, working capital fund charges, and additional contractual services. 

Assumed Savings 

The budget assumes FY 1995 outlay savings of $406 million ($314 million in 
Federal -aid Highways and $92 million in miscellaneous accounts) associated with 
rescissions based on recommendations of the National Performance Review. However, at the 
same time, the Administration recognizes that other options are available to achieve these 
savings. One option, transmitted as an FY 1994 supplemental, would require the Secretary 
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to reduce or delay obligations of highway construction projects in Pr' 1994 sufficient to 
reduce FY 1995 outlays by $406 million. It is the Administration's intent to work with 
the Congress to accomplish the means to achieve the necessary savings. 

We also propose to rescind in FY 1995 $20 million in unobligated balances of 
contract authority for Highway Related Safety Grants that is unavailable for obligation 
because of obligation limitations. 

CONCLUSION 

In conclusion, we have proposed a budget which continues to follow the 
course established by the ISTEA for the Nation's transportation systems. It also responds 
to the Administration's guidance on budget constraints, priorities, and policy issues such as 
advancing intermodalism and optimizing transportation resources. Our requested increases, 
are essential for effectively implementing the ISTEA. 

Once again, thank you for this opportunity to testify today on our Rf' 1995 budget 
request. I would be pleased to address any questions you may have. 
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Rodney E. Slater was formally sworn in as the Administrator of the Federal 
Highway Administration (FHWA) on June 16, 1993, after being nominated by President 
Clinton in March and confirmed by the U.S. Senate on May 28, 1993. 

Slater, the first African-American to hold this position, is the FHWA's 13th 
Administrator and the 19th overall chief highway executive since the agency's inception 
in 1893 as the Office of Road Inquiry, in his role as Administrator, he is responsible for 
ensuring the safety of the nation's system of highways and bridges, as well as the 
enforcement of Federal truck and bus safety standards. 

Until he accepted the position as Deputy Campaign Manager and Senior Traveling 
Advisor for the 1992 Clinton Presidential Campaign, Slater was Director of Governmental 
Relations at Arkansas State University. 

Rodney Slater served on the Arkansas State Highway Commission from 1987 to 
1993. In 1992, Slater was appointed Chairman of the Commission which develops 
transportation policy and monitors the activities of the Arkansas State Highway and 
Transportation Department. Slater -- a native of Marianna, Arkansas -- was awarded the 
1990 Arkansas Transit Association's "Arkansas Public Transportation Advocate Award" 
for his efforts as a staunch advocate for greater investment in transportation to stimulate 
the economy. 

Earlier in his career, Slater served as an Assistant Attorney General for Arkansas 
and was a key member of the Governor's staff, serving as Executive Assistant for 
Economic and Community Programs. 

He served on the Arkansas Sesquicentennia! Commission and as Liaison with the 
Martin Luther King, Jr. Federal Holiday Commission. Slater, formerly secretary-treasurer 
of the Arkansas Bar Association, was named an "Arkansas Hero" in the December 1989 
issue of the Arkansas Times magazine for his work to improve conditions in the Delta. 
He was also honored by the Arkansas Jaycees as one of the 'Ten Outstanding Young 
Arkansans" in March 1990. 

A scholar-athlete at Eastern Michigan University in Ypsilanti, Michigan, Rodney 
Slater graduated in 1977. He went on to attend the University of Arkansas School of Law 
in Fayetteville, Arkansas and graduated in 1980. 

Slater is married to Cassandra Wilkins and they have an infant daughter named 
Bridgette Josette. 

### 
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Mr. Carr. Well, thank you, Mr. Slater. We are delighted to have 
you and all of the supporting staff and the Assistant Secretary 
here. Welcome. 

I have a rather lengthy series of questions and I think maybe be- 
fore I launch into them, I should give my colleagues an oppor- 
tunity. 

Mr. Regula. 

CLEAN AIR ACT CONFORMITY PROBLEMS 

Mr. Regula. Thank you, Mr. Chairman, and thank you, Mr. Ad- 
ministrator, Mr. Slater. 

I was interested in your bio, Mr. Slater, that you were awarded 
the 1990 Arkansas Transit Association's, quote, Arkansas Public 
Transportation Advocate Award for your efforts as a staunch advo- 
cate for greater investment in transportation to stimulate the econ- 
omy. I agree with that totally because transportation becomes the 
arteries of a Nation's economy. And I am pleased to see your dedi- 
cation to that and it probably goes a little bit along with the two 
questions I have. 

The first is, in the final regulation of the transportation conform- 
ity rule of the Clean Air Act amendments, EPA added NOx which 
will prohibit the Federal funding for transportation projects in non- 
attainment areas if the project is likely to result in higher emis- 
sions of oxides of nitrogen. 

This build/no build test, will not apply once EPA has approved 
the states' plans to obtain and maintain air standards. However, 
Ohio — and I think this would be true of Michigan and many indus- 
trial States — says that such a plan may not be completed and ap- 
proved by EPA for 12 to 24 months. 

It is my understanding that Delaware and Rhode Island have al- 
ready had urban projects turned down because of this rule. Also, 
four urban areas in Ohio have submitted their long-range transpor- 
tation plans to DOT and EPA. In February, they were informed by 
the Region 5 office in Chicago that they will be rejected because of 
the NOx rule. And I might parenthetically add that in Ohio, we 
have $2 billion worth of highway construction on hold. 

Is the Federal Highway Administration aware of the impact this 
rule will have on surface transportation projects? How closely is 
FHWA working with EPA on this issue, and what recourse do you 
believe the states have who are facing a cutoff of their highway 
funding? 

And let me add also, when we talk about welfare reform in the 
urban areas where the nonattainment areas are, you have to have 
jobs, you have to enhance the transportation program in these 
areas, and yet under this rule, they are at a standstill. So I would 
be interested in your response. 

Mr. Slater. First of all, we are very much aware of the potential 
impact that the provision you mentioned can have on our program. 
The Secretary is very interested in it. Just last week, he had a 
meeting with Administrator Browner on the matter. 

Mr. Regula. I know. 

Mr. Slater. Clearly, this is an administration that believes we 
have to rebuild America, that we have to invest in infrastructure. 
It is also an administration that believes in doing so, we have to 
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be sensitive to the environment; that we have to not only restrict 
ourselves when it comes to doing those things that damage the en- 
vironment, but we also have to look for opportunities to do those 
things that enhance the environment. 

It is one of those very difficult balancing acts that the interests 
of the times require us to make. I believe that within the adminis- 
tration, we have the capacity for making that balancing act, and 
I believe that the meeting last week with the Secretary and with 
Administrator Browner is a step in the right direction. I also be- 
lieve that the conformity regs that have been recently formulated 
are also a step in the right direction. 

And I would like to note at this time the quality contribution 
made to that effort by Deputy Administrator Jane Garvey, as well 
as other members of our staff, but I want to underscore the quality 
effort she put forth in that regard. 

But it is clearly an issue that is going to be with us for some 
time. It is a difficult issue, and we are fully aware of what the po- 
tential is when it comes to our entire program. We could actually 
have EPA dictating the actions of the Department of Transpor- 
tation. 

Mr. Regula. Exactly right. 

Mr. Slater. And we do not want to have that happen and I don't 
believe the Administrator wants to have that happen. We believe 
that if those involved or concerned about the environment can be 
brought into the process early on, then we may be able to eliminate 
some of the problems caused later in the process when environ- 
mental interests are taken into account. 

Jane may have a comment to make in that regard. 

Ms. Garvey. Thank you very much, Mr. Chairman, and Con- 
gressman. Let me add a couple of notes to what the Administrator 
has said. 

I think Ohio put forth a very compelling case and I think you 
have touched on it very accurately. We have been able to solve the 
problem in Ohio as well as with Delaware. We have done that by 
working very closely with EPA. But, clearly, the NOx issue is one 
we are going to have to keep hammering away at. 

The meeting the Administrator referred to was chaired and 
hosted by Secretary Peiia. He had Administrator Browner there. 
She was very, very forthcoming in saying that she wanted to work 
with each state that was having a particular problem, and the 
states were well represented and came forward with some very spe- 
cific examples. 

We have solved those three problems. I assume there will be oth- 
ers and we are going to keep working at it, but the NOx issue is 
far and away the most complex and the most difficult part, I think, 
of the conformity regulations, but we are working hard on it. 

USE OF CMAQ FUNDS 

Mr. Regula. Well, I appreciate your efforts. Just one other ques- 
tion, Mr. Chairman. 

I understand from state transportation officials that there has 
been difficulty in determining whether specific projects can qualify 
for use of CMAQ funds, particularly intermodal projects which en- 
courage truck trailers or containers to be loaded and hauled on 



48 

railroad cars have had difficulty in qualification despite the fact 
they can reduce motor vehicle emissions of volatile organic com- 
pounds which cause ozone and nitric oxide pollutants. 

Would you comment, please, on FHWA's position regarding the 
use of CMAQ funds regarding such intermodal projects? 

Mr. Slater. We are in the process now of reevaluating that en- 
tire program. We think that we have to be a bit more creative 
when it comes to using those limited dollars, and I might under- 
score that, to address the environmental concerns that exist. But 
we are clearly reevaluating the entire program and could possibly 
see these kinds of activities included in the future. 

Mr. Regula. So you think you will be able to clarify the uncer- 
tainty that now seems to exi&'c in this legislative history, et cetera? 

Mr. Slater. That is correct. But I think it is also important to 
underscore the fact that there we are talking about a limited num- 
ber of dollars. 

Mr. Regula. I understand. 

Mr. Slater. So we have to make choices. 

Mr. Regula. Thank you, Mr. Chairman. Thank you, sir. 

Mr. Carr. Thank you, Mr. Regula. 

Mr. DeLay. 

ROLE OF SCIENCE IN DECISION MAKING 

Mr. DeLay. Thank you, Mr. Chairman, and I also welcome you 
to the Committee and am looking forward to working with you. 

I want to expand on the questions asked by my colleague from 
Ohio, because Houston also has the same problem, and I didn't no- 
tice in your list that you have taken care of the Houston problem. 

Ms. Garvey. I have not heard about that one yet. We will make 
sure we do. 

Mr. DeLay. And I am sure we will be visiting on that. But I ap- 
preciate what seems to be a very common sense approach to that 
problem. 

I also serve on the VA-HUD and Independent Agencies Sub- 
committee that has oversight of the EPA, What concerns me great- 
ly, and what I did not hear in your answer to Mr. Regula, is the 
approach that DOT and the Federal Highway Department is taking 
regarding good science. Let me explain what I mean. 

In questioning Carol Browner on some of the policies taken by 
the EPA before her and the EPA under her guidance, I asked her 
the question about where does good science come into play when 
making policy decisions. And I am paraphrasing but, basically, her 
answer was, if good science gets in the way, they will push it aside 
for good policy. 

That really concerned me. And I don't know if discussions are 
going on within the Administration or between DOT and EPA, re- 
garding good science. We saw the discussion on the Floor of the 
House regarding the elevation of EPA to a Department level posi- 
tion and there was overwhelming support by both parties for a cost 
benefit or risk analysis type system when we make these kinds of 
decisions. 

I am a conservationist myself, and I consider myself an environ- 
mentalist as well but I also consider myself educated in science, 
specifically, biology and chemistry and can recognize bad science — 
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policies that are being designed frankly based on bad science or 
bad conclusions or bad studies, and I think the jury is still out on 
the nitrous oxide argument and some others. So where does that 
play in the discussion that you are having with the EPA? 

Mr. Slater. Well, I think we have to take the position that good 
science and good policy are not mutually exclusive, that we can 
have both. And we have always tried to make our decisions based 
on reason and reflections and will continue to argue that case as 
we engage in this dialogue and debate with EPA. We will try to 
come to that decision that clearly balances, again, the interest of 
continuing to invigorate the economy while at the same time evi- 
dencing a sensitivity to the environment. 

SOUTHWEST FREEWAY RIGHT-OF-WAY ACQUISITION 

Mr. DeLay. I am glad to hear you say that, and I want to help 
you and be very active in doing whatever I can. 

I have a meeting at 11 o'clock, Mr. Chairman. I will come back 
with most of my questions, but I want to take up one vital question 
and I don't know if you have the answers yet on this or maybe you 
can find them by the time I come back. 

I want to talk a little bit about Highway 59 which is called the 
Southwest Freeway in Houston, which will be a big player, if we 
ever get to the 1-69 situation, which I support and I know the 
chairman greatly supports, particularly in response to NAFTA and 
the North-South Middle America Freeway. 

U.S. 59 is right now a top priority in the State of Texas, and I 
don't know where we screwed up, why the decisions were made, 
but there was a lot of money invested in the widening and redesign 
of that Southwest Freeway, but it stopped way short of all the 
growth in Houston, which happens to be my district and home 
county. Fort Bend County. It stopped at the county line. Fort Bend 
County has, for years, been one of the fastest growing counties in 
the Nation. For several years, Fort Bend County was the fastest 
growing county in the Nation, Now it is a top priority to widen U.S. 
59 on down through the high-growth area and this discussion on 
the environment may have a problem with it. 

Do you have an update on the right-of-way acquisition process on 
the Southwest Freeway from the Sam Houston Tollway to Highway 
6, and are you or the State having problems with acquisition on 
that right-of-way? 

Mr. Slater. Let's address that this way, Mr. DeLay. We under- 
stand, as you understand, the importance of the Highway 59 
project and also the 1-69 potential here. We are working with all 
of the states involved in that process to come forth with the studies 
that are now under way to make the case for it. 

What we would like to do, unless Tony has the specifics of the 
right-of-way acquisition now, is to come back later when you return 
with those specifics for you. 

Mr. DeLay. I will defer, Mr. Chairman, then, and I appreciate 
your looking into that for me and I will run and be back later. 

Mr. Slater. Okay, thank you. 
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NASA ROAD 1 

Mr. DeLay. Last year, plans were very much moving ahead for 
the much-needed expansion of NASA Road 1 which runs through 
a part of my district. This road connects the Johnson Space Center 
and its new visitors center to the major interstate that serves 
southeast Houston, 1-45. This road also serves as the only hurri- 
cane evacuation route for those who live near Galveston Bay. 

It is my understanding that progress has not been so smooth as 
of late because of indecisiveness on the part of one of the towns 
NASA 1 goes through. Two years ago, this Committee approved 
language that directed the Secretary to waive the non-federal share 
for NASA Road 1 near Houston, Texas. Last year, during this exer- 
cise, I asked for a clarification regarding this language and I want 
to thank FHWA for defining that language. 

Well, for one reason or another, work is still hopelessly stalled 
on this project unless we can come up with a new set of ideas to 
clear up the problem. My biggest concern is that of safety and the 
fact that dirt has not been turned on an extremely high priority 
project. Many of my constituents are becoming increasingly con- 
cerned regarding the fate of this project and what, if anything, can 
be done to speed the process? 

Do you have an answer to these questions and concerns? 

[The information follows:] 

The state is responsible for carrying out the project on NASA 1, and it believes 
the development of the project is progressing appropriately. This project has contin- 
ued to be controversial along the business area of Nasa 1. The City of Webster has 
been opposed to the upgrading of NASA 1 through its business district and did not 
want any additional right-of-way to be taken. Due to the continued opposition of the 
City of Webster and the apparent stalemate on the project, it is currently proposed 
that another alternative be considered for the portion of NASA 1 from Interstate 
45 to FM 270. The alternate proposed is a bypass route to be constructed to the 
south of existing NASA 1 from Interstate 45 to FM 270. This would require an addi- 
tional interchange at Interstate 45 within a mile of the present interchange. 

The total cost of the project is estimated to be $70 million along the existing cor- 
ridor, with an additional $14 million if the bjT)ass route is selected. Preliminary en- 
gineering and environmental analysis has been completed on the existing corridor. 
No preliminary work has been done on the bypass. Construction of the project along 
NASA 1 was originally scheduled to be done in three different contracts with the 
first to begin in October 1995. Should it be determined that the b5T)ass route be- 
tween Interstate 45 and FM 270 is the best solution to improve mobility and provide 
traffic congestion relief to this area, there will be some additional time required for 
preliminary engineering and environmental analysis on the revised routing. Pro- 
vided right-of-way is acquired, and the portion of NASA 1 from FM 270 to SH 146 
could possibly begin construction in 1995 as originally scheduled. Funding has been 
programmed for the widening of NASA 1; however, at the present time additional 
funding is not available for the bypass route. 

SOUTHWEST FREEWAY AND 1-69 PROJECTS 

Mr. DeLay. The following projects are being held up because of 
money. The state has gone forward with various degrees of plan- 
ning for nearly all projects. 

Highway 59. U.S. Highway 59, the Southwest Freeway, is a top 
priority for the state to Highway 6. There are several questions re- 
garding the ability for Stafford, Meadows and Sugar Land being 
able to pay their share of the ROW costs. 
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Do you have an update on the right-of-way acquisition process on 
the Southwest Freeway from the Sam Houston Tollway to Highway 
6? Are you or the state experiencing any acquisition problems? 

[The information follows:] 

There are three construction projects involved in this section of the Southwest 
Freeway from Beltway 8 to SH 6. Approximately 80 to 90 parcels of right-of-way 
are needed; none has been acquired to date. Ft. Bend County will be acquiring the 
majority of the right-of-way for the projects. The county has also begun to solicit 
donations of right-of-way from affected owners with some success. No significant 
problems have been reported to date. 

Mr. DeLay. Since Houston has no zoning, the city and the sur- 
rounding area has grown into many distinct separate areas some 
actually forming their own downtown. Right now, I guess you could 
say that Houston has three downtowns: The central business dis- 
trict, the Galleria area and the Medical Center. The population of 
Houston has been growing rapidly to the Southwest. In fact, for a 
few years running, Ft. Bend County was the fastest growing county 
in the nation. 

TexDOT has plans to widen the Southwest Freeway not just to 
Highway 6 as stated earlier, but all the way to Rosenberg — some 
17 additional miles. Given the astounding population increase in 
this area, what planning has already taken place and is being done 
to speed the priority process for this much-needed highway? 

[The information follows:] 

This project proposes widening the Southwest Freeway from four to six mainline 
lanes from SH 6 to SH 36 at Rosenberg. There is presently no funding programmed 
by the state for the project. Preliminary engineering for the project is estimated to 
cost approximately $2 million and construction is estimated to cost an additional 
$79.5 million. No environmental analysis or preliminary engineering work has been 
performed for the project to date. 

Mr. DeLay. The traffic situation in this area has already reached 
a critical situation. Why has this much-needed project been put on 
the back burner until now? Was there no way to forecast the num- 
ber of people that were moving into the area? 

[The information follows:] 

At the present time there is no proposed schedule for construction because there 
is no funding programmed. Due to the many projects competing for the limited 
funds that are available, this project has not been given sufficient priority to obtain 
funding. With traffic demands high on many routes in Houston and other metropoli- 
tan areas in the state, there are simply not enough highway funds to meet all the 
needs. 

1-69 CORRIDOR 

Mr. DeLay. Regarding the Interstate 69 proposal, what could 
this proposal mean for the improvements along the Southwest free- 
way? What is the time frame for decisions regarding the alignment 
and construction for Interstate 69? 

[The information follows:] 

The State of Arkansas is serving as the lead State in conducting a feasibility 
study for a National highway system corridor from Indianapolis, Indiana, to Hous- 
ton, Texas, known as the "1-69" corridor. Texas is one of six states joining with Ar- 
kansas to serve as a steering committee for the feasibility study. It is expected that 
by this summer Arkansas wiU execute a contract with a consultant firm to under- 
take this study with the study completed in 15 months. Once a feasibility study is 
done, further decisions could be made regarding improvements to portions of the 
corridor. 
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HIGHWAY 35 

Mr. DeLay. Representative Laughlin had Highway 35 widening 
from Angleton to Corpus Christi included in the ISTEA authoriza- 
tion. The state is moving forward accordingly on that segment. The 
most important segment, in my opinion, the segment from Houston 
southward to Alvin, then splitting off to Galveston — down 6 — and 
Angleton, has been in the state's hopper for years. In fact, the 
move to make 35 a freeway from 45 to Bellfort has been in the idea 
stage officially since 1962. 

This route serves as a hurricane evacuation route from the Gal- 
veston and surrounding cities area. Studies have shown that the 
existing set of roads is insufficient to evacuate residents in a proper 
amount of time in the event of a major storm. 

Given the importance of this highway project, are there any pro- 
visions in ISTEA that can be identified with the funding of safety 
evacuation routes in coastal areas? 

[The information follows:] 

There are no special funding sources in ISTEA earmarked for the funding of safe- 
ty evacuation routes in coastal areas. If the proposed evacuation routes involve Fed- 
eral-aid highways, a state could use its regular federal-aid highway funds for this 
purpose. 

CATHODIC BRIDGE PROTECTION 

Mr. DeLay. Last year, I offered language regarding cathodic pro- 
tection of bridge decks. This language stated that the FHWA 
should use this bridge protection application on all of their salt- 
damaged bridges. I have a company in my district, Colex, which is 
very involved with this process. In the past, there has been some 
difference of opinion regarding this process. 

Has a consensus been reached regarding this process over at 
FHWA? 

[The information follows:] 

Yes, by all accounts, cathodic protection works on existing decks that show no vis- 
ual signs of deterioration, when it is properly installed and maintained. Unfortu- 
nately, there are installations where the quality of the anodes, rectifiers, and con- 
trollers do not provide adequate performance. Specifications, bidding procedures, 
and construction quality all need to be implemented better. The FHWA encourages 
states that are constructing new bridge decks to use dual protective systems that 
consist of epoxy-coated reinforcing, good quality concrete and/or impervious surfaces 
or overlays. 

Mr. DeLay. How much funding has gone into promoting this 
process? 

[The information follows:] , i , 

FHWA has spent approximately $5 million in demonstration projects 

Mr. DeLay. Has anyone been able to put a price tag on how 
much is being saved on the construction of new bridges and bridge 
decks because of the increased life cathodic protection provides? 

[The information follows:] 

No, but it is estimated that there are 4,000,000 square feet of bridge deck under 
cathodic protection. Conservatively estimating bridge deck replacement/rehabilita- 
tion at $50 per square foot, a savings of $200 million is obtained. Subtracting the 
cost of cathodic protection produces a net savings of $100 million. 
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METRIC CONVERSION 

Mr. DeLay. Last year, I offered language that stated that no 
funding was to be used for the purpose of converting the signs on 
our Nation's highways to metric. Obviously, both the House and 
the Senate Committees felt very strongly about this issue and de- 
cided to include it in the fiscal year 1994 act. Has this language 
made clear the directive from Congress regarding metric road 
signs? 

[The information follows:] 

The language is crystal clear regarding Federal funding for message changes to 
metric signs for fiscal year 1994. However, for the long term, the intent of Congress 
is not as clear. Are states and local government expected to fund the metrication 
of highway signs as an integral part of the metrication mandated by Congress for 
the United States? Also, as we stand now, the odometers for new cars could read 
in kilometers and the distance markers along our highways read in miles. We have 
taken the position that we will not insist on sign message changes to metric units 
until Congress provides clear direction to do so. 

DAVIS-BACON REQUIREMENTS 

Mr. DeLay. It has been stated that onerous Davis-Bacon require- 
ments, outdated labor rules that were introduced in 1931, tack on 
an additional 10 percent — GAO 1983 — to Federal construction con- 
tracts. In some cases, this percentage is much higher. With this 
fact in mind, we find ourselves today tasked with funding billions 
of dollars worth of highway projects with ever dwindling Federal 
dollars. 

Has the FHWA taken a serious look at the savings that could be 
realized if these outdated regulations were lifted for highway con- 
struction? 

[The information follows:] 

The FHWA has not taken an indepth look at cost savings that could be realized 
if the Davis-Bacon regulations were lifted because of the unlikelihood of such an ac- 
tion occurring, given the past positions/actions taken by Congress and the Depart- 
ment of Labor (DOL). However, we have traditionally opposed any expansion of the 
coverage of Davis-Bacon and have supported past unsuccessful attempts to raise the 
applicability threshold above the current level of $2,000. It is obvious that applica- 
tion of Davis-Bacon requirements add significant costs to the Federal-aid highway 
program and additional administrative burdens to the states. Further, such require- 
ments also have the potential to adversely effect competition by requiring smaller 
firms to pay the same level of wages as larger firms, and thus discourages them 
from participating in Federal-aid highway projects. A growing number of these 
smaller firms are owned and controlled by minorities and women which we are at- 
tempting to bring into the Federal-aid construction program through the Disadvan- 
taged Business Enterprise program. 

In December of 1991, FHWA was asked to develop cost savings data for reforms 
then proposed by DOL, which included raising the applicability threshold to 
$250,000 and allowing the use of a "helper" classification. Using methodology devel- 
oped by DOL and the Congressional Budget Office, we calculated a total savings of 
$946 million for fiscal years 1994 through 1997, (an estimated annual savings of 
$236.5 million). 

Mr. DeLay. Using rough numbers, 10 percent of $20 billion is $2 
billion. That is a lot of construction money that can be spent on im- 
portant project all across the Nation. Given the savings, can FHWA 
get some feedback from the Department regarding this idea? I 
would be very curious as to how they react to the prospect of an 
additional $2 billion for highway construction. 

[The information follows:] 
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Using ISTEA authorized funding levels, we estimate that approximately $16 bil- 
lion dollars will be used each year (fiscal years 1994 through 1997) for construction 
contracts subject to Davis-Bacon coverage under current legislation and regulations. 
Using the General Accounting Office's 10 percent savings figure, annual savings to 
the Federal-aid highway program could be $1.6 billion. 

We certainly agree that an annual savings of $1.6 billion dollars could be easily 
and readily utilized by all State recipients across the country. As we have already 
noted, the FHWA has traditionally supported and would welcome any reduction in 
coverage, either through as increase of the applicability threshold to a more realistic 
level or through complete statutory repeal. As far as the Department of Transpor- 
tation's reaction, they have traditionally maintained a position similar to FHWA's 
and would welcome an additional infusion of funds into all of its grant-in-aid pro- 
grams that such a legislative change would provide. 

AIR QUALITY — HOUSTON'S NONATTAINMENT PROBLEM 

Mr. DeLay. TexDOT officials have stated to me that the air qual- 
ity problem in the Houston, Texas area is more of a geographical 
problem than it is an auto emission problem. In fact, it was stated 
to me that even if you eliminated every car, truck, and bus from 
the highways in and around Houston, it still would not be in at- 
tainment. 

Has the FHWA taken a serious look at the nonattainment prob- 
lem that faces Houston and the associated geographical location 
and climate of the region? 

[The information follows:] 

FHWA has been told that several areas may face this kind of situation. However, 
FHWA lacks the authority, resources, and expertise to conduct a meaningful review 
of these situations. The appropriate agency with the authority, resources, and re- 
sponsibility to investigate the situation in Houston and other areas is the Environ- 
mental Protection Agency. 

HIGHWAY DEMONSTRATION PROJECTS PROPOSED RESCISSIONS 

Mr. Carr. I just want to recap before asking you questions about 
where we are in the overall big budget picture. 

Clearly, we have a problem. The President's budget of February 
7 indicated that the administration's intention with the proposed 
rescissions with contract and budget authority totalling $2.2 billion 
for 1994 and $817 million in 1995. The entire amount represented 
highway demonstration projects previously approved by Congress 
and signed into law by Presidents. 

Under Title X of the Budget and Impoundment Control Act, only 
rescissions transmitted by special message have any stature and 
the administration, of course, never officially transmitted the re- 
scissions portrayed in the February 7th budget. 

What light can you shed on why they were never officially trans- 
mitted? 

Mr. Slater. Well, I think the administration recognized from the 
very beginning that this was a very delicate, difficult issue to be 
addressed, and while the rescission of demos was one way of deal- 
ing with it, there are many others, as has been noted by Mr. Mead 
this morning. 

I believe one reason the rescission list was not transmitted was 
because it was realized that there may be other ways to work out 
this shortfall, and to give us the opportunity and a little more time 
to do so. Hopefully, we can do that. 
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Mr. Carr. Well, we will have to, but it is a matter of interest to 
me why, knowing this was going to happen, why the administra- 
tion did not make a proposal that it wanted to follow through with. 

Mr. Slater. Sure. 

Mr. Carr. It has made a proposal, eliminate the demos, but then 
did not follow through. Now, the administration could have said, 
well, let's take down some of the demos and some of the money. 
The administration could have proposed any number of courses 
that Mr. Mead outlined or any combination thereof, as Mr. Mead 
said. It just kind of interests me why we end up in this situation. 

Mr. Slater. Sure. Well, again, I think from the very beginning, 
the administration knew that this was a very delicate issue. It also 
respects the role that Congress and particularly this Committee 
and others play in this whole process. So while the administration 
could offer its recommendation as to how to resolve it, there was 
some need, I think, to be sensitive to the things that you as Mem- 
bers of Congress have to grapple with. Since the administration did 
not send up the rescission list, we now have the opportunity to 
take all of that into account and come to a conclusion that we can 
all agree with. 

But when you are trying to deal with deficit reduction and trying 
to hold true to a commitment to invest in infrastructure so as to 
stimulate growth in the economy and yet make hard choices, some- 
times time runs out on you and you have to decide how you can 
handle some of those delicate issues by giving yourself a little more 
time. 

I think the decision not to send up the rescission list was to say 
we are willing to look at this again; so that we be assured of hav- 
ing the kind of input that is necessary from the Congress to help 
us resolve this very delicate and difficult issue. 

OPPOSITION TO CONTEMPLATED RESCISSIONS 

Mr. Carr. Well, to your knowledge, did someone from Capitol 
Hill tell the administration, "Better not send up a rescission list, 
it is a delicate thing?" 

Mr. Slater. Well, I would say that Members from the Hill clear- 
ly expressed their opinion about the whole matter to the adminis- 
tration, and as I said, this is an administration that is sensitive to 
the important role that is played by Congress. After taking the ini- 
tial step that was taken, it was determined that the best way to 
ensure that there could be a meeting of the minds would be to not 
submit the rescission list. 

Mr. Carr. Do you know if any member of this Committee called 
up the administration and said, "Do not send up a rescission list"? 

Mr. Slater. I am not sure about that, Mr. Chairman. I am not 
sure about that. 

HIGHWAY DEMONSTRATION PROJECT RESCISSIONS 

Mr. Carr. Well, I don't know about the rest of my Committee, 
but I never called the administration and said, "Do not send up a 
rescission list." In fact, this Committee last year attempted the re- 
scissions on a whole host of demonstration projects that were found 
by GAO to be holding huge unobligated balances over extended pe- 
riods of time and there was another committee of Congress that 
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contested our ability to make such a wise decision and, unfortu- 
nately, due to a parliamentary situation, they won that case. 

I think this Committee is on record as being in favor of rescis- 
sions. Our dilemma here, Mr. Slater, is that ours is the Committee 
that has to struggle with the dilemmas posed here, and it seems 
to us unfair that other Members of Congress from other committees 
seem to have more influence with the administration on these mat- 
ters than we do. That is our frustration. 

Mr. Slater. Sure. 

Mr. Carr. And yet the administration comes up here and asks 
for our help on all these issues. I guess that is our frustration. 

Mr. Slater. Sure. 

ISTEA AUTHORIZED DEMONSTRATION PROJECTS 

Mr. Carr. Particularly when you consider that of the items on 
the rescission list that never were submitted, of the $2.2 billion, 
more than $1.7 billion represents projects authorized in ISTEA. We 
did not authorize them here. We did not appropriate them here. 
They were authorized in ISTEA. 

All of the 1995 amount is contract authority of ISTEA authorized 
projects authorized by the Public Works Committee, not the Appro- 
priations Committee. This comports with the recommendations of 
the Vice President's reinventing government study. Of the proposed 
rescissions recommended by the CJore report, more than 95 percent 
of the highway projects were authorized by the Public Works Com- 
mittee. 

It is also noteworthy that the $1.7 billion and the $817 million 
represent funding from 436 ISTEA projects; that is projects, dem- 
onstration projects authorized by the Public Works Committee. 
That means that 436 of the 539 highway demonstration projects in 
ISTEA, or 80 percent, have not started construction yet. It is a 
whopping number. That was the guideline that apparently the ad- 
ministration used. If a project had not started construction yet — 
you previously had intended to propose rescinding the funding. 

Furthermore, 231 of these projects have not had a single dollar 
obligated yet. An additional 43 have had $100,000 or less obligated 
as of January 1st of this year. That represents 50 percent of the 
total number of ISTEA highway demonstration projects authorized 
by the Public Works Committee. 

Have I said anything inaccurate here yet? 

Mr. Slater. No. 

Mr. Carr. Is it fair to say that Member of the Public Works Com- 
mittees contacted the administration — and said "Do not take away 
our hallowed authorization Public Works demos." Is that fair? 

Mr. Slater. Well, I would like to respond to the question in this 
way, and that is to say that this Committee has a great deal of in- 
fluence with the administration and the administration is very sen- 
sitive to the predicament that this Committee, Mr. Chairman, you 
and the Members, are in. We want to work with you to resolve this 
matter, and with any other individuals or Members of other com- 
mittees that have to be dealt with to address this issue. 
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PROPORTIONAL RESCISSIONS OF DEMONSTRATION PROJECTS 

Mr. Carr. Well, it just seems to me that we would like to see, 
at least this Member of Congress, would like to see you propose 
some rescissions. Now, maybe not all the ones you had originally 
intended to propose. Maybe some we will not even agree with, but 
it seems to me this administration must propose some rescissions, 
particularly in proportion. 

And let me say if you have a proposal on a project that was des- 
ignated out of this Committee, we would love to see it. We would 
love to see proposed rescissions in roughly the proportion that 
projects are designated either by the Public Works Committee or 
the Appropriations Committee. 

It is a frequent habit of administrations to propose rescinding 
only those projects that are designated by the Appropriations Com- 
mittees, which are very few in number in terms of the total 
amount, and then leaving the Public Works Committees' designa- 
tions held harmless. 

It seems to me that it would be welcome if the administration 
were to propose rescission of projects in rough proportion to the 
number of total projects designated between Public Works and the 
Appropriations Committees. 

Now, you have to find some on that list. The Greneral Accounting 
Office helped us find some $60 million, I think. It wasn't a big 
number, but they helped us find some money that was sitting in 
the pipeline in a demonstration project that had already been built 
by other funds. And yet using the parliamentary labyrinth of the 
Congress, the Public Works Committee said, "Thou shalt never 
touch our funds." So as far as I know, that money is still sitting 
there. There were a couple of states that did not even know the 
money was there. A lot of these demonstration projects in ISTEA 
are not on a state approved transportation plan. 

I had a head of an agency — State Highway Department — sitting 
here in this room last year who came in for a totally different sub- 
ject, and he had no idea that there were some projects that were 
in his state that were demonstration projects. Well, it turns out a 
couple of these states did not know it all the way to the end of the 
project and then they found out there was a pot of money sitting 
there to pay for it. So then they tried to get it and could not get 
it. So the money is still sitting there. 

So it seems to me the administration could at least propose what 
the General Accounting Office suggested to us or something simi- 
lar, projects which everybody sitting around a table in good com- 
mon sense say ought to be rescinded, and then help us with the 
situation that we find ourselves in to get the job done, persuade the 
Public Works Committees, testify as to what you are doing and 
why you are doing it and include them. 

But the fact of the matter is that we just have to clean up this 
mess. It is really kind of a scandalous situation having all this 
money sitting around in the pipeline doing nothing in a way that 
is to demonstrate the political prowess of a particular Member of 
Congress, no criteria whatever attached to that stuff, and then 
projects elsewhere are going wanting, and we have the cries for full 
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funding of ISTEA because we cannot afford to shut down some po- 
litical egos, I guess. 

I think public leadership really demands that the administration 
step up and help those of us who are trying to do the right thing, 
and this Committee tries to do the right thing. 

Mr. Slater. Mr. Chairman, you make a good point, and we will 
work with you in that regard. 

I will say that we have had contacts with the Public Works Com- 
mittee and the leadership discussing this very issue. Also, as was 
noted by Mr. Mead, we are trying to establish a tool that will go 
into effect — I believe he noted August of this year — to allow us to 
track better where we are in the demo process. But your points are 
well taken. 

Dean, did you have an3^hing to say? 

DEMONSTRATION PROJECT CRITERIA 

Mr. Carlson. Just one short comment. FHWA has, to my knowl- 
edge, always opposed all demos. It is very difficult for us to go back 
and try to use some criteria to decide that some of them that we 
have always opposed are better than others, regardless of the origi- 
nation of the demo. 

Mr. Carr. Well, I am sure you are inventive. You can figure that 
out. 

Mr. Carlson. Thank you. 

Mr. Carr. You are a very bright man. I know that you can do 
it. 

Ms. Stoll. Mr. Chairman, if I may, I think that the conversation 
accurately reflects, in fact, what has happened. The language in 
the budget actually states that select demonstration projects will be 
rescinded. 

Part of our conversations with staffs at this time, staff to staff, 
involves looking at the demonstration projects to see if there are 
not some that, in fact, there could be agreement with respect to 
their rescission. We are working this out and hopefully working it 
out effectively in the short term. 

Mr. Carr. Well, we are going to try to work it out, too, with oth- 
ers in the Congress. I just want to be pretty forcefully on record 
on behalf of this Subcommittee, that, number one, we do not shy 
away from the notion that occasionally a Member of Congress may 
have information that will disclose that formula funding does not 
always fit every nook and cranny in the country. 

But this Committee has been on record most forcefully, and we 
will do so again this year, that any time a Member of Congress pro- 
poses an exception to the formula funding rule, that they have to 
meet a very high standard with respect to economic criteria; that 
we are trying very hard in this Committee to end the notion that 
political prowess and political clout is what determines the des- 
ignation of congressionally designated spending. 

Rather, we appreciate the role politics will play in creating an 
awareness, but then the project has to be competed on the basis 
of economic merit with other similar projects around the country 
for scarce available funding. And we get a lot of applause from 
some commentators for our efforts here. We even get some ap- 
plause from some of our colleagues occasionally here for doing that. 
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POLITICAL RAMIFICATIONS OF RESCISSIONS 

Mr. Carr. What makes it so frustrating is when we try to do 
that, we would Uke some help from the administration. Because I 
think the American people and the reinvent government attitude 
says, we have to do things differently, and I believe the administra- 
tion believes that. But then when it comes to a real key test of the 
willpower to make it happen, unfortunately, on this point, I think 
the administration just got cold feet and allowed the old way of 
doing politics to reassert itself. 

So I guess this is just a plea for help. I know where your heads 
are, I want to help you do it. But you have to help us, too. And 
there will be forces around Capitol Hill who will have their noses 
out of joint, and let them. We have to think more about the Amer- 
ican people and the outputs and the outcomes for their benefit as 
opposed to whose nose gets out of joint over who did not get their 
way on a particular day on a particular project for which there has 
been no money spent and the money is sitting in the pipeline so 
that nobody else can have it. 

I think we should take that one on, and I would like hopefully 
to get some help out of the administration. I know I speak for the 
other Members of the Committee on this, too. We have struggled 
to try to do the right thing and we would like to feel our efforts 
are being rewarded so we have the incentive to do something more. 
But I have to say that the incentives so far are just to play the 
game the old way and let the chips fall where they may, and if the 
American people get mad at somebody and throw them out of of- 
fice, well then, that is their tough dumb luck. Well, that is getting 
a little preachy and I am sorry. 

Before moving on to another area, and I do have a number of 
questions, I would like to recognize my friend from Virginia, Mr. 
Wolf. 

BELTWAY SAFETY INITIATIVE 

Mr. Wolf. I thank you, Mr. Chairman. I was at my other hear- 
ing, so I apologize for being late. Secretary Bentsen was testifying. 

I want to also second what the Chairman said. I thought he took 
a leadership role last year — the whole Committee did, with the es- 
tablishment of criteria for projects. It was not very successful, but 
it certainly heightened a lot of interest. So I think he is right on 
target and he was really ahead of his time, but it does seem like 
things are just back to the way things used to be. 

Concerning the Assistant Secretary, I want to again just raise 
my objection. I will not go into detail, but I want the record to show 
that I believe the Assistant Secretary's presence at these hearings 
has a chilling effect on the witnesses. 

I have a number of questions and let me cover one. I want to con- 
gratulate you and thank you on behalf of all the people in the re- 
gion for your leadership on the Beltway Safety Initiative. I mean, 
you saw a problem. The previous administration did, too. Things 
died down, but you came back. So I want to thank you for that and 
urge you to make sure — I have some specific questions we will sub- 
mit for the record — that you follow up sometime this summer to 
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make sure that the 52 recommendations are actually being acted 
upon. 

Because a lot of times this is a "feel-good" measure and then ev- 
eryone goes on, and another truck accident happens. But I want to 
thank you for your responsiveness. 

Mr. Slater. Thank you, sir. 

Mr. Wolf. Also for prioritizing truck safety on the Nation's high- 
way. In 1991, there were 320,000 crashes nationwide involving me- 
dium and heavy vehicles resulting in 4,800 deaths. So I want to 
thank you again for your prompt response here, and also how you 
treat it with regard to the budget. 

SAFETY AND IVHS TECHNOLOGY 

One question is, as you consider the new enforcement tools for 
the Beltway Initiative and, frankly, interstates nationwide, are you 
considering IVHS technology such as weigh-in-motion? What are 
you actually doing, because we have spent a lot of money on IVHS. 

Mr. Slater. That is correct. 

Mr. Wolf. How are you marrying those two problems? Are you 
using some of the data? 

Mr. Slater. We are. As a matter of fact, one, I think, good exam- 
ple of the use of technology to deal with the whole issue of safety 
and truck usage is the rollover technology that we have on some 
of the ramps in Virginia and in Maryland. And you, Mr. Wolf, were 
very instrumental in that project. 

Mr. Wolf. How have they worked? If they are not working well, 
I will not be offended if you tell me that. It is an experiment. How 
are they working? 

Mr. Slater. It is working well. As a matter of fact, we are mon- 
itoring it very closely because we think that if it works well here, 
we can actually replicate the implementation in other areas of the 
country. So we are watching it very closely. 

Mr. Wolf. If you could give us a list so we could see some of the 
application of IVHS around the country based on the amount of 
money that we have spent. 

Mr. Slater. Sure. We can do that. 

[The information follows:] 

While considerable funds have been spent on the IVHS program to date, systems 
are already being deployed and we are oefinitely seeing benefits fi-om these systems. 
A few examples are described below: 

The Santa Nella, CaUfomia truck weigh station has been operating for over a 
year as part of the Crescent Operational Test. The Crescent program includes ap- 
proximately 40 sites ranging from British Columbia south to California and then 
east to Texas. The Santa Nella site will serve motor carriers equipped with a special 
transponder. Truck weight, registration, tax and regulatory credentials wUl be elec- 
tronically inspected by in-pavement scales and readers, eliminating the need for the 
usual weigh station stop, which can take from 10 to 30 minutes. 

In Long Island, New York, the INFORM project is operational and has dem- 
onstrated that drivers will divert to less congested routes if presented with reliable 
and credible information, creating significant travel time savings for local commut- 
ers. 

Prior to the Januaiy 1994 earthquake, the IVHS system operating in the Smart 
Corridor in Los Angeles was producing significant savings in travel times, signal 
delays, and vehicle stops, leading to reductions in fuel consumption and vehicle 
emissions. Since the earthquake, the system components on the arterial streets have 
facilitated the diversion of traffic from the badly damaged Santa Monica freeway. 

In the Denver Smart Bus Project, the Denver Regional Transportation District 
(RTD) is installing a fleet management and control system as part of an upgraded 
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communications capability. Using vehicle location inputs from a GPS system, the 
Denver smart bus project identifies ofT-schedule buses and automatically determines 
an optimal strategy to get them back on schedule. The system is installed on all 
788 RTD buses, and on 28 supervisory vehicles. The project also uses the informa- 
tion to inform passengers of schedule adherence and delays so they can better plan 
their travel. 

Right here in Northern Virginia, Fairfax County is installing an advanced com- 
puterized signal system that will control the timing of approximately 700 traffic sig- 
nals throughout the county. From a central location, a computer will be able to de- 
termine the best timing, based on current traffic flows, to reduce unnecessary stop 
and delays at traffic signals. 

Recognizing the potential for IVHS products and services, numerous private sector 
firms are already in the IVHS marketplace. For example, Vorad Safety Systems is 
marketing a radar-based collision avoidance system, which Greyhound Bus Lines is 
using in a large-scale implementation of the technolo^. Navigation Technologies 
and ETAK, two California-based firms, are focusing on electronic mapping needs for 
route analysis and display. 

BORDER TRANSPORTATION 

Mr. Slater. If I may, I will say one area where we think a lot 
of it can be used is along the border, as we try to fully implement 
NAFTA. 

Mr. Wolf. Are there any plans to actually do something along 
the border? Is that just an idea or 

Mr. Slater. There is a plan. We have a tri-national summit, 
transportation summit, that is coming up on the 25th of March, 
and we hope at that time to actually have an agreement, some 
agreements, with our counterparts in Mexico and Canada as to 
how we can work together to really make this happen along the 
borders. We will keep you informed of that. 

Mr. Wolf. I think you will be asked two or three years from 
now, "Was all this money worth it?" 

Mr. Slater. I agree with you. Your point is well taken in that 
regard. 

Mr. Wolf. Some people may view it as pork barrel type thing, 
money was spent and given to different groups and nothing 
ever 

Mr. Slater. That can happen. But one thing we are doing this 
year with our research and development programs and IVHS ac- 
tivities is to focus on deployment, because we are getting a lot of 
additional resources in that area and we want to put it on the 
street for the public to enjoy as best we can. And we know that 
that is a concern that you have as well. 

involvement of other COUNTRIES IN IVHS TECHNOLOGY 

Mr. Wolf. Where are we in relation to the Japanese and the 
French and other countries? 

Mr. Slater. I think that you mean as far as our leadership posi- 
tion? 

Mr. Wolf. Yes. 

Mr. Slater. I think that because of the strong position that Con- 
gress took in the 1991 ISTEA legislation, where you proposed sig- 
nificant investment in technology, and also because of what is hap- 
pening in the private sector as relates to IVHS America, that we 
are in a very good position when it comes to being on the cutting 
edge of the use of technology in enhancing the system that we cur- 
rently have in place. 
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Mr. Wolf. Are we number one? 

Mr. Slater. I would say we are a leader among leaders. I would 
think — in most respects, we are, but quite frankly, Mr. Wolf, in 
some areas, some of our competitors are in as good shape as well. 

Mr. Wolf. When I attended the hearing the Chairman had at 
the Sheraton about IVHS, there were a number of Japanese run- 
ning around the place taking pictures and picking up all the bro- 
chures. Also the membership of IVHS America is open to foreign 
companies. What are your feelings about this? Does that trouble 
you at all? 

How do you know this technology is not being translated and 
taken offshore? 

Mr. Slater. That is a good point. I think in this area, we are 
good teachers in some respects and in some instances, we are good 
students. What we are trying to do is gain as much insight as we 
can about what is happening around the world in the use of tech- 
nology so as to enhance our transportation systems. So we are 
learning in many instances, which means that we have to know 
that other people are learning from us. 

I will say that the point you raise is not one that we are not 
mindful of. We have talked about it among ourselves, and I know 
there is a lot of focus now on economic espionage. 

INTERNATIONAL COMPETITION 

Mr. Wolf. Well, there is. The French were bugging the first class 
section of Air France. They also were going into hotels when busi- 
nessmen left and photographing everything. I understand last year 
FAA actually had a person from the French Government on their 
staff, and how do you know that person was not taking data out? 

We used to make television sets. We do not make any television 
sets in the U.S. and we developed the technology. We also devel- 
oped the VCR technology. There are no American-made VCRs. I 
think this is important. If it is going to be as good as we are led 
to believe that it is, then I see no reason why the Japanese and 
the others are not going to push ahead to try to modernize their 
automobiles for IVHS so that in 1999, when a Japanese Honda is 
going head to head with a GM car, this could be the deciding factor 
whether a person buys a foreign car or buys an American car. 

I was a little troubled with the bylaws in the IVHS America, the 
fact that Japanese and the other foreign interests are allowed. I 
think you should be very, very sensitive to it, because if we lose 
the technology, it could hurt the automobile business, which is very 
important to our economy, not just manufacturing of the cars, but 
the seats and the leather and the plastic and the tires and on and 
on and on. 

I don't know that anybody is really focusing on that. I think peo- 
ple say, well, it is a problem, but if you could just be sensitive to 
it, I would appreciate it. 

Mr. Slater. Well, we are sensitive, but let me — Mr. Carlson has 
a point he would like to make. 

Mr. Carlson. A couple of things. Number one, I remember well 
our hearing last year and I wanted to tell you that all the AA's that 
are here in the room read the book that you recommended to us, 
as did I. 
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Mr. Wolf. Great. 

Mr. Carlson. It is kind of a startling picture that they draw. We 
are concerned about competitive advantage, obviously, and IVHS 
America, whose board we sit on, is going to be doing a study com- 
paring the progress of Europe and Japan in the IVHS area so that 
we will not have, in the athletic analogy, an exact fix on number 
one. We will know where we need to concentrate our efforts to 
make dam sure we do not become number two or three. 

And the second thing is, it seems to me all along that the cor- 
poration that comes up with the system architecture, the commu- 
nication links that will be the driving standard, are the ones that 
are going to have the advantage in that area. I believe in my con- 
versations with Japanese and others, that we probably are either 
number one or very close to it. 

And the only other comment I have is that we have assigned on 
a temporary detail a person to the Japanese research organization 
who is working on their staff. I think maybe we should always 
learn from anybody that we can, so maybe we can do some of the 
same kinds of activities. 

Mr. Wolf. Well, I guess so. Be careful, because they are just try- 
ing to gain a competitive edge. I think it is something we have to 
be careful about and the automobile companies have to be careful, 
and I want to make sure American tax dollars are not going to de- 
velop a system which the Japanese or the French or whoever it is, 
is taking to use. If we are just conscious of it all the time so we 
do not end up having an Aldrich Ames at the Federal Highway Ad- 
ministration giving away the data, or being hired by the Japanese, 
or by whoever. 

I will ask you more questions for the record on the Beltway and 
some of the other safety issues regarding trucks. We covered the 
automated ramp, so I will not ask you that, but for the record in 
a little more detail. 

RADAR DETECTOR BAN 

Mr. Wolf. One, I want to thank you again and toss you a bou- 
quet, you and the Secretary, on moving ahead on banning the 
radar detectors. But I guess the next question is now what? Be- 
cause they are banned, but there is no punishment for using them. 
My sense is they are still — I don't think anybody has disconnected 
a detector based on the ban. But I don't mean to minimize what 
you have done, because I understand the lobby against it was very, 
very strong. 

What is the next step to enforce that? 

Mr. Slater. We are working closely with the states to effectively 
enforce the provision. Also, the additional MCSAP funds will make 
it helpful to us and the states when it comes to putting the number 
of people on the ground to help us fully implement the provision. 
But we are working very closely with the states. The item can be 
confiscated, and we are looking at other penalties as well. 

Mr. Wolf. When do you expect to come out with something with 
regard to that? 

Mr. Carlson. We issued a memorandum to the field on March 
4 this year that provides some strategies for how the federal and 
state enforcement of the radar detector rule might work. In our ini- 
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tial poll, 36 of 38 states that responded said that they are going 
to enforce it, and the various methods range go from confiscation 
to issuance of warnings. There will be a phase-in, obviously, I think 
that will uphold penalties. 

Some states will need to pass penalties as well in order to do 
this, but I think we have the ball rolling and we have some guid- 
ance as to how they want to approach this under MCSAP. 

Mr. Wolf. Several states passed bans and rolled those bans 
back, Connecticut being one, and some others. So with the lobby 
that the radar detector people have, and I think questionable ethi- 
cal operations in the way they fight these things — and let the 
record show I believe they are questionable, ethically — then I think 
we are going to have to be careful. 

And if you are going to ban smoking in the military, which I saw 
today, so I certainly think you can ban this and enforce it. You 
should be commended. This is not criticism because other people 
did not want to move in. 

Mr. Carlson. One of the major things they have come at us 
within the correspondence we have received is how come us, trucks, 
and not cars; that cars are not altruistic and they have that detec- 
tion device there for a purpose and it is the same purpose. 

The answer that we have been giving to that is, that may be, but 
we do not regulate cars, cars are not 80,000-pound vehicles. But we 
are trying to cope with that issue. 

Mr. Wolf. Right. And they are not carrying flammable liquids 
and things like that. 

Mr. Slater. We are continuing to be aggressive. I don't think 
anybody has mentioned it, but we have been sued. 

Mr. Wolf. I didn't know that. By? 

Mr. Slater. Some of the trucking groups. I saw a reference to 
it in one of the trucking magazines and we are looking into that. 

Mr. Wolf. I would be interested if you could send it for the 
record. But let me know who is suing you, I would be interested 
in knowing. 

[The information follows:] 

The Federal Highway Administration (FHWA) is being sued by the Radio Associa- 
tion Defending Airwave Rights, Inc. (RADAR) and Mr. Frank Figuero, a commercial 
motor vehicle (CMV) driver, to set aside the recent regulation banning the use of 
radar detectors in CMVs. 

INSPECTOR GENERAL MOTOR CARRIER AUDIT 

Mr. Wolf. Let me say for the record, too, you may want to ac- 
quire from the Inspector Greneral all of their reports about every- 
thing dealing with your agency. Some of the IG reports that I have 
seen dealing with the FAA are actually shocking, and I think it 
would be helpful to make sure that every administrator gets the IG 
reports and reads them. 

In June through August of 1993, the Office of Inspector General 
conducted an audit of the Motor Carrier Safety Assistance Program 
in Region 3, which includes my state. The OIG found although Vir- 
ginia and the District of Columbia generally establish controls over 
the program, there are some problems. 

For example, in Virginia and the District, they were not achiev- 
ing the Federal Highway Administration's 25 percent requirement 
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for conducting off-peak hour inspections. As another example, sum- 
mons or citations were not always issued when a vehicle and driver 
were placed out of service. For Virginia, this was true of 52 percent 
of the out-of- service actions. It was also found that fines assessed 
for out-of-service violations did not reflect the unsafe conditions of 
the vehicle and the drivers. 

The question is, this is a draft report and my understanding is 
that you, Federal Highways, have not seen it or responded, but can 
you tell the Committee whether a similar study has been per- 
formed on compliance in other regions, and if so, are you finding 
the situation in other regions the same as this region? 

Mr. Slater. Mr. Wolf, if we may, could we call on our Associate 
Administrator for Motor Carriers to respond to that? He is George 
Reagle. 

Mr. Reagle. Let me say several things. One, there have been 
studies of out-of-service, which is the major issue you brought up. 
That has been a congressional issue since 1988. It was looked at 
in 1988. The agency has looked at it, several States have looked at 
it. From my perspective, I don't think we have done as much as 
we should. 

We have seen a problem in the magnitude of about 9 percent to 
28 percent; that is, of those problems that should have been fixed 
were not fixed. We need to do several things. One is to take a new 
look at the whole issue. Second, we will have some rule out soon 
on the CDL, which ties CDL to qualifications and also ties in the 
issue of out-of-service. So if somebody moves their vehicle and they 
have a CDL, there will be a disqualifying on their CDL. 

So we need to do that, but basically we need to look at the whole 
issue. One of the things I would propose to do with our whole 
MCSAP program is begin a peer review, have certain people from 
other States come in and look at other States, and I think that will 
begin to unravel some of these issues. And two things will happen: 
We will get quality control of the program and we will get transfer 
of good ideas. 

But this whole issue of out-of-service is not a new one. It is one 
that has plagued the program for a long time as I have looked at 
the history of it since about 1988. I think we really need to stand 
back and take a fresh look at it and we will do that. 

Mr. Wolf. We have a new governor in Virginia, Governor Allen, 
and I will send this to him and to his people. Have you all met 
with Secretary Martinez? 

Mr. Slater. Not yet. I look forward to the opportunity. Mr. 
Carlson has met him. 

Mr. Wolf. He used to work at the DOT and seems like a very 
capable person, and he is very cooperative. So we will get this and 
let him take a look at it to see what the Commonwealth is doing, 
and if you could let us know if you are going to do these other au- 
dits or how you work it out, I would appreciate it. 

Mr. Reagle. We will. 

Mr. Wolf. I am kind of rushing because I know the chairman 
has other questions. I have one large issue which I will save to the 
end. IVHS— I will submit that for the record. 
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FEASIBILITY OF ADDITIONAL LANE ON 14TH STREET BRIDGE 

An issue that Mr. Carlson is an expert on, is the reversible lane 
on a Potomac River bridge, the T.R. Bridge. I know you got in late 
today because they did not move the barrier. 

Mr. Carlson. I came in on Rt. 50 today. 

Mr. Wolf. Today the area, every bridge, 14th Street Bridge, T.R. 
Bridge, Memorial Bridge, was messed up because that reversible 
barrier was not moved. Apparently they had a problem with the 
engine or something like that. I remember when we came up with 
the idea of a reversible lane, people said it was crazy, but that has 
made life so much better for area commuters. 

The question for you, Mr. Carlson, is: We had talked about last 
year looking at the 14th Street Bridge. It is not in my district, but 
I think it is a mistake not to deal with the 14th Street Bridge — 
with the backups that are taking place in the morning — by adding 
a similar lane. What is the ballpark figure you think it would take 
if we did this on the 14th Street Bridge. 

Mr. Carlson. Well, the 14th Street Bridge is so different in that 
it is essentially three separate structures. 

Mr. Wolf. But the main one going in, off to the right, particu- 
larly the traffic coming down the G.W. Parkway, and I don't go 
that way, coming down the G.W. Parkway up the loop and then 
taking the 14th Street Bridge over, coming from Woodbridge to Ar- 
lington and places like that, it is gridlock there. And to add, my 
sense tells me from having driven it, I kind of hold a highway hear- 
ing in my mind every morning, that that would really make a dif- 
ference. 

Mr. Carlson. Well, the problem really is capacity across the 
bridge. You can give preferential treatment to the people coming off 
that very narrow loop or you can give preferential treatment to the 
people coming from the Pentagon and on 395 through that area. 

Mr. Wolf. Why could we not add another lane? 

Mr. Carlson. You can add another lane and we have costed that 
out before, but what you run into there is we have limited ability 
to get Virginia to set their priorities. I know that one of the things 
that Virginia DOT has been very interested in the last few years, 
for three or four years, has been working very hard at trying to do 
something with the Woodrow Wilson Bridge. That would take some 
stress off the 14th Street Bridge, although the traffic counts are a 
bit ambiguous. But there is just not enough capacity across that 
structure. Widening it would help. It definitely would help. 

But we cannot — if Virginia elects to use their Federal funds to 
do that, we certainly are there to work with them and would be 
happy to help them any way we can, but it is really a decision that 
we can only use influence on. We cannot direct it. 

Mr. Wolf. Do you think it would be a good idea? 

Mr. Carlson. It would certainly — it would move a bottleneck cer- 
tainly across the river. Whether or not the Southeast-Southwest is 
capable of carrying the additional traffic that might come through, 
that is an interesting question I am not sure we have looked into. 
We have looked at the cost. 

Mr. Wolf. Have you looked at how many accidents take place at 
that 
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Mr. Carlson. It is a bad situation. It is kind of, I guess in com- 
mon vernacular, a chicken game on the part of the people coming 
up on that ramp. They decide when they have courage enough to 
stick their nose out. 

Mr. Wolf. The less traffic, the more dangerous, because 

Mr. Carlson. Traffic moves faster. 

Mr. Wolf. Yes. Could you have somebody check to see how many 
accidents have actually taken place. I am going to suggest this to 
the new governor. And just watching this thing, it just does not 
make sense. People in Alexandria, which again I have to be careful 
for the record. I do not represent the area. My district is the Shen- 
andoah Valley to the Blue Ridge Mountains, and I go west. But 
when I watch it, it seems crazy nobody of any intelligence is speak- 
ing up to say you can deal with this problem. 

Mr. Carlson. The Alexandria people get a free lane as it pres- 
ently is operating. It is the ones coming from the G.W. Parkway 
and Arlington who really have the trouble. And what I would sug- 
gest to you, for the record, is that we might give you an indication 
of the cost and we will look at the accident performance of that loop 
ramp. We can do that. 

Mr. Wolf. If you could, and then I will get it to Secretary Mar- 
tinez and to Governor Allen. 

Mr. Carlson. All right. 

[The information follows:] 

The construction of a reversible lane on the 14th Street bridge would be difficult 
for two major reasons. The first is the one you already cited — the 14th Street bridge 
is actually two widely separated structures, one for northbound traffic and one for 
southbound. The second reason is that another structure, originally intended for 
HOV but currently open to all traffic, is located between the two 14th Street 
bridges. A reversible lane scheme would require new approach ramps on each end 
of the bridge. Almost all available land on both ends of the current bridge is alreadv 
used by existing ramps and approach roadways. The reversible lane approach 
ramps, if a location could be found, would have to be grade separated with flyovers 
to avoid conflicts with the center bridge and approaches. A ballpark cost figure for 
the total project is $30 million. There would also be a permanent operational cost 
associated with moving the barrier on a daily basis. 

The existing 14th Street Bridge is 741.9 meters (2434 feet) long. If one 4.9 meter 
( 16 foot) lane plus shoulders were added, the total added area would be 3635 square 
meters (39,131 square feet). 

The cost of the bridge would be relatively high because the piers would require 
widening and the architectural facing would have to be removed and extended. As- 
suming the construction cost to be $3230 per square meter ($300 per square foot), 
the cost for the addition would be about $12 million. This estimate is for the bridge 
portion only and does not include environmental and design studies, clearances, per- 
mits, approach modifications, etc. 

BID RIGGING 

Mr. Wolf. Last year we were talking about the so-called invest- 
ment supplemental. There was concern, if you recall, and I take my 
hat off to the chairman for his hearings, which I think made a dif- 
ference. There was concern that the rush — if you recall, the states 
all came up with projects. Frankly, I don't think a lot of you agreed 
with the projects you came up with. It is like they were running 
through the building saying, "Got any projects to get in the pack- 
age?" There was concern the rush to obligate the funds would en- 
courage the problem of contract bid rigging. 

The Office of Inspector General did testify she plans to prioritize 
this issue for fiscal year 1995. She has indicated perhaps the most 
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effective tool to detect and prevent bid rigging is a computer pro- 
gram called BAMS, which was developed by AASHTO and avail- 
able to all states. The problem is there are only three states using 
it. Any thoughts about the other 47? 

Mr. Carlson. It is an issue, again 

Mr. Wolf. How does it work? I don't completely understand the 
system. 

Mr. Carlson. Well, it used to be that the bid tabulations of unit 
cost and the extension to the costs of the contract were done all 
manually. Now, we have gotten to the point where almost every 
state, in fact, I think every state does all their bid analysis by com- 
puter. And having that information in the computer allows you to 
do certain tests of the information. 

And I would have to say it is a probability test that tells you, 
based on the patterns that are in the bidding on the individual unit 
prices, whether there is collusion, whether there is repetition, 
whether there is an indication that there have been courtesy bids, 
which is a term that is common in the industry. The system does 
work. It was actually, I think, developed in cooperation with Fed- 
eral Highway Administration. 

BIDDING ANALYSIS AND MANAGEMENT SYSTEM (BAMS) 

Mr. Wolf. Why are the other states not using it? Did you use 
it in Arkansas or what are the three states using it? 

Mr. Carlson. I would have to furnish that for the record. I don't 
have the list of states that are using it with me. 

[The information follows:] 

In 1985, AASHTO purchased the Bidding Analysis and Management System 
(BAMS) from Info-Tech and made it available to member states. Currently there are 
30 states using one or more of the BAMS software modules, see the attached listing. 
These states are licensed by AASHTO and pay an annual fee for using BAMS. 
There are presently five software modules available for the BAMS program to ad- 
dress state highway construction contract administration needs. The decision sup- 
port system (DSS) module was developed initially for the state of Florida to detect 
bidding irregularities. DSS is licensed by 30 states. In addition, the letting and 
award system (LAS) module can be used to identify "unbalanced bidding" and "com- 
plementary bidding" patterns. LAS is Ucensed by 17 States. The other three mod- 
ules, which are not used for bid rigging detection, are the cost estimating system, 
the proposal and estimates system, and the construction administration system. Ar- 
kansas is licensed for both the DSS and the LAS modules. 

The FHWA supported the development of BAMS and has encouraged its imple- 
mentation by the states. In addition, FHWA staff actively participates as ad hoc 
members of AASHTO's BAMS user groups and user technical advisory groups. As 
to why 20 states, Puerto Rico, and the District of Columbia have chosen not to im- 

Klement BAMS, we really have no hard information. However, it may be that they 
ave established alternate processes and can not justify the additional resources. 
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Mr. Wolf. Do you think it would be worthwhile for all of them 
to use it? 

Mr. Carlson. We have advocated they use it or similar systems 
that they may develop. Some of the states have other computer 
programs that they use to essentially get at the same thing. They 
may not call it the same thing, and at some risk here, I would say 
that AASHTO, as an organization, is in the business of trying to 
recover costs. Some states may have their own technique that may 
be as good. 

Mr. Wolf. Can you look at that and get back to the chairman 
and Committee as to what states are, what states are not, and if 
you think it is appropriate that you exercise some leverage or en- 
courage the states that are not using it, because this comes in 
waves. We had it in the Commonwealth years ago, bid rigging, cor- 
ruption, and then it goes away and comes back. 

We have not had it for a while. Maybe things are fine or maybe 
it is going on and we are not aware of it. 

Mr. Carlson. One of the things you have to remember is that 
in bid rigging you can get patterns of problems, but you cannot 
really convict on patterns of problems. To quote a lawyer that 
worked for FHWA at the time, he said, "You have to find the ca- 
nary that is willing to sing," so you have to have somebody in some 
contractor's organization who is really willing to open up. 

And once the cards start to fall, that is why you get this repet- 
itive pattern. We have been quiet in this area for the last two or 
three years, more than we had been in the past. 

BID RIGGING DETERRENCE 

Mr. Wolf. With the increased infrastructure funding coming out, 
which we can commend, there may be an opportunity to be doing 
something wrong now that they think people are not watching. Let 
us know. 

Mr. Carlson. We will do that. I guess that we do watch the out- 
put of these computer programs and maybe we do not have the 
problem that we had 10 years ago. I am certainly hopeful that is 
the reason. 

[The information follows:] 

The FHWA, recognizing that the authorizations contained in the 1991 Intermodal 
Surface Transportation Efficiency Act significantly increase the funds available for 
highway construction within the Federal-aid highway program and in turn will pro- 
vide greater potential for bid rigging, has taken the following steps to deter bid rig- 
ging: 

— Requiring the division offices to perform a review of the states' contract admin- 
istration policies and procedures on a 4-year cycle. Review of a state's bidding and 
estimating procedures to identify those that may be conducive to bid rigging is part 
of the review. 

— Distributing information on and encouraging the use of the OIG's telephone 
"hotline" to provide information on bid rigging activities. 

— ^Assisting the OIG, as appropriate, in bid rigging investigations. The FHWA 
field offices have been directed to keep the OIG informed of questionable activities 
or bidding peculiarities that they become aware of in their dealings with the state 
highway agencies. 

— ^Assisting the DOJ, as requested, in prosecution of bid rigging offenders. 

— Implementing procedures for suspension and debarment of individuals and com- 
panies involved in bid rigging activities, pursuant to 49 CFR Part 29. 

— Supporting the development and implementation of computer software (i.e., 
BAMS) to assist the States in the detection of bidding collusion. 
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— Requiring all bidders to provide as a condition of bid submission a noncollusion 
certification. 

We are not aware of any significant bid rigging investigative or prosecutive activ- 
ity by either DOJ or OIG nor of information from field offices of significant states 
attorney general activity. 

CORRIDOR H EXTENSION 

Mr. Wolf. The two last questions, and one you may have to an- 
swer for the record; the other is, I saw it in the Chairman's ques- 
tions and I am just going to raise it. But there is a road in my area 
out in the Shenandoah Valley, Route 55. Are there any current 
plans to add that to the National Highway System? 

Because there is an effort to widen that into a four-lane road. We 
do not want it, we do not need it, and maybe you want to look at 
that for the record and just call me. 

Do you know? No? 

Mr. Carlson. We have not had any correspondence on that par- 
ticular route, Congressman Wolf. 

Mr. Wolf. Senator Byrd is interested in it, in West Virginia, and 
I am definitely not interested in having it 

Mr. Carlson. Is this the extension of Corridor H? 

Mr. Wolf. Yes. 

Mr. Carlson. Okay, then we have had much correspondence on 
it. 

Mr. Wolf. Yes. We do not want it. They can build it up to the 
Virginia line, but it would go through some of the more pristine 
areas, and I think it would be wrong. My understanding is the new 
Governor is opposed to it, and everyone out there. 

I have walked it, and we have looked at the traffic counts. It just 
does not justify turning it into a four-lane road. You might want 
to widen it and put some barriers and have a truck passing lane 
or something like that on a big hill, but we do not want it embed- 
ded into the highway system where all of a sudden somebody 
comes up and says, well, it is there and now we have to fund it. 

Senator Byrd is interested in it, but I just do not want to do it, 
and we want to make sure it does not get into that. 

Mr. Kane. We are looking at further alternatives on exact loca- 
tions. In June 1994, there will be a new study done that I am sure 
you will want to look at, and we will be reacting at that time. 

BOSTON central ARTERY PROJECT 

Mr. Wolf. The last question, and this is really the chairman's — 
I looked at material he has here — and that is the central artery, 
third tunnel project, and I don't know if you were going to reach 
it or not, but it talks about the Inspector General has done work 
on the central artery project located in Boston. 

And I would say to the Assistant Secretary, to cut the IG is like 
cutting the needle manufacturer office for the hospitals. It is really 
a bad budgetary thing as well as an ethical thing. I have made the 
comment in my other two committees. The IG, when Senator Byrd 
wanted to move to West Virginia the CIA, we could not find any- 
body who would come forward. We could not get the data until the 
IG did an investigation. It was all undercover, black box, cannot 
tell you, if I tell you, I have to kill you, this thing is so secret. 
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The IG came out and saved the day. That is why I feel very 
strongly about IGs. But the IG work raises several issues that I 
want to explore. 

Is it accurate, the total cost of the project has increased by more 
than 250 percent in less than 10 years from $2.5 billion in 1985 
to $7.7 billion currently? And then I was told the latest estimate 
of $7.7 billion is in 1992 dollars, and when escalated to present 
year dollars, the total is $8.5 billion. 

This is a big — the Secretary is interested in the AAS plan, and 
I think he is doing what he has to do and aggressively. But this 
one project is basically in competition with every other project in 
the State of Massachusetts and perhaps in competition with the 
whole country. 

Have you looked at it or do you have any feelings about this 
project? 

Mr. Slater. Yes. I have, number one, visited the project site; 
number two, I am knowledgeable of the IG report that was put to- 
gether dealing with the project. We are following it very closely. 

Our staff has been meeting with the IG staff to work out some 
concerns we have about some facts that we disagree with. But, 
clearly, we are engaged with the IG and we are trying to deal with 
this matter in an effective manner. 

Mr. Wolf. Should we cap the project? Would that be 

Mr. Slater. It is our position that it is capped; that the inter- 
state construction monies are capped; that after we give them an 
allocation, I think October of this year, that there will be no more 
commitment when it comes to interstate construction funds. So it 
is capped. 

Also, when the state makes its decisions about how it allocates 
funds, it has to take into account the very point you made, that a 
project of that size could have an adverse impact on its ability to 
respond to the needs of the entire state. But that is where state 
leadership will be making a judgment in that regard. 

Clearly, we will be working with them, but 

Mr. Wolf. Will you favor giving them additional funding? There 
is some talk they may ask for additional authorization. 

Mr. Slater. I would have to say no at this point, because we 
have made a significant commitment to that project over the years. 
And there is going to be a shortfall and the state will have to be 
creative in coming up with that shortfall. 

We do not think it would be appropriate for us to dictate to them 
that they cannot use the resources that we allocate to them 
through the formula program. 

Mr. Wolf. I understand that. I say to you, Massachusetts, 
Worcester has to fight Boston who has to fight Marblehead. That 
is your problem. You make it up. 

Mr. Slater. Exactly. 

Mr. Wolf. Well, that is fair. I appreciate your comment. I think 
to put another authorization of a billion or a billion and a half in 
this, there would really be something — and that program. Minding 
Your Business, whatever they call that guy, Jennings, is going to 
do a piece on this and people are going to say, wow, you have to 
be kidding me. 
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I think your position, as I understand it, is really the right posi- 
tion. I don't know how the other Committee members would feel, 
but I would think that 

Mr. Slater. If I may, let me also say we are working with the 
state to get a financial plan for the completion of the project. We 
think that that is a proper step to take as well. 

Mr. Wolf. Of course, these things, you know, are funny around 
here. I voted for the emergency supplemental, and then one night 
I was home watching the news and I found out Senator Mitchell 
put money on for a potato blight up in Maine, and I saw they put 
more money in for the FBI in West Virginia and I didn't know that. 

So I think this is something we have to be careful about because 
we are dealing with the taxpayers' money. We get these late night 
emergency supplementals; have to have it; it is October; I have to 
get home, and all of a sudden there it is and you have this situa- 
tion. 

Well, good, I appreciate having that on the record. I will submit 
the other questions for the record. 

PERSONNEL REDUCTIONS 

Mr. Wolf. Your personnel reduction amounts to 60 employees, 
or about 1.5 percent of your fiscal year 1994 level of 3,909. You 
may be aware that other offices in the DOT are taking a greater 
hit in the budget, such as the Office of the Inspector General which 
is taking a 9 percent reduction. Especially since the OIG serves as 
the "beat cop" of the DOT, this seems a rather Draconian cut for 
such a small office. This is particularly so when you consider that 
this office saved or recovered $4 for every investigative dollar spent 
last year. 

Can you share the rationale for this disparity in personnel cuts 
to be absorbed by the various modes and offices in the DOT? 

[The information follows:] 

Although we have not been informed of the personnel reductions made in other 
DOT modes, Executive Order 12839 initiated an "across-the-board" personnel reduc- 
tion of four (4) percent by the end of fiscal year 1995. Therefore, we assume that, 
in addition to FHWA other agencies took a cumulative personnel reduction of four 
percent. 

Mr. Wolf. Why is FHWA's contribution to the administration's 
reduction of 100,000 positions comparatively small? 
[The information follows:] 

The FHWA's contribution to the administration's reduction of 100,000 positions 
was calculated based on Executive Order 12839 which mandated a 4 percent reduc- 
tion of personnel (FTE's) by fiscal year 1995. The Executive Order directed that 25 
percent of the reductions be achieved by the end of fiscal year 1993, 62.5 percent 
by the end of fiscal year 1994 and 100 percent by the end of fiscal year 1995. 

Our fiscal year 1993 base from which these calculations were made was 4,011 
FTE. Our total reductions amounted to 160 FTEs: 40 FTEs in fiscal year 1993; 60 
FTEs in fiscal year 1994; and 60 FTE in fiscal year 1995. Of the 60 FTEs in fiscal 
year 1995, 52 are identified as GOE FTE. 

Mr. Wolf. If the buyout proposal is not approved, will you be 
able to achieve these personnel reductions through attrition? 
[The information follows:] 

Yes, but the buyout legislation would assist us in reshaping our agency to better 
meet the goals of the NPR. 
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Mr. Wolf. Are these 60 positions primarily in middle manage- 
ment? 

[The information follows:] 

Attrition is fairly random in nature. We will target middle management positions 
to some degree by simply not filling those types of positions when they are vacated. 
In addition, our recent receipt of 'early out' approval will also help us to reduce 
middle management positions, since many of the senior employees who are eligible 
for early outs are occupying middle management positions, and as they retire we 
will not fill behind all of those positions. However, without employee buyout legisla- 
tion to assist us in our organizational reshaping efforts, we may have a tough time 
meeting both our employment reduction and supervisory streamling goals for subse- 
quent fiscal years. 

TRUCK SAFETY ON CAPITAL BELTWAY 

Mr. Wolf. Again, I would like to publicly thank you, Adminis- 
trator Slater, for prioritizing truck safety on the nation's highway 
network. In 1991, there were 320,000 crashes nationwide involving 
medium and heavy vehicles, resulting in 4,800 fatalities. With 
truck traffic along interstate highways increasing 3.5 percent annu- 
ally, this safety problem is likely to grow. So, I am pleased to see 
this given high priority in the budget request and I am pleased to 
note the emphasis on new enforcement techniques. 

Also, I want to thank you again for your prompt response to the 
daunting safety challenges on the Capital Beltway where heavy 
through truck traffic mixes with local commuter traffic in highly 
congested conditions. On this facility, trucks account for 8 to 10 
percent of all traffic accidents, and such accidents are five times 
more likely than nontruck accidents to result in a fatality. In 1992, 
21 people died in Beltway traffic accidents, and 2,083 were injured. 

Some 52 recommendations were submitted by the working 
groups you formed last year to look at Beltway safety. You now 
have a group working to implement those suggestions. When do 
you anticipate actually putting some or all of these safety initia- 
tives to work on the Beltway so that the public can see results for 
this effort? 

[The information follows:] 

In January 1994, the Capital Beltway Safety Team was created to evaluate and 
implement the recommended safety improvements. To accomplish this, the core 
group and seven work teams were formed. These work teams are evaluating each 
recommendation and determining specific short- and long-term implementation 
strategies. 

The Capital Beltway Safety Team has targeted August 1994 for its first report 
to the public on the group's accomplishments. The work teams have been meeting 
since January and report their progress to the core group. Accident studies, along 
with engineering data analysis, will be used by the work teams to identify which 
recommendations are most effective for improving safety and operations on the Belt- 
way. 

Mr. Wolf. As you consider new enforcement tools for the Belt- 
way initiative and on interstates nationwide, are you considering 
rVHS technologies such as WIM (weigh-in-motion) systems and 
electronic license plates which could result in "transparent state 
boundaries" where a truck can be electronically checked out with- 
out having to stop, or in some cases, even slow down? 

[The information follows:] 

Yes. We are considering use of such technologies in the "National IVHS Commer- 
cial Vehicle Network", now called electronic clearance. Its primary purpose is to im- 
prove safety and productivity by allowing safe and legal trucks and buses to travel 
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the highways just as cars do, i.e., without stopping at state borders, ports of entry 
or weigh stations. Vital safety, credential and weight information would be checked 
electronically. Electronic clearance, which relies on these technologies, will be imple- 
mented in phases: 

Phase I: In 1997 — An information network nationwide will allow states to check 
interstate carriers safety and selected credentials based on periodic downloads. Rec- 
ommendations will be made on high-speed weigh-in-motion (WIM) equipment. Also, 
standards for vehicle to road communication will be established. 

Phase II: After 1997 — Capability to check both interstate and intrastate carrier 
information and latest driver and vehicle safety data in real time. 

Phase III: Incorporate the latest technology for onboard monitoring of driver, vehi- 
cle, and cargo status in real time with appropriate warnings to the driver, carrier 
and enforcement officials. 

Mr. Wolf. Since these technologies would have the effect of sav- 
ing the trucking industry time and money, would we see more vol- 
untary compliance with keeping rigs in good repair? 

[The information follows:] 

The Office of Motor Carriers believes that the use of electronic clearance systems 
will positively affect voluntary compliance with the national minimum safety stand- 
ard. Vehicle safety systems must be maintained in order for the industry to continue 
to reap the benefits of decreased down time due to inspections. Additionally, provid- 
ing roadside inspection officers with the ability to both instantaneously assess a ve- 
hicle's safety condition and access its safety history creates ample incentive to a car- 
rier to maintain safe equipment. 

TRUCK INSPECTIONS 

Mr. Wolf. The nationwide goal of truck safety inspectors, as set 
out by the Commercial Vehicle Safety Alliance (CVSA) is that every 
truck be inspected every 90 days. Because of limited resources and 
large volumes of trucks, however, only 6 to 8 percent of trucks are 
actually CVSA inspected every 90 days. 

Along with emerging technologies, are you also considering more 
efficient ways to monitor compliance with truck safety, such as a 
so-called "Premier Carrier" system, along with a "Target Truck" 
system? 

Under such a system, trucking firms with active inspection pro- 
grams and superior highway safety records would be designated 
premier carriers. They would still be carefully monitored, but 
would be able to avoid some of the delays of waiting in line for rou- 
tine, time-consuming roadside inspections. 

The "premier carrier" designation might also have some benefits 
on the insurance side. On the other hand, this would free up the 
time of the inspectors to focus on the so-called "target trucks" 
which would be instructed to fix any deficiencies identified in an 
inspection within 24 to 48 hours. If they didn't do so, the truck 
would be placed on a hot list and tracked down via ID information 
distributed along likely travel corridors. 

[The information follows:] 

We are continuing to develop and evaluate ways to monitor motor carriers' safety 
performance and to target unsafe carriers. Our goal is to combine the Intelligent Ve- 
hicle Highway System, which is being developed, with improved effectiveness of our 
selective compliance and enforcement program, to produce greater efficiencies for 
the industry. As mentioned, one initiative is the premier carrier pilot which would 
recognize motor carriers whose safety and compliance performance is significantly 
above average. 



76 

AUTOMATED RAMP WARNING SIGNALS 

Mr. Wolf. I recently participated in the inauguration of the pilot 
program to test the efficiency of this technology on three ramps on 
the Capital Beltway. In fact, while we were on location at the 
Springfield exit, one of the busiest intersections on the eastern sea- 
board, the technology was activated by a truck that was taking the 
ramp too fast. 

Has the technology now been installed on all three of the pilot 
ramps? 

[The information follows:] 

All three truck warning systems have been installed and are operating. 

Mr. Wolf. Is there any preliminary data available? 
[The information follows:] 

Data is being collected. Operational tests and a check of the calibrations are 
planned for April. An interim report will be made then. 

IVHS FUNDING 

Mr. Wolf. Your budget request calls for a substantial increase 
in IVHS funding. While I support the development of IVHS tech- 
nologies, I do wonder if we are "growing" this program so rapidly 
that we are not maintaining adequate controls. For example, R&D 
has gone from $2 million to $38 million in just four years. Also, 
there are now 42 operational tests, including FTA projects, and 
that seems like a lot to manage, especially with staff reductions. 

One very large area is Advanced Technical Applications, or de- 
fense conversion. There is $30 million in the DOT budget, another 
$585 million in the defense budget, and also some funding in the 
DOC budget for defense conversion. 

Does DOT have any leverage over any of the funding in the de- 
fense bill to make sure that it is applied to transportation tech- 
nologies? . . . 

[The information follows:] , 

DOT does not have leverage per se although we are a partner in the TRP program 
and participate in the development of the program and in the evaluation panels. 
The TRP proposal standards for the 1993 proposals required that: "Proposals must 
show explicit and convincing evidence that this development will ultimately lead to 
a product or process that has a significant defense market." 

Thus a proposal not meeting this standard might not be submitted, or if submit- 
ted would not be selected. There were proposals in this latter category that may oth- 
erwise have been good IVHS related proposals but were not selected. Also a proposal 
may meet the above standard but not be given the priority by DoD that DOT would 
give it and therefore not be selected. In other cases a fined TRP product may be very 
worthwhile for non-IVHS applications but need further work and funding to make 
it applicable for IVHS. Finally, the defense conversion related products when 
deemed ready for IVHS may need to be integrated into an IVHS operational test 
and demonstrated, tested, and evaluated as part of that test. The availability of ad- 
ditional budget can therefore be used to advance both defense conversion and IVHS 
goals. 

DEPLOYMENT PLANNING 

Mr. Wolf. Your budget also calls for doubling funding for deploy- 
ment planning, from $7 to $14 million, to provide for feasibility 
"seed" studies for communities. When you add these projects to the 
operational tests and corridor activities, how do ensure that all of 
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this will be compatible with the development of the nationwide sys- 
tems architecture which is proceeding on a parallel track? 
[The information follows:] 

There is risk associated with initiating operational test and deployment planning 
projects while the architecture development is proceeding. In both cases, we believe 
the benefits of what we are learning and accomplishing far outweigh the risk. As 
long as the scale of operational test projects is Umited to that necessary to accom- 
pUsh the objectives of the tests, we will not be making major investments in systems 
that might be rendered obsolete by the establishment of the national architecture. 
We also believe that we can create cognizance of the national architecture effort and 
stimulate deployment of systems that are largely architecture independent (e.g., 
freeway surveillance and control systems) through the deployment planning pro- 
gram. 

IVHS SYSTEM ARCHITECTURE 

Mr. Wolf. I believe that you have selected four teams to compete 
for the development of the nationwide IVHS system architecture. 
What is the status of this program, and when do you plan to fur- 
ther narrow the number of teams in competition? 

[The information follows:] 

We are currently going through what is termed an interim program review, where 
we go through a detailed review of their technical reports and architecture struc- 
ture. At the end of phase I, in December 1994, we hope to be able to narrow the 
number of teams in competition and award contracts for phase II in January 1995. 

TURNER FAIRBANK BUILDING RENOVATION 

Mr. Wolf. I note in your budget justifications that you are re- 
questing $3 million in fiscal year 1995 for renovation of the Turner 
Fairbank Building, an increase of $1.7 million over fiscal year 1994 
funding levels. 

Can you give a brief update on the status of this renovation, and 
you may wish to provide greater detail for the record. 

[The information follows:] 

Due to budget restrictions the renovation of the Fairbank Building was divided 
into three stages. A contract for stages 1 and 2 was awarded on March 2, 1994. This 
construction includes replacing the HVAC equipment, renovation of the rest rooms 
and elevator to comply with the Americans v^dth Disabilities Act, correction of code 
violations, and the renovation of six laboratories. The preparation of construction 
plans for stage 3 is underway. 

Mr. Wolf. Also, briefly, please relate some of the highlights of 
the research being conducted there. Also, can you give the Commit- 
tee some sense of how this facility fits into FHWA's future research 
plans, particularly in such areas as IVHS? 

[The information follows:] 

The nature of the research actually being conducted in the Fairbank Building re- 
lates to asphalts, pavements, concretes, aggregates, aerodynamic effects to struc- 
tures, corrosion, and coating materials. In addition, the building houses researchers 
and contract program managers for the Pavements, and Advanced Research pro- 
grams, the Long-Term Pavement Performance Program and the National Highway 
Institute as well as computer facilities. Some of the highlights of work being con- 
ducted in the Fairbank Building laboratories are investigations of materials prop- 
erties that resist asphalt pavement rutting, concrete performance and distress, 
disbonding of epoxy coatings, tests of stone matrix asphalt, asphalt properties, per- 
formance properties of asphalt binders, chemically modified binders, asphalt aggre- 
gate mixtures, thermal expansion coefficients of portland cement concrete pave- 
ments, use of recycled portland cement concrete as aggregate in portland cement 
concrete pavements, technology to address removal and encapsulation of lead based 
paints, and evaluation of low Volatile-Organic-Compound (VOC) coating systems. 
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Future plans for the Fairbank Building include upgrading the fifty year old facil- 
ity to comply with access requirements of the Americans with Disabilities Act, in- 
stalling modern fire safety protection, and compliance with the requirements for im- 
proved energy efficiency. The renovated laboratories will expand the capabilities of 
the laboratories with more rapid testing, measurement of additional materials prop- 
erties, enhanced abihty for environmental controls for testing materials perform- 
ance, comparisons of more types of laboratory accelerated pavement performance 
testers, particularly the comparisons of various types of European pavement testing 
devices. 

The effect of the Fairbank Building renovation on other program activity at the 
Turner Fairbank Highway Research facility, such as the IVHS program, is that it 
will permit some relocation of staff. Currently, the IVHS traffic management labora- 
tory is to be located at a nearby northern Virginia site, because of lack of space. 
After the planned relocation of the National Highway Institute from the Fairbank 
building to another site, space will be available in the newly renovated building to 
house additional program activity such as the training and demonstration of IVHS 
technologies. 

Mr. Wolf. Thank you very much, and again thanks for quickly 
responding. 

Mr. Slater. Thank you. And Mr. Chairman, if I might also re- 
spond to Mr. Wolf, we will follow your advice as far as reviewing 
the IG reports of the activities of FHWA and, also, we will pay 
close attention to this bids rigging issue that you raised as well. 

Mr. Wolf. Thank you. 

Thank you, Mr. Chairman. 

Mr. Carr. Thank you, Mr. Wolf. 

CENTRAL artery PROJECT COSTS 

While we are on the central artery project, I should note that 
over the last weekend, actually Friday and Saturday, the Commit- 
tee took a trip to Providence, Rhode Island, to view some rail mat- 
ters, and then we went on to Boston on Saturday morning, had an 
excellent briefing on the artery project. I only wish the folks in Bos- 
ton would have come down here last year to tell us a little more 
about what they were doing. But they gave us an excellent briefing 
and an overview of the project. 

They also talked at great length about their proposal to downsize 
and I think make more efficient the Charles River Bridge situation, 
which I think is a good example of how you can incorporate a lot 
of input into getting a better result. 

I guess the feeling I came away with from Boston after that 
briefing, and we did take a little tour around the facility, was that 
it seems to me that there are certain transportation projects in 
America which are of a size and a scope and a complexity that per- 
haps they ought to be managed by a different procedure. 

Now, I can't tell you that I know exactly how to decide what is 
normal and what is sort of extraordinary, but it seems that in the 
central artery, a lot of the cost growth came from exactly what the 
gentleman says about the AAS, new requirements kept getting 
added, not a good job of baselining right up front, not a good job 
of mission definition up front, not a real thorough job of EIS up 
front, so that as you do enough of all of those things to get the 
project started, and it is a project that spans 10, 20 years, all these 
requirements get added. 

Somebody corries up with a new wrinkle, somebody comes up 
with a new environmental impact on the Charles River crossing. 
Someone apparently had an enormous amount of attention to es- 
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thetics, and I am all for esthetics. But at some point, it seems to 
me, on huge, mega projects, particularly ones that require some 
rather intricate engineering — this one was a dredge and a trench 
on the bottom of a harbor, and tubes floated in from Maryland and 
sunk — this seems to me is a project that is beyond the normal 
scope of what highway departments, and maybe even FHWA, has 
experienced. 

And we had the same in the AAS. The FAA can handle procure- 
ment at a certain level, but then you get a mega project and sud- 
denly the complexities will overwhelm them. I don't have an opin- 
ion about whether the Central Artery project is a good or a bad 
idea, it is probably a good idea, but it seems to me, in fairness to 
all the taxpayers in Massachusetts and all the taxpayers of this 
country and to the Congress of the United States, we might have 
approached the whole problem differently if we had known then 
what the ultimate cost would be and we could make some priority 
decisions. 

CONTAINING COSTS OF MEGA-PROJECTS 

Mr. Carr. I think somewhere along the way, maybe in the reau- 
thorization of the surface transportation bill, somebody could give 
some attention to how a process might change when a community 
is spending in one project in its life more than some states will 
have in 10 years total. It seems to me there should be some size 
level where more people have to get around the table earlier and 
where maybe the management of a project is not totally local; that 
somehow or other, there is a sufficient federal involvement in the 
thing that just cannot — maybe the federal government takes the 
lead in managing that. 

I have no idea what the magic answer might be, but we just get 
these AAS, Central Artery-type situations which plague us and 
really reduce our ability to make good decisions. But, anyway, they 
seem as though they are solving the problems, I guess. 

Mr. Slater. Mr. Chairman, if we may, we think that your points 
are well taken. Not to be defensive, what we would like to do is 
maybe share a little about how we have responded to try to provide 
additional oversight for this project, much different from the way 
we have responded in the past. 

Mr. Carr. I think they told us that up there and they made some 
good suggestions about or they told us about what they had done 
in cost containment, and I think we want to applaud those efforts. 
I am not unduly critical of them. I don't think there is anyone to 
blame, which is it is just that some of these projects continue to 
grow with new requirements and new ideas and somebody has to — 
you don't want to shut off maybe doing something better either. 

That is not the point, but my guess is, if you studied projects like 
this, like AAS, that the ideas that in the course of the development 
of a project over time, that the ideas that limit its cost as opposed 
to the ideas that expand its cost are not in a one-to-one ratio, clear- 
ly, or it would not happen. 

Mr. Slater. That is true. 

Mr. Carr. And what we should do is maybe have a zero-sum 
game here that gives the appropriate incentive to cutting cost as 
well as extending cost, and maybe that is the procedure we need 
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to — you can add a new requirement, but give one up or figure out 
how to do something less expensive as your price for getting that 
new requirement. Do not always externalize your costs into the 
U.S. Treasury and somebody else's pocket. 

If we do not impose some kind of discipline, then it seems to me 
we are going to have these kinds of problems for a long time. 

CLEAN AIR CONFORMITY REGULATIONS 

Let me ask a question about the conformity regulation. This is 
something that bothers a number of us in transportation. I would 
like to believe that the Department of Transportation is effectively 
and efficiently managing its affairs and doing so in a way that 
helps the overall community, whether it is environment or any- 
thing else, but that the Department is managing its affairs. 

Mr. Slater. Right. 

Mr. Carr. Everybody is for air quality, let's say that, we have to 
get that in the record, true. But it seems to me, in the conformity 
regulations, you are in charge of the federal highways until EPA 
decides they want to be in charge of federal highways and then 
they run the show. 

Now, it seems to me that you ought to be running the show in 
federal highways and you should be required to do things that 
make sense from a clean air point of view. And I know the states 
are going to have a hardtime — including my own State of Michigan. 
I am grateful for the Administrator joining me in Grand Rapids, 
Muskegon, Benton Harbor, and Saint Joe, Michigan along the west 
side of the state not long ago. These communities are threatened 
by air quality concerns that are not of their own making. 

I mean, some of them are, I am sure, but an enormous amount 
of their airborne pollutants comes from heavy manufacturing in the 
Gary, Indiana area, Chicago, even Milwaukee, Racine, and Keno- 
sha, Wisconsin. And those are all fine communities, I am not say- 
ing negative things about them, but it is a question that air has 
a tendency to move. Sometimes it does not, but most often it is 
moving. So under the EPA's ruling here, it would seem to me that 
Michigan has to pay the price for the western Lake Michigan, 
shore, southern and western Lake Michigan shore's inability to 
control its emissions. 

And, of course, they have no incentive because if you go — except 
in parts of Chicago there — if you go west from the western lake 
shore of Lake Michigan, the air that moves toward them is rel- 
atively clean. I mean, we do not have a nonattainment area in 
Janesville, Wisconsin or Beloit, but that air moves toward Racine, 
picks up, moves toward Kenosha then sort of drifts across the lake 
and, wham, it is in Muskegon, and the regulations do not seem to 
give any flexibility to this. 

Are you seeking some — well, help me out here. What can we do 
about this? It seems to me that — and I don't want to penalize any- 
body — but it seems to me that you might be able to figure how 
much of Muskegon's problem is stuff that Milwaukee threw across 
the pond, at which point you go to the State of Wisconsin and you 
say, look, you have the problem here. Just because you are on the 
western edge of a large body of water, that is no excuse for you to 
do nothing only to pass it downstream, so to speak, to Muskegon. 
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Is there a way you can help the State of Michigan and not get 
penalized? 

COOPERATION BETWEEN DOT AND EPA 

Mr. Slater. Let me just offer a couple of comments, and then I 
know Ms. Garvey, who was involved in the conformity regs formu- 
lation, working closely with EPA, would like to respond. 

We are very concerned about when our ability to make decisions 
is impacted by the clean air regs and also by EPA in particular. 
It is our belief that the best way to deal with that very delicate sit- 
uation is for there to be some coming together, and that is what 
is occurring with the Secretary of Transportation, Secretary Pena, 
and the Administrator of EPA, Administrator Browner. 

The conformity regs represent our first stab at trying to balance 
those interests, and it was a very difficult process and we are not 
totally satisfied with the outcome for EPA. But we do think that 
it is a good first step, and as we move along, we hope to find 
enough flexibility within the regs to address the kinds of concerns 
you have just noted. If not, then we may have to revisit them and 
deal with it. 

With that said, let me ask Ms. Garvey if she has any more spe- 
cific responses to your comments. 

Ms. Garvey. Mr. Chairman, let me offer just a couple of addi- 
tional comments. First of all, I think Administrator Slater is abso- 
lutely right. From my perspective, it is the most difficult issue I 
have ever worked on in about 15 years of public office. Very com- 
plex. I don't think we came up with necessarily the best answer 
and I think, as you said, EPA shares that view as well. 

On the issue that you have raised about air quality that is af- 
fected from other areas, that is extremely difficult. We are spend- 
ing a good deal of our research money in looking at that issue, 
multi-state — there are a number of multi-state studies and commis- 
sions that are under way and I believe there is one in Michigan 
under way right now to look at how we deal with that issue. 

One of the most important principles that we need to continue 
with EPA is to look upon this almost as an iterative process; we 
have to continue to look at it, and come up with some modifications 
and changes. I think there are going to be changes to some of the 
guidance we have issued in the next year or so. EPA continues to 
say that they do not want to see the transportation programs 
brought to a halt, and that is certainly our goal as well. 

In April, AASHTO is holding its board of directors meetings and 
this is again an issue that is of paramount importance to them, 
and I believe they have some of my colleagues from EPA attending 
that conference to work on some of these issues. 

But I think it is a combination of trying to implement the con- 
formity rule as its stands but also understanding that we are going 
to need to make some changes. It is also, I think, an emphasis that 
needs to occur on research so that we really understand a number 
of these issues. I think one of the most complex pieces of it is that 
a number of these concerns, like NOx, are things we do not fully 
understand yet. We need to do more research and more study to 
understand the real implications of it. 
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So we are continuing to work on it. It is not an easy issue, the 
toughest one I have had to deal with. 

NONATTAINMENT AREAS AROUND THE COUNTRY 

Mr. Carr. How many areas in the country are like the problem 
we face in Michigan, where the density or the industrial activity, 
the point sources, the mobile sources are sort of slammed up 
against the eastern boundary of a State and the neighboring state 
to the east, then, has a problem? 

Ms. Garvey. I cannot give you the exact number. I can tell you 
I am certainly familiar with some in the northeast. I was in Con- 
necticut recently, and that issue was raised about some pollution 
problems that were not of their making. Vermont is another area, 
although that turns out not to be an issue, but I know that was 
for them, and one they were looking at very carefully. Tony, I don't 
know if you have any of the other numbers. 

Mr. Kane. Virtually the whole eastern seaboard has a lot of 
those problems; Pennsylvania, Connecticut, New Jersey, New York, 
they all have an industrial area that in one way or another impacts 
another area, and it creates nonattainment areas. And the solution 
comes from outside the geographic area and leads to the creation 
of these multi-state compacts. 

The problem is, if you do not get players from other areas doing 
what is necessary, as Jane Garvey mentioned, it means as we ad- 
minister this over time, working with EPA, we may have to have 
changes in the guidance. There may have to be different ways to 
direct this because of the inability of a neighboring state to do what 
is necessary. 

So I think it is an issue that we have to, over these next two 
years, focus on and perhaps change the guidance and rules that we 
have out on the nonattainment areas. The whole eastern seaboard 
gets impacted, really. 

nonattainment areas in MICHIGAN 

Mr. Carr. I am interested in all such areas. I just happen to 
know and be responsive to the one in Michigan. Can you tell me 
about that situation? Has that been looked at? 

Ms. Garvey. Let me just mention that Chicago and Gary and 
Milwaukee, as you have suggested, are nonattainment areas, and 
as they improve their air quality, that will again affect Michigan. 
I think what we need to do is really focus on those areas, that is 
we at EPA, need to focus on those areas that are serious nonattain- 
ment areas. And as they improve their air quality, again, the ripple 
effect of how it will affect neighboring States should be positive. 

Mr. Carr. Well, I would think, though, that in some sense Michi- 
gan should not be penalized, you know, for the fact that Chicago 
or the western shore of Lake Michigan, is in nonattainment. What 
can I tell my people back in Michigan? Are they going to get hit 
by this thing? 

Ms. Jeff. Mr. Carr, in my life before joining the Federal High- 
way Administration 

Mr. Carr. Well, you still have a life. We are grateful for that. 

Ms. Jeff. I knew you needed a straight person — I was director 
of planning for the Michigan Department of Transportation. The 
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State of Michigan, along with the States of Illinois, Indiana, and 
Wisconsin are engaged in a Lake Michigan ozone study looking at 
the question of transport problems with the eastern side of Lake 
Michigan to the western coast of Michigan. And what they are 
looking at in the study should be near completion this year. 

They will look at the nature of that transport. They hope then, 
and they have been working with the Environmental Protection 
Agency as part of that effort, to be able to demonstrate what por- 
tion of the air pollution problem can be properly assigned to those 
nonattainment areas within the State of Michigan and which is the 
result of transport, and to then take the appropriate actions based 
on their level of contribution to that air quality problem. 

Grand Rapids and Muskegon are in moderate nonattainment at 
this point. Benton Harbor/Saint Joe is not designated a nonattain- 
ment area at the moment. So that we do indeed — I think the Lake 
Michigan ozone study will make the case for the folks on the west 
side of Michigan that there will be some relief. They do have to 
take some responsibility for their own contribution, and appro- 
priate action should be taken. 

The message to the folks in Michigan is they are helping to take 
care of their own problem by conducting the study. The federal gov- 
ernment is contributing by providing a significant portion of fund- 
ing for that study to be undertaken. As Mr. DeLay talked earlier, 
it is a question of putting good science to use. 

Mr. Carr. When is that study going to be done? 

Ms. Jeff. Should be done in the summer of this year, if memory 
serves me. The contact person to chat with at the Michigan Depart- 
ment of Transportation is Louis Lambert. 

Mr. Carr. Thank you for that. 

I might just finish by saying I am concerned about the EPA regu- 
lation because, in the final analysis, it gives the Administrator of 
EPA the flexibility instead of the. Administrator of Federal High- 
way Administration. Like I said, I would like you to be in charge 
of the highway program and not EPA to be in charge of the high- 
way program. And anything you can think of that would help me 
help you in that regard — well, you know my phone number. 

Mr. Slater. Thank you, Mr. Chairman. 

Mr. Carr. It seems to me that other agencies, particularly from 
outside DOT, should not be telling a unit of DOT what to be doing. 

DOT IVHS POSITION 

I have a couple of questions on IVHS. I am only going to ask a 
couple because I have quite a few and as has been noted, I am 
quite interested in this area, because I believe that IVHS, while 
not a perfect solution, will, if appropriately implemented, go a long 
way to solving some of these air quality, safety considerations. 

Now, we included language in our 1994 report directing the De- 
partment to establish a position within the Office of the Secretary 
to address the multi-modal and cross-modal issues of IVHS. And I 
realize, of course, that that is a decision by the Secretary. Can you 
give us your understanding of what the Department has done to 
comply with that directive? 

Mr. Slater. We are moving forth to fully implement the direc- 
tive. We recently agreed on the establishment of a joint IVHS office 
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that will be housed in the Federal Highway Administration, but it 
will clearly involve members from across the Department engaging 
in the give and take as far as promoting FVHS technology across 
the modes. 

We are in the process of advertising the position for the head of 
that office and the responses are very, very good so, hopefully, we 
will have someone selected in the near future. 

Mr. Carr. Will that person report to the Assistant Secretary for 
Transportation Policy or to some other official, do you know? 

Mr. Slater. That person will report to — well, we are going to ac- 
tually have an overarching advisory committee that will be headed 
by the Deputy Secretary. So it will clearly be a person who reports 
to the hierarchy of the Department of Transportation. And I am 
also involved in that process as well. 

IVHS ARCHITECTURE DEVELOPMENT 

Mr. Carr. Can you bring us up to date on the IVHS architecture 
situation, a brief synopsis of the four competing approaches? 

Mr. Slater. Yes. As I recall, Mr. Chairman, in September of last 
year, we had a meeting of the four groups involved in the architec- 
tural effort. We have established four committees. They are work- 
ing independently but working at the same time to get us to a 
point where we can make some choices after they complete their 
work. 

The objective is to have an open architecture that can be utilized 
across the board. We have some quality teams. I know Rockwell is 
involved, IBM and Loral, Hughes, and Westinghouse. Those are the 
companies leading the four groups. 

We hope to have a decision from them soon so that we can then 
make choices based on the information they bring to us as to how 
to proceed to the second phase. And the second phase is where we 
will actually make the selection. But this first phase is moving 
along very well. 

Mr. Carr. What is the time frame? 

Mr. JUDYCKI. The time frame, Mr. Chairman, is for us to go 
through the initial architecture development by these four teams 
until the end of this calendar year. We will then have a down-select 
process and come out with the one or two architectures that will 
be developed further, and that development of the final architec- 
ture will take another year and a half, until the end of 1996, when 
we will have the final architecture developed. 

There is also a consensus and a technical process that is being 
managed as part of the architecture development process. We are 
working through IVHS America in out-reaching to states, regional 
agencies and the private sector on developing consensus in the ar- 
chitecture, and we have onboard a technical review team of individ- 
uals who will reflect on the technical aspects of the architecture as 
it goes along. 

Mr. Carr. Are you doing an3rthing to coordinate or at least trade 
information with other countries that are maybe doing the same 
thing. 

Mr. Slater. Yes. 

Mr. Carr. Is it possible we could get an international agreement 
on the architecture? 
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Mr. Slater. Denny. 

Mr. JUDYCKI. As Mr. Carlson mentioned earlier, we think that 
system architecture is one of the areas that we are out in front 
globally on, and, yes, the Asians as well as the Europeans are very 
interested in knowing what we are doing nationally on our system 
architecture. 

We think that the architecture would posture us very well in 
globally implementing, and our companies very well in globally im- 
plementing, rVHS technologies. 

Just one example. For instance, the database maps that are used 
for in-vehicle navigations are now produced basically by two United 
States firms. Navigation Technologies and ETAC. They will have 
the capability of, certainly within an architecture, having products 
that are delivered globally. 

But, yes, there is, in answer to your question, a great deal of in- 
terest on our part in working with the architecture internationally, 
especially since we are out in front on that, in our minds. 

Mr. Slater. Mr. Chairman, you do know that this is Denny 
Judycki, our associate administrator of safety. Denny, is there not 
a World Congress coming up? And I believe, Mr. Chairman, you 
have been invited. 

Mr. Carr. In November, yes, I remember. Well, I am interested 
because not only — we have two very long borders with two very 
friendly nations. There may be an international play there, I am 
not sure, from the standpoint of the automobile manufacturers, 
however, the fewer different kinds of things that they have to man- 
ufacture and install in cars, the better off they are. 

And we are actually beginning to export quite a few automobiles 
now, so I am sure that our own auto makers would be quite inter- 
ested that we go down a road that improves the possibility of com- 
monality of rVHS onboard systems in the future. 

CHOOSING A IVHS SYSTEM ARCHITECTURE 

Mr. Wolf. Would the Chairman yield? 

Mr. Carr. Yes. 

Mr. Wolf. Just to follow up on the Chairman's question, what 
is the process? Four down to two and then how do you actually 
pick — will there be someone — I was not clear in your answer to the 
chairman. Will it be one that wins or two that wins? 

Could you take us to the end when we actually see it come out 
the end and into the car? 

Mr. Slater. We hope it would be one, but that one could be a 
combination of the four, some combination of the four. But we want 
one architecture. 

Mr. Wolf. And who will make that choice? You will make the 
choice or the Secretary or a panel? 

Mr. Slater. Let me call on Mr. Judycki. 

Mr. Wolf. Just to follow up on the Chairman's question, you 
talked about the different groups, how does it come out? 

Mr. Slater. Your point is well taken. 

Mr. Judycki. It is our hope that there will be a consensus-driven 
process on the architecture that makes the most sense from the 
private sector perspective as well as the public sector perspective. 
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One of the biggest issues that these four teams are working 
through is the balance of, quote, intelligence on the vehicle, for in- 
stance, versus in the public sector. And those types of issues, 
through this process, need to be resolved so that when we come to 
a decision on one architecture, everybody can feel comfortable with 
that. And that is why we have built in the technical and the con- 
sensus process. 

Ultimately, though. Congressman, I think that, yes, we will have 
to select an architecture in 1996 which we will then expose to the 
general public for comment and reaction and a decision on before 
we move forward with what we will eventually have as an open ar- 
chitecture within which standards can certainly be developed. 

Mr. Wolf. Is it your hope this will be so prominent and so obvi- 
ous that the others will go along or will there be room for one of 
the losers to go their own route and try to invent it differently? 

Mr. Slater. Good question. 

Mr. JUDYCKI. Yes, it is. It is our belief it is a win-win situation 
and it will be in everybody's interest, because an architecture that 
hopefully would be somewhat obvious by the time we get to that 
point will, first of all, advance our ability to compete economically. 
From an individual company's perspective, it will lower their risk 
of being in the marketplace with something that will not be com- 
petitive in addressing IVHS tjrpes of strategies and technologies. 

Mr. Wolf. So you will actually pick one. And I guess the last 
question is that, there will be a winner; is that right? 

Mr. JUDYCKI. There will be a winner, but that will certainly be 
after there is a lot of discussion, outreach, and before the final deci- 
sion, before any final decision is made. 

Mr. Wolf. Thank you. 

Mr. Carr. Thank you, Mr. Wolf 

CRUMB RUBBER MODIFIED ASPHALT 

The next subject that I would like to discuss with you is the 
crumb rubber modified asphalt issue. As you know, the 1994 Ap- 
propriations Act contains a provision that prohibits FHWA from 
imposing the penalty specified in section 1038(d) of ISTEA upon 
states that do not use the required amount of crumb rubber modi- 
fied asphalt in their highway programs. 

The American Association of State Highway and Transportation 
Officials conducted a survey last year that determined that 42 
states were opposed to the requirements set forth in that section. 
More recently, AASHTO approved a resolution commending the 
Congress for delajdng the implementation of the section and com- 
mitting AASHTO to work to provide information so that the Con- 
gress can have data to help formulate needed modifications to the 
section and recommends actually the total repeal of the section. 

Last year, we held a hearing before your appointment, and Mr. 
Carlson was here and testified, and I would like to know if the De- 
partment's position on this has in any way changed and in specific 
what is the Department's position on section 1038(d)? 

Mr. Slater. Our position is, we support the moratorium. It is not 
changed. We are not penalizing the states. States that choose to do 
so, though, are being encouraged to proceed with the use of crumb 
rubber. Some states are doing that. 
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We have also been very aggressive in trying to educate states as 
to how to proceed with bringing the use of crumb rubber into their 
operations, if they choose to do so. But that is basically where we 
are on the point at this time. 

Mr. Carr. In other words, if we can — you would approve of our 
continuing the language in last year's bill, forward, this year. 

Mr. Slater. Yes. 

STUDY OF HEALTH EFFECTS OF CRUMB RUBBER ASPHALT 

Mr. Carr. What is the status of the study of health effects of 
crumb rubber on workers required by last year's conference report? 

Mr. Slater. It will be ready in June, but the 

Ms. Garvey. There will be 32 states that will be — the study will 
begin in June with 32 states engaged in the study. 

Mr. Carr. The study begins in June or ends in June? 

Mr. Slater. No, there is some question here. We do have to, I 
think, admit there was a study done early on. 

Ms. Garvey. Right. 

Mr. Slater. And that study did not find any link in the use of 
crumb rubber and health problems. So that has been done. Now, 
there are follow-up activities that we were sort of alluding to. But 
as far as the initial health study, it has been done and there was 
no link found. 

Mr. Carlson. The study that I think Ms. Garvey was referring 
to is the one on long-term durability and recyclability, and that is 
ongoing. Thirty-two states have combined together for a $2.5 mil- 
lion study. As you may recall, the initial legislation said that in 
areas of health, that the EPA would be the major researcher in 
that area. 

We have been dealing with EPA, I think, effectively since the 
conference report was put out, to get that study under way with 
the concurrence of EPA and their contacts in NIOSH. So that if we 
do the study from Federal highways, we will have buy-in by EPA 
of the results of the study. 

Mr. Carr. Well, I want to clarify something here. We are aware 
of the study on recyclability of crumb rubber, but what I am refer- 
ring to is another study addressed on page 113 of the Senate report 
last year and on page 35 of the conference report. 

The Senate actually requested a study to include a detailed ex- 
amination of the cost differential of using rubber in asphalt as well 
as economic and technical impacts of alternative highway uses of 
rubber compared to using rubber in asphalt. To further study the 
health aspects of crumb rubber modifiers, the committee directs — 
this is the Senate committee talking now — directs up to $750,000 
be available to a joint labor-management group with demonstrated 
experience in training of workers and has access to the construc- 
tion target population that is employed in asphalt pavements ac- 
tivities. 

That language was essentially accepted by the conference, but 
the number was lowered to $500,000. It is that study I am inquir- 
ing about. 

Mr. Carlson. Number one, no, we have not had an organization 
that — a joint labor-management group demonstrating the experi- 
ence in training workers has not come forward to ask for the study. 
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So in the absence of that, we have gone to EPA and they, in work- 
ing with NIOSH, are attempting to put together a group that can 
take that $500,000 study and move forward with the assurance 
that when we get information from it, we will be able to have buy- 
in by all the people involved in the crumb rubber issue. 
It has not yet been started. 

COST BENEFIT ANALYSIS 

Mr. Carr. Okay, that is what I guess we needed to know. We 
would like to monitor that. 

Last year, we had some discussion about cost benefit analysis. 
Actually we had quite a lot of discussion about cost benefit analysis 
as we tried to develop some economic criteria to make decisions 
about highway projects. FHWA actually surprised us by being far 
ahead of the other modes in the Department of Transportation, and 
being in possession of methodology and the work you did with 
HPMS and the HERS system at the time was in beta test. Bring 
us up to date on that. 

Mr. Carlson. Gloria, would you like to speak to that. Gloria Jeff. 

Ms. Jeff. The HERS model has come a fairly significant way 
since last year when we were here. We have completed the phase 
I testing of the engineering components and found that to be very 
satisfactory. We are now looking at the basic economic components 
of that system and checking the logic, and are getting not only 
other governmental agencies but other professional economists to 
take a look at it to make sure the logic is complete. 

We expect to have it ready and operational for use in our 1994 
conditions and performance report we will be providing to Congress 
in midyear next year. We will have utilized the HERS models and 
the results of that analysis will be included in that report. 

We are initially developing HERS as a national model and would 
hope that at the completion of its implementation as a national 
model, with slight modifications within FHWA, we will then be 
able to turn it over to the states and the states will be able to uti- 
lize it for their own cost benefit analysis during 1996. 

TESTING OF THE HERS MODEL 

Mr. Carr. So it is done with the beta testing? This is essentially 
software; right? 

Ms. Jeff. Essentially the software has been evaluated and com- 
pleted. We are now looking at the economic assumptions that went 
into it to make sure the logic and the underlying economic philoso- 
phy are solid. 

Mr. Carr. I can appreciate continuing looking at it, but do you 
not think you could get this out sooner? 

Ms. Jeff. We will have a primer out later this year. 

Mr. Carr. As software development goes, there is always version 
1.5 and 2.0 and 2.2, and I mean you can add, but it seems to me 
that HERS is a potential gem of a tool to be used by MPO's and 
state highway departments, committees of Congress, AASHTO. So 
many people in the industry could use this tool. I guess I am think- 
ing why not, if you are past beta test, why not get it out? Put all 
kinds of conditions or caveats on it, et cetera, but get it out. Be- 
cause there will also be a bit of a learning curve with the use of 
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it, it would seem to me. Probably small, but why can we not get 
it out sooner. 

Mr. Slater. Mr. Carlson. 

Mr. Carlson. HERS gets at the cost benefit on a more system, 
or macro, basis. Our planning regulations will require that this be 
done for major investments. We will have major investment studies 
done at an MPO level as part of our transportation management 
systems. These will possibly use some of the same methodology as 
HERS, and we intend to continue in the development of these types 
of studies with the metropolitan planning organizations, so we 
should be able to say we have it covered — ^you could use it state- 
wide, but certainly at a national level with HERS — and with the 
same kinds of techniques that we can use for specific studies in 
metropolitan areas. 

And I think Ms. Stoll wanted to mention that the President has 
issued an Executive Order that encourages this as well. 

Ms. Stoll. A recent Executive Order by the President requires 
a new approach to cost benefit analysis for all capital investments, 
and in the Department of Transportation, the first round of receiv- 
ing the status quo from all of the modes which have large grant 
programs, investment programs, is the 15th of March. We will be 
taking a close look at that at that point, and are required to pro- 
vide to OMB by the end of March our plan for bringing us up to 
par with the Executive Order. 

One of the major new elements of the Executive Order is to take 
into account life-cycle costs, which were talked about earlier, and 
also to attempt to quantify even those aspects of benefit which are 
difficult to quantify. So we are in, I think, for an interesting but 
important time in trying to evaluate these projects. 

HERS DEVELOPMENT 

Mr. Carr. Well, I thank you for that information. I want to get 
back to HERS as a software package. What is holding that up, get- 
ting that out? 

Mr. Slater. Mr. Chairman, I think you made a good point. Any- 
one who is sensitive to the need to invest more in infrastructure 
has to also be sensitive to communicating to the public that we are 
going to give them a good return on their dollar. If this approach 
helps us to do that, maybe what we can do is to identify some 
states where we can do it on a pilot effort. 

But I think your point is well taken and we will just look at that 
and try to be responsive in putting good information out there that 
can help people make decisions that they are making at this point 
in time. 

Mr. Carr. But again, there is a basic software package. It has 
been through the beta test and you are using it internally. 

Mr. Slater. Right, but can we make it available. 

Mr. Carr. Can you make a public release? Why don't you con- 
tract with a software house, put it on a CD-ROM, charge an appro- 
priate royalty to recover your costs. 

Ms. Jeff. I need to clarify, when you indicated beta testing, what 
we have done with regard to the two components of the HERS 
model; one looking at the engineering side of the equation and one 
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looking at the economic side. We have completed the engineering 
side, we have not completed the economic side. 

So in that sense, we do not have a complete model ready to go 
out. We can do a portion of the equation but not a complete one. 

Mr. Carr. Okay. When are you going to beta test the economic 
side of that. 

Ms. Jeff. We are looking to test that side this year. We are going 
to release the primer in June. We are expecting to do a symposium 
involving an external group of experts shortly thereafter, probably 
in July, to take a look at the logic so that we will have it in place. 

Again, since our report on conditions and performance is due 
very early in 1995, we would anticipate that we will have the 
model up and running by the end of this calendar year so that we 
could have those results to you next year. 

Mr. Carr. Is the programming being done internally or is that 
being contracted with somebody? 

Ms. Jeff. A combination of the two. We are receiving assistance 
from the Volpe Center on this. 

Mr. Carr. You might help for the record identify where all that 
shows up in your budget submission. I am really quite interested 
if we can accelerate that. I think it is an important tool for cost 
benefit analysis. I think it needs to go to public release, not be held 
inside the Department. 

[The information follows:] 

HERS funding is made available from contract programs funding for policy re- 
search under FHWA's general operating expenses. In the FHWA budget estimates 
for fiscal year 1995, as submitted by the DOT to the Appropriations Committee, the 
fiscal year 1995 contract programs are outlined on page 61. The description of policy 
research is on pages 103-105 of that document. 

USE OF CD-ROM FOR DATA ACCESS 

Mr. Carr. People make criticisms all the time with software. It 
gets reviewed just like movies. There is no reason why you cannot 
get a version 1.0 out and so that states can begin using this. 

Now all of this is also heavily dependent on making the HPMS 
database in at least a semi-commercial available mode, and, hope- 
fully, again, on CD-ROM so that this can make use of existing of- 
fice hardware. Is the HPMS database being offered in a CD-ROM 
version that people could get and manipulate with HERS? 

Ms. Jeff. I am not sure what the medium is that we would use, 
but we will get back to you. What I would suggest is that it may 
be appropriate that we do a separate, independent briefing with 
you on exactly where we are with HERS even within the testing 
methodology and the medium. 

Mr. Carr. Do you put out our highway regulations on CD-ROM? 

Mr. Carlson. Right now, the entire regs? I don't believe we do. 
We do not, no. 

Mr. Carr. I might suggest that you chat with some folks over at 
the FAA. They are doing some of that and they have experience 
over there getting things into CD-ROMs so that people can use the 
information. 

Mr. Carlson. One of our changes is somewhat tough to handle, 
and instead of CD-ROM, we have put our codes of federal regula- 
tions contained in basic law and a lot of the policy directive port- 
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folios on a bulletin board system so that people have access, but 
not in a CD-ROM package. If they have a modem, they can get it, 
but it is not a CD-ROM type medium, but they can get at it 
through electronic means. 

Mr. Slater. Seems as though we are talking about using the in- 
formation highway to move information, and that I think is good 
thinking. 

Mr. Carr. The problem, though, is that the data obviously for 
those who just want a snippet of data, they can get it off a modem 
pretty easily, but even at high baud rates dragging down a 
gazillion gigabyte file over a telephone line is going to drive you 
crazy. 

That is why I mentioned CD-ROMs are for those things you can 
put them in the mail on a subscription basis, update them. They 
are doing law books now, I see the other day. Almost everything 
has hit CD and I don't know why FHWA can't move appropriately 
to disseminate information in a way that — under ISTEA and other 
laws, you got a lot of people involved in trying to make decisions 
based on the information you supply, not the least of which this 
committee, which is a user of information that you supply. So it 
would help us, too. 

Well, we have questions on the justifications. I am really not 
going to go through all of those orally with you today, but we have 
a nice list that you will want to answer for the record. 

HIGHWAY DEMONSTRATION PROJECT RESCISSIONS — OUTLAY SAVINGS 

Mr. Carr. Isn't it correct that the outlay effect of the rescissions 
never submitted is $59.7 million in 1994 and $406.3 million in 
1995? 

[The information follows:] 

The assumed outlay savings reflected in the budget and initially predicated upon 
rescissions of certain demonstration projects are $58.7 million in fiscal year 1994 
and $406.3 million in fiscal year 1995. 

Mr. Carr. It is my understanding that the budget resolution re- 
ported by the House Budget Committee addresses this issue and 
makes certain assumptions that, if followed through the process, 
would alleviate the situation. However, we are a long ways from 
the final steps of the process, and many things could happen to 
change the current picture. 

If relief for this problem is not forthcoming through the budget 
resolution, I believe the Department has some proposals, including 
the supplemental language submitted shortly after the budget was 
transmitted. Please explain the Administration's language proposal 
designed to address this situation. 

[The information follows:] 

One alternative to rescissions for achieving fiscal year 1995 outlay savings in- 
volves controlling fiscal year 1994 obligations. The administration transmitted a 
supplemental appropriations request on FEbruary 8, 1994, containing language that 
woiild allow the Secretary to reduce FHWA obligations (excluding obligations associ- 
ated with Highway Related Safety Grants or Motor Carrier Safety Grants) to the 
extent necessary to achieve estimated outlay savings of $58.7 million in fiscal year 
1994 and $406.3 miUion in fiscal year 1995. The Secretary would be able to either 
reduce the amount available for obligation or delay obligations to achieve the nec- 
essary savings. 



92 

Mr. Carr. If such authority were to be granted, what would be 
your recommendation to the Secretary for the best actions to take 
to achieve the necessary outlay savings? 

[The information follows:] 

We are hopeful that the budget resolution will adequately address the outlay sav- 
ings issue and make additional actions unnecessary. However, if additional actions 
were required, we would recommend that the Secretary simply reduce the obliga- 
tions of all Federal-aid highways programs (both exempt and subject to the obliga- 
tion limitation) proportionately to achieve the necessary outlay savings. 

Of course, other options would be available to address this issue. For example, we 
could recommend that the Secretary delay obligations for certain programs, begin- 
ning with demonstration projects and minimum allocation, that are currently ex- 
empt from the obligation limitation. Also, we could recommend that the bonus limi- 
tation not be distributed in August, as usually happens. 

A variation of this option would be to limit obligations for just demonstration 
projects in fiscal year 1994 and fiscal 1995 to 50 percent of the amount otherwise 
estimated ("scored"). In this way nearly all of the required fiscal year 1995 outlay 
savings could be achieved with a smaller reduction in fiscal year 1994 obligations 
affecting fewer programs. About $95 million could be saved in the two accounts con- 
taining appropriated demos, and about $305 million could be saved in the Federal- 
aid Highways account, which contains the ISTEA demos. 

Mr. Carr. By how much would the Federal aid highway pro- 
gram's obligation limitation have to be lowered in 1995 to achieve 
all the necessary outlay savings in that year? 

[The information follows:] 

If the entire fiscal year 1995 outlay savings of $406.3 million were to be achieved 
by a reduction in the fiscal year 1995 federal-aid highways obligation limitation, 
then that limitation would have to be reduced by an estimated $2.7 billion. 

BUDGET REQUEST TO FULLY FUND ISTEA 

Mr. Carr. Since an honest accounting of the administration's 
budget submission would reduce the highway program by $2.0 to 
$2.5 billion, or down to $16 billion or less, how fair is it for the ad- 
ministration and the Department to portray the 1995 budget as 
having fully funded ISTEA? 

[The information follows:] 

Our fiscal year 1995 budget request proposes to fully fund ISTEA in that obliga- 
tions for the "core" Federal-aid programs, such as NHS and STP, are estimated at 
the $18,332 biUion level contained in section 1002 of ISTEA. The assumed outlay 
savings (and associated reduction in obligations) reflected in the budget request 
might be handled by either: (1) an increase in the "602(b)" allocation resulting from 
the budget resolution process; (2) the legislative proposal submitted as part of the 
February 8 supplemental appropriations request; or (3) one of the other options that 
would preserve both funding for the "core" programs and states' flexibility to select 
projects. 

DEMONSTRATION PROJECT RESCISSIONS 

Mr. Carr. Pages 26 and 42 of the budget justification material 
still depict rescissions of $1,721,270,000 in 1994 and $816,966,000 
in 1995 of ISTEA contract authority for demonstration projects. 
Since the administration did not propose the rescissions and since 
the justifications were not received until two weeks after submis- 
sion of the budget — allowing more than sufficient time to make 
changes — why are the rescissions still reflected? 

[The information follows:] 

The fiscal year 1995 budget submission contains budget authority rescissions for 
demonstration projects, even though the administration is not going to transmit an 
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oflicial rescission proposal, because the assumed outlay savings contained in the 
budget were derived from those rescission estimates. 

The administration intends to work with the Congress to achieve the required 
outlay savings. Rather than portray another outlay savings scenario in the budget, 
the administration decided to retain demonstration project rescission savings, espe- 
cially since it has never supported special project funding which offsets funding that 
states otherwise would have received through regular apportionments. 

Mr. Carr. Is it because if they were not included, the justifica- 
tions would probably show a reduction in the obligation limitation 
of the Federal aid highway program of $2 billion or more to keep 
everything in balance? 

[The information follows:] 

Alternative outlay savings scenarios that could have been presented in the budget 
include obligation controls on demonstration projects or minimum allocation, as well 
as elimination of the bonus limitation. The administration did not present a reduc- 
tion in the regular Federal-aid obligation limitation because it intends to fully fund 
the ISTEA-authorized limitation of $18,332 billion for the "core" programs in fiscal 
year 1995. 

Mr. Carr. Presumably the Office of Management and Budget ap- 
proved your justifications, along with the improper portrayal of the 
rescissions; is that correct? 

[The information follows:] 

The Office of Management and Budget approved our fiscal year 1995 budget jus- 
tifications, including the manner in which assumed fiscal year 1995 outlay savings 
were presented. 

CENTRAL artery/third HARBOR TUNNEL PROJECT 

Mr. Carr. Mr. Administrator, are you familiar with some of the 
recent work the Office of Inspector General has done on the 
Central Artery/Third Tunnel Project, located in Boston? The In- 
spector General's work raises several issues that I'd like to explore 
with you in some detail. 

[The information follows:] 

Yes, I am quite familiar with the recent IG concerns with the cost of the CA/THT 
project and the performance of FHWA in its oversight role. 

We have reviewed the OIG paper on this subject and have had several meetings 
with them. 

Mr. Carr. Is it accurate that total costs for the project have in- 
creased by more than 250 percent in less than ten years, from $2.5 
billion in 1985 to $7.7 billion currently? 

[The information follows:] 

The total cost of the CA/THT project has increased by over 200 percent in 10 
years. The $2.5 billion estimate, as shown in the 1985 environmental impact state- 
ment documents, was estimated in 1982 dollars. The state's latest estimate, $7.7 bil- 
lion, was estimated in 1992 dollars and is based on substantially different projects 
and more detailed design plans resulting from substantially different projects and 
more detailed design plans resulting from substantial changes, extensions, and re- 
finements to the projects shown in the 1985 environmental impact statement. 

We have been and remain concerned with containing costs on the CA/THT 
projects. We will continue to scrutinize changes to the projects which drive many 
of the cost increases. We must, however, recognize that this is a complex project 
which has many impacts on the communities traversed and has environmental and 
social impacts which must be mitigated. Some of the design changes which increase 
the cost are improvements to the design which were uncovered as the original pre- 
liminary design was further developed and have resulted in improvements to the 
project. 
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Mr. Carr. Is it also accurate that by the time the Interstate pro- 
gram ends in 1996, that about $5 biUion in federal funds will have 
provided for this single project? 

[The information follows:] 

The CA/THT project will receive considerably less than the $5 billion total quoted 
by the Office of Inspector General in interstate construction (IC) apportionments. 
The OIG did not realize that Massachusetts lapsed or elected to not receive large 
amounts of IC funds in prior years, and received several IC apportionments in prior 
years which were not entirely attributable to the CA/THT project. In total we find 
$3.7 billion of IC funds will be made available to the eligible portions of the CA/ 
THT projects as follows: 

Billions 

IC Funds Obligated $1.9 

IC Unobligated Balance 1.3 

Estimated 1996 IC Apportionment 0.5 

Total Available IC Funds 3.7 

Mr. Carr. Is it true that the $5 billion is about $1.5 billion below 
the currently estimated federal share of the project's cost, assuming 
the $7.7 billion total? 

[The information follows:] 

At the present time, we estimate the IC fund shortfall for the CA/THT projects 
to be about $1.3 billion as follows; 

Billions 

IC Unobligated Balance 1.3 

Estimated 1996 IC Apportionment 0.5 

Total Available IC Funds 1.8 

Total remaining IC needs 3.1 

IC fund shortfall 1.3 

LIMITATION ON CENTRAL ARTERY/THIRD TUNNEL PROJECT COSTS 

Mr. Carr. The Inspector Greneral has recommended to me that 
the federal share of the project cost be capped at $5 billion. Do you 
know of any compelling reasons why this approach should not be 
implemented? 

[The information follows:] 

We share the concern with cost increases on the project, however, we do not sup- 
port further "capping" of federal funding. 

The interstate construction (IC) funds for the project are already capped by set- 
aside amounts specifically earmarked for Massachusetts in the ISTEA. In addition, 
the ISTEA provides that the State does not qualify for Interstate discretionary fund- 
ing. The ISTEA further states that there will be no additional authorizations for 
Interstate completion; thus the ISTEA cap of IC funds can not be exceeded under 
current law. 

A significant portion of the project wUl have to be funded with non-IC federal 
funds or State ftinds. Imposition of a cap on non-IC federal expenditures on this 
project does not impact the total amount of federal-aid funds Massachusetts would 
receive since the current formulas used to distribute these federal-aid funds are not 
based on specific project needs We support the state's historic right to determine 
which projects will receive federal funds. 

Mr. Carr. If the program is capped at $5 billion, when does the 
money crunch really begin? 
[The information follows:] 

Our analysis of the state's schedule indicates that the state will have sufficient 
IC funds through fiscal year 1996. The interstate construction fund shortfall wiU be 
felt in the years after fiscal year 1996. 
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Mr. Carr. If the program is capped at $5 billion, what fall-back 
position's does the FHWA and/or the state have to deal with the 
forecast shortfall? 

[The information follows:] 

In the long-term we estimate that the shortfall in federal funds for the CATTHT 
as follows: 

Billions 

IC funds $1.3 

Non-IC funds 0.1 

Total $1.4 

Our estimate of the non-IC shortfall is based on our assvuning the state will obli- 
gate $200 million per year through fiscal year 1997 of their statewide non-IC funds 
for the CA/THT and does not include estimates of federal-aid funds beyond the 
amounts authorized under ISTEA (final year authorizations are for fiscal year 1997) 

We do not support an extension of the Interstate construction program or special 
funding for the CA/THT projects. We have and will continue to work with the state 
on the financial planning aspects of these projects to assure adequate finances, ei- 
ther non-IC federal funds or state fiinds, are available to fund completion of the 
projects while maintaining a balanced federal-aid program in the state. 

OVERSIGHT OF CENTRAL ARTERY/THIRD TUNNEL PROJECT 

Mr. Carr. The IG's Region II Office has raised questions con- 
cerning the adequacy of the FHWA's oversight of the project. The 
FHWA has only eight people assigned to oversee a $7.7 billion 
project involving nearly 1,000 consultant staff and 16 design, con- 
struction and demolition work packages. 

They conclude: 

Consequently, it is likely that FHWA oversight will simply be overwhelmed by the 
magnitude of the project. Accordingly, other alternatives must be explored to protect 
the federal interest in the project and to identify the best means for the federal gov- 
ernment to control project cost growth. 

How do you respond to the serious issue raised concerning the 
adequacy of FHWA oversight? How can seven or eight people man- 
age a project of this magnitude without abrogating major respon- 
sibility to the consultant? 

[The information follows:] 

FHWA takes strong exception to the OIG comments and feels they represent a 
misunderstanding of the FHWA-state roles in administering the federaJ-aid highway 
program. Each state has the basic responsibility to oversee and manage all federal- 
aid projects. On the CA/THT, Massachusetts has hired the management consultant 
to perform much of these functions for them. 

FHWA has long recognized the size and complexity of the project and has as- 
signed a special team of 8 people in our Boston division office on a full-time basis 
to handle day-to-day management and oversight with the state. Other personnel in 
the Boston office also work on the CA/THT project on an as needed basis. 

In addition, national experts and specialists from our headquarters and region of- 
fices have provided advice and guidance at critical steps in the development of the 
project. These included people from our geometric design and environmental sec- 
tions, bridge and tunnel experts, right-of-way acquisition and relocation personnel 
and upper management. 

As an example of this oversight, we estimated the staff-years expended on the CA/ 
THT in calendar year 1993 as follows: 

Years 

Boston, Massachusetts division 12.1 

Region office, Albany, NY 3.2 

Headquarters, Washington, DC 2.4 

Total 17.7 

This project has received more FHWA oversight than any other project in the 
country. 
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CONSULTANT PERSONNEL ON CENTRAL ARTERY PROJECT 

Mr. Carr. Of the 961 consultant personnel working on the 
project, 452, or 47 percent, are administrative. Is the FHWA satis- 
fied with the ratio of engineers to administrators working on the 
project? 

[The information follows:] 

On the CA/THT project, the management consultant has been charged by the 
state with performing many of the functions that would typically be performed by 
the state highway agency in other states. 

We do not know the definition used by OIG for "engineer" or "administrative", but 
it seems the personnel who were not engineers were classified as Administrative 
which is misleading. We prefer to use the following definition of Administrative 
which is modeled after that in 23 CFR 140.713; "Administrative personnel are those 
whose duties are largely for management, supervision, and administrative control. 
Examples include such personnel as directors, department heads, legal, accounting, 
budgeting, personnel, and procurement units, and related clerical, secretarial, and 
other support services for those officials and personnel." 

The current management consultant contract provides for a variety of functions. 
Based on this definition, the general categories and on-board staff (as of 12-30-93) 
per area consist of: 

Category , '?'!! Administrative staff 

Project Management 10 ' 10 

QA Plant Inspection 7 

Design/Environment 289 

Environment 87 

Services 172 ^51 

Procurement 37 ^37 

Construction 326 

Seconded 16 M6 

Operations 62 

Communications 19 

Dept heads not otherwise counted 6 

Totals 1.025 120 

' Directors. 

2 Budget, accounting, personnel, etc. 

^Procurement 

'Surpport staff, legal. 

Approximately 12 percent of the consultant staff are "administrative", a figure we 
feel is reasonable. 

Mr. Carr. One action being considered by the Commonwealth of 
Massachusetts to address the funding shortfall is the use of phased 
funding, rather than the traditional full funding before advertising 
approach normally used. Has Massachusetts formally asked the 
FHWA for a waiver of the full funding requirement? Does the 
FHWA have an opinion on this approach? 

[The information follows:] 

The state has formally asked FHWA to approve the phased funding concept for 
several CA/THT projects. FHWA is reviewing the request but has not yet formulated 
a response to the state. 

THIRD HARBOR TUNNEL PROJECT 

Mr. Carr. The July 1993 issue of Boston magazine included an 
interesting article on the Third Harbor Tunnel project. The authors 
raise the question of whether the tunnel is deep enough to allow 
adequate protection from large tankers. They cite the incident of a 
tanker that ran aground in Boston Harbor in 42.9 feet of water in 
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1990. The third harbor tunnel is designed to be 42 to 47 feet below 
the surface of the water at low tide. 

Are FHWA officials confident that the tunnel is deep enough to 
prevent collisions with supertankers? What oversight or involve- 
ment concerning the depth of the tunnel did FHWA personnel 
have? 

[The information follows:] 

The third harbor tunnel has a varying amount of earth cover; 7 feet at the edge 
of the Bulkhead Line and increasing to 14 feet at the center of the 1200-foot wide 
channel. The earth blanket increase is due to the negative tunnel roadway profile 
grade. In addition, the circular tunnel is totally encapsulated with a yie-inch steel 
plate shell. This steel plate is totally encased with a 15-inch think reinforced con- 
crete liner on its inside face and a 21-inch protective mass of concrete on its outside. 
Based on the state-of-the-art as it exists today, in our technical opinion, the third 
harbor tunnel is adequately protected from a collision with a super tanker. 

FHWA engineers participated in all of the design reviews of the contract docu- 
ments and approved the final contract plans and specifications for the third harbor 
tunnel. This included concurrence of the final depth of the tunnel structure below 
the river bottom. 

NATIONAL HIGHWAY SYSTEM 

Mr. Carr. Last December, the Department of Transportation un- 
veiled its proposals for the National Highway System. They totaled 
158,674 miles, well within the amount allowed by ISTEA. Please 
provide the procedure the FHWA followed in developing its NHS 
proposal. 

[The information follows:] 

As required by section 1006 of the Intermodal Surface Transportation Efficiency 
Act of 1991 (ISTEA), the Federal Highway Administration used the illustrative Na- 
tional Highway System (NHS) that was submitted to the House Committee on Pub- 
lic Works and Transportation in February 1991 as the starting point for developing 
the proposed NHS. Each state was assigned rural and urban mileage targets based 
on the illustrative NHS and given the option of submitting additional routes, up to 
15 percent of its total mileage target, for consideration. Within the mileage target, 
the states were directed to include the required components specified by section 
1006: the Interstate System, the Strategic Highway Network (STRAHNET), major 
STRAHNET connectors, and the high priority corridors identified in section 1105(c). 
The states, in cooperation with local officials, then identified other urban and rural 
principal arterials serving interstate and interregional travel and highways provid- 
ing access to major ports, airports, public transportation facilities and other inter- 
modal facilities for the proposed NHS. The FHWA reviewed the states' proposals for 
consistency with the criteria and objectives established in ISTEA; evaluated the re- 
quests for additional mileage; and developed a final proposed system that met na- 
tional, state and regional goals and achieved an equitable allocation of mileage 
among the states. 

Mr. Carr. Please elaborate on the intermodal aspects of the Na- 
tional Highway System and how you envision the NHS will relate 
to the National Transportation System the Secretary has an- 
nounced. What is the nature and schedule of this effort? 

[The information follows:] 

In developing the proposed NHS, the states were asked to identify the major 
intermodal facilities and appropriate connections to the NHS, in cooperation with 
local officials. The FHWA determined in its review of the proposed systems submit- 
ted by the states that additional work is required to complete the identification of 
both the major terminals and the connections. Because of the need for careful and 
comprehensive consideration of this element of the NHS as part of the statewide 
and metropolitan planning processes, the FHWA will work with the states, metro- 
politan planning organizations and other local officials, the other Department of 
Transportation modal administrations, the American Association of State Highway 
and Transportation Officials, and representatives from the private sector during the 
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next 12 months to finalize the identification of major intermodal faciUties and ap- 
propriate connections. As to the National Transportation System, the NHS will be 
a major component of an intermodal transportation system to meet the Nation's fu- 
ture transportation needs. Thus, the work invested in developing the proposed NHS 
and the follow-on efforts to complete the identification of the major intermodal facili- 
ties and appropriate connections will lay the groundwork for developing the NTS. 

Mr. Carr. You hope the NHS will be a d3niamic entity, changing 
as conditions dictate. Please explain how you would like to see 
amendments made to the NHS. 

[The information follows:] 

FHWA believes the National Highway System must be d3mamic in order to meet 
future economic and demographic changes serve the long-term transportation needs 
of the nation. Accordingly, we have proposed that the Congress grant the Secretary 
the authority to modify the NHS at the request of the states provided that total 
mileage does not exceed 165,000 miles (265,542 kilometers). The states would be re- 
quired to establish that requested changes have been identified cooperatively with 
local officials through the metropolitan and state wide transportation planning proc- 
esses carried out in accordance with 23 U.S.C. 134 and 135. Changes to the NHS 
would be limited to those that meet the criteria established for the NHS and en- 
hance the national transportation characteristics of the NHS. If granted this author- 
ity, the FHWA will establish procedures, through regulations, for implementing sys- 
tem modifications. 

PROJECTS NOT ON NATIONAL HIGHWAY SYSTEM 

Mr. Carr. Also, indicate what you think the relationship should 
be between inclusion on the NHS and project funding. As you 
know, there are state officials who are concerned that projects not 
on the NHS will have a harder time getting funding. What can you 
say to allay some of their fears? 

[The information follows:] 

The relationship between routes being included on the National Highway System 
and project funding depends on the extent of the system and the level of funding 
available in each state. Some states — California, Florida, and Indiana — proposed 
system that were smaller than the mileage targets provided by the Federal Highway 
Administration because of decisions to direct the NHS funding to the Interstate Sys- 
tem and a limited number of additional routes. Additional states, such as Texas, 
Wisconsin, Georgia, submitted proposed systems that closely parallel arterial high- 
way systems that they have developed to strategically target federal and state 
fiinds. Routes not on the NHS, of course, will be eligible for funding under the sur- 
face transportation program (STP), although the number of miles eligible for STP 
funds is significantly grater [953,000 miles (1,534,330 kilometers)] than the NHS 
[158,674 miles (255,465 kilometers)]. 

MAINTAINING NATIONAL HIGHWAY SYSTEM 

Mr. Carr. Do you think components of the NHS should be main- 
tained to interstate standards? What additional operation and 
maintenance burdens would such a requirement impose upon the 
states? 

[The information follows:] 

Certainly, some routes will be improved to Interstate standards where such facili- 
ties are justified and appropriate to meet fiiture transportation needs. But, the Na- 
tional Highway System is not an Interstate program. The type of facility (e.g., 2- 
lane, 4-lane divided with or without access control, etc) will depend on many factors, 
including travel demand, environmental considerations, economic development 
plans, etc. A large number of routes on the proposed NHS are currently 2-lane and 
will remain 2-lane in the future. Improving all routes to Interstate standards would 
place a significant operation and maintenance burden, as well as a financial burden, 
on the states. The FHWA would strongly oppose such a program. 
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INTELLIGENT VEHICLE — HIGHWAY SYSTEM PLAN 

Mr. Carr. Last October, the first draft of the IVHS program plan 
was prepared. Discuss the status of the IVHS program plan. When 
do you expect to see the next draft and when is the final version 
expected? 

[The information follows:] 

The first draft of the National IVHS Program Plan was completed in October 
1993. The plan was distributed for review within the Department of Transportation, 
and made available by IVHS AMERICA to its membership. A Federal Register 
notice was also published in December 1993 requesting public comment and input 
on the plan. Comments and additions from this extensive internal and external re- 
view are currently being incorporated, and a second draft will be available in May. 

The plan is scheduled for completion in November 1994. However, development 
of the plan will remain an ongoing process that will allow the program to respond 
to successes and failures as well as changing poUcy, technology and market condi- 
tions. The plan will also provide the mechanism through which the DOT solicits, 
and IVHS AMERICA and others provide, annual program advice. 

Mr. Carr. Please explain the process used to write the program 
plan. For example, who is actually writing the plan, where do they 
work, who has overall responsibility, et cetera? 

[The information follows:] 

The National IVHS Program Plan is being developed cooperatively by the DOT, 
with advice from IVHS AMERICA and interested members of the public. The first 
draft of the plan, completed in October 1993, was developed primarily by DOT staff, 
with input from individual members of the IVHS AMERICA technical committees. 
As discussed above, the first draft of the plan has undergone a board review de- 
signed to solicit the views and input of those inside and outside the department. 

The second draft of the plan incorporating comments, additions, and suggestions 
from the review process, is being developed cooperatively by staff" from DOT and 
IVHS AMERICA. A joint writing team, co-chaired by senior level staff" from DOT 
and IVHS AMERICA, has been formed to lead this effort. As in the first draft, input 
in also being provided by members of the IVHS AMERICA technical committees. 
Within the department, a task force comprised of management officials is providing 
overall guidance in the development process. 

IVHS PHASE I INTERIM PROGRAM 

Mr. Carr. The draft program plan indicates that contract teams 
will provide comprehensive program architectures and associated 
reports at the phase I interim program review in February 1994. 

Briefly, what were the results of those reviews? Are you on 
schedule to make the down selection this November? 

[The information follows:] 

The interim program reviews were conducted from March 15 to March 25, 1994. 
Overall results are to be available by the end of April. 

The down selection process will take place over a 3-month period from October 
through December. The current plan is to have results to support a down-select de- 
cision by the middle of December 1994. This complies with the original schedule. 

rVHS PHASE II 

Mr. Carr. How many contractor teams will remain after the 
down selection? 

[The information follows:] 

It is premature to state how many teams will continue into phase II. Our objective 
is to continue working with the most promising architectures during the phase II 
portion of the program. The most promising architectures are the ones that have 
the best chance of being implemented, based upon technical feasibility and accept- 
ance by the stakeholder community. 



100 

Mr. Carr. What are the major objectives of Phase II of the archi- 
tecture development process? 
[The information follows:] 

Phase II will involve three primary efforts: 

• Architecture refinement, based upon the results from phase I, 

• Evaluation of the architectures through simulation and other analjrtical tech- 
niques, and 

• Examine deployment alternatives and identify and analyze potential barriers to 
deployment of a national IVHS architecture. 

Mr. Carr. When do you hope to conclude phase II? 
[The information follows:] 

The schedule calls for the phase II effort to last for 19 months assuming contracts 
are established in January 1995, then the phase II effort will conclude in July 1996. 
This includes a 3-month period to reach consensus on a decision regarding establish- 
ment of the final architecture. 

IVHS PRIVATE/PUBLIC ROLES IN ARCHITECTURE DEVELOPMENT 

Mr. Carr. How does the contractor-led architecture development 
process address the issues of private/public roles and potential 
problems using the federal government's normal procurement prac- 
tices? 

[The information follows:] 

Each architecture alternative will be able to accommodate varying degrees of pub- 
lic and private involvement in the provision of IVHS services. An architecture that 
relies on centralized processing (e.g., at a traffic management center), however, 
would likely foster a greater public sector role (with the inherent procurement re- 
quirements) while one that relies on decentralized processing (e.g., in-vehicle units) 
would likely foster a greater private sector role. All of the implications of these al- 
ternatives (e.g., cost, equity, privacy, etc.) will be analyzed and discussed with the 
stakeholders as part of the architecture development program. 

IVHS SUPPORT FROM OTHER CABINET DEPARTMENTS 

Mr. Carr. Comments have been made to the Committee that the 
rVHS effort could use more support and involvement from the De- 
partments of Energy and Commerce, and from the Environmental 
Protection Agency. Do you agree with this assessment and what 
are you doing to encourage better support and more involvement 
from these agencies? 

[The information follows:] 

The IVHS program certainly has energy, commerce and environmental ramifica- 
tions, and we have been working with the Departments of Energy and Commerce 
and the Environmental Protection Agency on appropriate program activities. For ex- 
ample, Secretary of Transportation Peha and Secretary of Energy O'Leary executed 
a joint agreement last August to promote the use of the technology expertise of the 
Energy Department's national laboratories for IVHS research. We now have work 
underway at Argonne, Brookhaven, Lawrence Livermore, Los Alamos, and Sandia 
National Laboratories. We have discussed IVHS with Department of Commerce staff 
involved with the National Information Infrastructure (Nil) and continue to explore 
the communications capability that the Nil will provide. A number of private com- 
panies are already conceiving IVHS applications within the Nil framework. The po- 
tential of the Nil is also an important consideration in our system architecture 
work. We have also been working with EPA staff on a number of IVHS environ- 
mental initiatives, including a major IVHS environmental policy conference to be 
held in June 1994. We fully anticipate that our relationships with these and other 
federal government organizations will broaden and strengthen as the program con- 
tinues to mature. 
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IVHS PROGRAM STANDARDS 

Mr. Carr. The issues involving standards and protocols for the 
IVHS program are serious and complicated. Can you tell us where 
the program stands in this regard, and of the work being done by 
both FHWA and IVHS America? When do you hope to see at least 
interim standards issued? 

[The information follows:] 

The IVHS program significantly expands the range of technical and institutional 
challenges to the transportation community; and standards and protocols in areas 
such as communications, database interchange, and mapping information are receiv- 
ing a great deal of attention. The ISTEA requires the Department to "* * * develop 
and implement standards and protocols to promote the widespread use and evalua- 
tion of IVHS technology * * *." Examples of US DOT and IVHS AMERICA activi- 
ties include: 

• Establishment of a position in the IVHS joint program office to coordinate DOT 
activities related to IVHS standards development. 

• The standards and protocol committee on IVHS America is identifying the need 
for current and upcoming IVHS standards and coordinating the appropriate activi- 
ties with the relevant standards setting organizations. 

• The National IVHS architecture development program currently underway will 
result in a consensus national framework in 1996 for continued integrated IVHS 
systems development. A key output of this effort will be the progressive identifica- 
tion of specific areas and interfaces for which agreement on a standard (or develop- 
ment of a new standard) is needed. 

• Participation by IVHS AMERICA members in IVHS standards development ac- 
tivities of domestic and international standards-setting organizations. 

• Technical work is being sponsored by the DOT to support standards setting. 
Two areas currently active are spatial map data transfer and vehicle-roadside com- 
munication. 

The timeframe for establishment of standards is driven by issues such as market- 
place demand and the consensus-building process. Establishment of system interface 
standards will be driven by the timetable associated with the system architecture 
development. 

IVHS LEGAL ISSUES 

Mr. Carr. Legal issues facing IVHS are another critical path. 
Please elaborate on the situation for the following legal issues: Pri- 
vacy, intellectual property, product liability, and procurement. 

[The information follows:] 

The Department of Transportation has initiated an institutional and legal issues 
program to investigate and address the many important nontechnical issues, includ- 
ing privacy, intellectual property, liability, and procurement, facing both public and 
private participants in IVHS. 

Privacy 

Polls indicate that as the ability to retain and transmit information increases the 
public is becoming more concerned about privacy. To the extent that personally 
identifiable information is retained in IVHS, individuals will be concerned about its 
use, accuracy, retention, and possible release to secondary users. The University of 
Santa Clara is conducting a study of statutory and regulatory laws pertaining to 
privacy in IVHS and analyzing possible approaches to safeguarding privacy. The 
University will sponsor a symposium this summer to evaluate possible approaches 
to privacy and will sponsor a public forum in the fall to elicit public opinion. A pri- 
vacy task force at IVHS AMERICA is developing principles to guide IVHS partici- 
pants in protecting privacy. 

Intellectual Property 

In January of this year the department sponsored a workshop to bring together 
private sector representatives and federal and state transportation officials to dis- 
cuss current intellectual property conflicts and identify ways to overcome them. Two 
actions would appear to be helpful on the part of the department: generating clear 
guidance on federgd intellectual property policy and encouraging operational test 
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partners to include their legal representatives in the initial stages of agreement for- 
mation. The department is following up on each of these recommendations. 

Liability 

Although many legal experts believe liability will not pose a major obstacle to de- 
velopment of IVHS technologies such as advanced travel information services or ad- 
vanced traffic management systems, many representatives or private sector IVHS 
firms express continuing fear of liability exposure. To address this concern, the de- 
partment will sponsor a conference in January, 1995, to bring together legal experts 
to discuss potential liability issues, possible means to pool risk, and general risk 
management strategies. 

Procurement 

Complications of the procurement process pose a major hurdle in implementation 
of IVHS projects. Participants generally cite the complexity of federal regulations, 
the multiple and conflicting requirements that must be complied with in projects 
crossing jurisdictional boundaries, the lack of familiarity of state procurement offi- 
cials with high-technology applications, and the conflict of federal accounting prac- 
tices with private sector practices. The department is pursuing three efforts to help 
resolve such problems: 

• Research to identify Eilternative, streamlined procurement models; 

• Training in contracting in IHVS grants and cooperative agreements; . 

• Use of innovative procurement methods, such as intergoverxunental procurement 
teams or details, in operational tests. 

These issues will be addressed in greater depth in the potential non-technical con- 
straints to IVHS Implementation and use report to Congress which is currently in 
the final stages of review at the department. 

IVHS COMMERCIAL VEHICLE OPERATIONS 

Mr. Carr. Of the technologies represented in IVHS advanced 
traveler information systems, advanced traffic management sys- 
tems, advanced vehicle control systems, commercial vehicle oper- 
ations, and advanced public transportation systems, which do you 
think hold the greatest promise for widespread near-term applica- 
bility? 

[The information follows:] 

We believe that the commercial vehicle operations (CVO) component of the IVHS 
program offers great promise for significant near term applicability and widespread 
deployment. Services such as the electronic transfer of information about weights 
and credentials will allow properly-equipped and compliant vehicles to bypass weigh 
stations and ports of entry at prevailing speeds. Also, electronic checking or driver 
and vehicle compliance will speed safety inspections. Advanced technologies also 
allow for automation of mileage and fuel purchase record-keeping. Work is under- 
way to design a national commercial vehicle network that will provide these services 
to States and motor carriers across the country. 

In addition to the promise in the CVO area, advanced traffic management sys- 
tems are already being planned or deployed in many areas of the country, and these 
systems are the basis for establishing an IVHS infrastructure. These systems are 
using currently available technologies to provide significant improvements in traffic 
flow. Also, providing credible and reliable information through advanced traveler in- 
formation systems is beginning to accelerate as part of the IVHS program. Some 
types of information systems can be implemented at relatively low cost, with a high 
potential for private sector participation as a data provider. 

Mr. Carr. How does your 1995 budget submission reflect this be- 
lief? 

[The information follows:] 

Because commercial vehicle operations (CVO) are an especially significant aspect 
of the IVHS program, a separate category was created in fiscal year 1994 to assure 
timely achievements for CVO. The special emphasis for this separate category is 
proposed to continue in fiscal year 1995 at the $10 million level. This category pro- 
vides dedicated funding for CVO, over and above the CVO elements that are in- 
cluded in the other broad categories of the IVHS program, such as operational tests, 
priority corridors, and institutional and legal issues. In addition, funding support for 
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the CVO program is being provided by other elements of the FHWA Motor Carrier 
program. Under the fiscal year 1995 budget, this additional support for CVO would 
continue at the fiscal year 1994 level or above. 

Our budget submission also shows a $15 million increase in funding for the oper- 
ational test program. These funds will be used to support new projects, selected 
through an open solicitation process, that will focus on other high priority elements 
of the IVHS program, such as advanced traveler and traffic management systems, 
public transportation management systems, and advanced vehicle safety systems. 
The proposed $15 million increase for priority corridors will also support projects 
in these areas. 

IVHS RESEARCH CENTERS OF EXCELLENCE 

Mr. Carr. Last year, the Federal Highway Administration se- 
lected three universities to serve as IVHS research centers of excel- 
lence. Please indicate the universities selected and the process used 
by FHWA in their selection. Also indicate the specific work to be 
performed by each university. What is the level of financial support 
envisioned for each university and what is the estimated duration 
of these efforts? 

[The information follows:] 
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As part of our efTorts to involve the academic community in the IVHS Program 
and to search out alternative methods of delivering the IVHS Program, a decision 
was made to establish three IVHS University Research Centers of Excellence. The 
purpose of these centers is to assess IVHS technology needs, perform basic and ap- 
plied research, and where feasible, serve as partners in IVHS operational tests. A 
solicitation was issued on March 25, 1993 for appUcations from qualifying nonprofit 
institutions of higher learning for the purpose of entering into cooperative agree- 
ments to establish and operate up to three Centers of Excellence. Applications were 
received and evaluated and based on this evaluation, three universities w i o se- 
lected to receive IVHS Research Centers of Excellence agreements. These univer- 
sities are the University of Michigan, Texas A&M University, and Virginia Poly- 
technic Institute. 

These agreements will provide each school up to one million dollars per Center 
for each of two fiscal years, with the option to extend fianding for three additional 
years depending on the success of the Centers in attaining research goals and objec- 
tives. The Centers will be expected to leverage FHWA ftinds by building partner- 
ships with the private sector, non-FHWA government agencies, and/or other aca- 
demic institutions. A minimum match of 20% non-Federal funding is required. 

Each of these centers has established focus or thrust areas for their research pro- 
gram. The focus areas of the three centers is as follows: 

University of Michigan — traffic modeling, human factors, itinerary selection 
aids for public transit, legal factors in IVHS, evaluating and impact assessment, 
and active safety technology. 

Texas A&M — public transportation services, traffic management services, 
international border transportation services, institutional and non-technical 
areas, and technology integration issues. 

Virginia Polytechnic Institute — traveller information/traffic management, ve- 
hicle control and commercial vehicle operations, public transit systems, and 
rural transportation systems. 
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IVHS PROGRAM ASSESSMENT 

Mr. Carr. The department's budget for IVHS programs continues 
to grow dramatically. The request for 1995 totals more than $300 
million. Of course, the FHWA provides a certain amount of over- 
sight for the activities funded under the IVHS umbrella. 

The Committee wonders, though, if it might not be advisable to 
get an outside, presumably unbiased assessment of the value of 
some of the demonstration projects previously funded in the pro- 
gram. Such an assessment could be performed by an organization 
such as IVHS America, which has technical expertise in many 
fields and can draw on additional assistance from members. 

What do you think of such an approach? Do you think it has 
merit? How much do you think such an assessment might cost? 

[The information follows:] 

In the development of the National IVHS Program Plan, we and IVHS AMERICA 
are emphasizing the need for a continuing program assessment process. That proc- 
ess will include projections of costs and benefits of IVHS user services, drawing 
largely from the results of operational test projects. Each operational test must have 
an evaluation plan that we approve that leads to estimates of the costs and benefits 
appropriate to the service being tested. We are also providing technical support in 
the development of these plans and the execution of the evaluations. 

Future program activities will be shaped by the program assessment. We will be 
providing funding support for IVHS AMERICA'S participation in the program as- 
sessment process through our contract with them. We believe that IVHS AMERICA 
should share in this cost. 

OPERATION AND MAINTENANCE COSTS OF IVHS PROJECTS 

Mr. Carr. One of the items we discussed during last year's hear- 
ing which is still of real concern to the Committee is that of the 
local communities' ability to pay the operation and maintenance 
costs of some of the sophisticated new technologies and systems 
being touted in the IVHS program. 

Automated traffic surveillance and control systems are one exam- 
ple. These systems offer some of the highest near-term applicabil- 
ity. Los Angeles already has a system deployed in 3,800 intersec- 
tions. It costs $18.4 million annually to operate and maintain this 
system. 
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Obviously, this is a very large system. But currently, many com- 
munities do not adequately maintain their existing signals. The ad- 
ditional costs associated with the more complex and sophisticated 
systems could be a real problem. How serious an issue is this in 
your opinion, and what is the FHWA doing to address it? 

[The information follows:] 

In 1991, FHWA conducted a study of operations and maintenance of traffic control 
systems. A sample of representative systems were reviewed. Unfortunately, the level 
of operations and maintenance was found to be less than desirable. The study made 
a set of recommendations, some of which have been implemented. Examples of ac- 
tions taken consist of giving this issue more visibility at all levels and development 
of additional guidelines and manuals to assist states and cities. Further, with the 
passage of ISTEA, federal funds can now be used for operational expenses of traffic 
control systems, and several states and cities are using ISTEA funds for this pur- 
pose. Additionally, FHWA is providing technical assistance to states in the form of 
courses through the National Highway Institute, plus on-site advice on these issues. 

A follow-up study on these same issues in 1993 showed a marked improvement 
both in local management of the systems as well as in federal oversight. In addition, 
federal-aid expenditures for traffic control signals more than doubled from fiscal 
year 1991 ($220 million) to fiscal year 1993 (over $502 milUon). However, further 
improvement in operation and maintenance of these systems is still desirable. Op- 
tions are being explored for expanded use of the private sector in performing these 
functions. FHWA will continue to stress the importance of system operation and 
maintenance through additional awareness efforts, symposia and presentations, as 
well as through various technical evaluation opportunities. 

AUTOMOBILE INDUSTRY COMMITMENT TO IVHS 

Mr. Carr. Kan Chen, Professor of Electrical Engineering and 
Computer Science at the University of Michigan, has identified one 
of the barriers to IVHS implementation as a lack of commitment 
by the automobile industry, which in turn affects the commitment 
of the electronics industry. 

How do you assess the commitment of the automobile industry 
regarding IVHS, and what is the FHWA doing to stimulate and en- 
courage that commitment? 

[The information follows:] 

FHWA's experience in working with the automobile industry in the IVHS program 
has been characterized by their commitment to the program — tempered by market 
realities. Where we have actually cooperated on an IVHS project, such as in the 
TravTek project in Orlando, the industry (in this case GM) has shown a remarkable 
commitment to quality and project follow-through. On the other hand, with the auto 
industry being in a highly competitive world market, their enthusiasm for IVHS 
systems and technology faces the reality that those IVHS activities supported by 
auto industry resources must in the reasonable future show a profit return in the 
marketplace. As a result, there are differing degrees between the auto manufactur- 
ers of program interest, involvement and focus areas. 

FHWA has worked closely with the automotive and electronic industry to encour- 
age and support their interest in the program. In addition to several past and con- 
tinuing senior management level contacts and visits, we have provided opportunities 
in research and operational tests for their participation. A current example is the 
request for applications for the automated highway system program which specifi- 
cally establishes a requirement that the automobile industry must be one of the 
"stakeholder" industries included in the national consortium. 

PRIVATE SECTOR INTEREST IN IVHS 

Mr. Carr. In 1992, the FHWA published a document titled Pub- 
lic and Private Sector Roles in Intelligent Vehicle Highway Sys- 
tems (IVHS) Deployment. It is a summary of a workshop attended 
by various persons interested in IVHS development and deploy- 
ment. 
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One of the participants made the following observation: "The 
need for market research presents a dilemma for government agen- 
cies which must show progress in the deplo3rment of IVHS regard- 
less of the commercial market. Government agencies can not tell a 
Senate or House of Representatives oversight committee that they 
have not started the design work because they lack a rigorous basis 
for determining private sector interest." 

What is your assessment of the private sector's interest in IVHS? 

[The information follows:] 

The department believes the private sector is extremely interested in the develop- 
ment and deployment of IVHS. Historically very few transportation programs have 
generated so much demand for published material or meetings to inquire about pro- 
gram direction and details as the IVHS program. DOT-sponsored events are always 
well attended by the private sector, and industry-sponsored events frequently have 
more applicants than can be accommodated. Many excellent proposals including pri- 
vate sector participants are received in each operational test solicitation. 

Mr. Carr. How do you assess this interest? Do you have a "rigor- 
ous basis" for your determination? 
[The information follows:] 

Interest in IVHS from the private sector industry should be distinguished from 
the interest of consumers, companies, and public agencies in purchasing IVHS prod- 
ucts and services. Several private firms have conducted assessments of the potential 
market for IVHS, but these studies are proprietary in nature and not publicly avail- 
able. At this time, there is no prevailing understanding of how large the ultimate 
market for IVHS could be. 

The Department believes broad analysis of user acceptance and willingness to pay 
is critical to helping public agencies determine how IVHS can help solve transpor- 
tation problems and to guiding IVHS program decisions. To date, the department 
has sponsored studies to investigate how market research has been performed in 
IVHS and related technologies, such as cellular phones and electronic toll collection, 
and has done a preliminary review of user acceptance information available from 
IVHS operational tests. 

Currently the department is sponsoring the development of guidelines for evalua- 
tion of user acceptance in IVHS operational tests and analysis of how the IVHS 
market should be segmented and prioritized for further direct user acceptance re- 
search. This year, DOT will embark upon a major user acceptance research project 
to learn more about the market for IVHS in commercial vehicle fleets and among 
individual travelers. This research v^rill be done in strict conformity with accepted 
industry research practices to ensure its quality and credibility. 

IVHS DESIGN WORK ASSESSMENT 

IVIr. Carr. How do you assess the status of the FHWA's design 
work? 

[The information follows:] 

Progress in design work must be assessed on case-by-case basis for each IVHS 
project. Generally state and local project sponsors evaluate user acceptance consid- 
erations before and during the design phase, although a formal user acceptance sur- 
vey, per se, has not been required. 

LOCAL AGENCIES INVOLVEMENT IN IVHS 

Mr. Carr. During the same workshop, many conflicting com- 
ments were made about the role the local agencies should have in 
IVHS deployment. Some individuals believed the metropolitan 
planning organizations may be the key groups to solve IVHS co- 
ordination problems at the local level. Others maintained that the 
owners of the systems must have the ultimate responsibility. Oth- 
ers cited the difficulties the local agencies are currently having 
with their routine operation and maintenance functions, and stated 
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that unless these problems are addressed satisfactorily, IVHS im- 
plementation could be 30 to 40 years in the future. Still others 
maintained that IVHS will not be implemented through local lev- 
els, regardless of how much sense it makes or how well it works. 

What are your views? What should be the role of the local agen- 
cies? Do you envision the MPO's playing a major part? Most impor- 
tantly, how are the local agencies doing with the current O&M 
problems? If they can't handle the existing systems, what will they 
do with the advanced technologies incorporated into IVHS? 

[The information follows:] 

The Department of Transportation's "IVHS Strategic Plan" identified state and 
local governments as key participants in IVHS. These agencies will have the pri- 
mary role in the selection, purchase, installation, ownership, operation, and mainte- 
nance of the IVHS infrastructure. 

While state agencies have taken the lead in planning and testing IVHS tech- 
nologies, the local agencies, particularly the metropolitan planning organizations 
(MPO's), are usually a partner in the project. For example, of the 35 early deploy- 
ment planning grant program projects supported with federal funds in fiscal years 
1991, 1992, and 1993, 30 had a local agency, usually the MPO, playing an active 
role as partner in the project. 

Local agencies, including the MPO's, must play an active role in the deployment 
of IVHS technologies in order to realize success. Because of their nature, the MPO's 
are particularly suited to playing a major role in the consensus building and coordi- 
nation aspects that are so important to deployment of IVHS. In many cases, the de- 
plojonent of IVHS will have regional impacts, which must be addressed by a region- 
ally-oriented agency like the MPO. This means that the MPO will play a major role 
in feasibility study, planning, coordination, and marketing of IVHS technology appli- 
cations. 

In order to help local agencies see and better define their role in the deployment 
of IVHS technologies, the FHWA, at the request of the Senate Appropriations Sub- 
committee on Transportation, will be working with the Urban Consortium of Public 
Technology, Inc. (PTI). The cooperative agreement with PTI is designed to help local 
agencies identify their needs and the IVHS applications. The project uses the Urban 
Consortium, which is a coalition of the nation's largest cities and counties, to pro- 
vide outreach, technical assistance, and technology transfer to local areas on IVHS 
deployment. 

While we are aware of the problems that many local (and state) agencies have 
with their operation and maintenance programs, we believe that local agencies can 
indeed move ahead with the planning and deplojdng of IVHS technologies. This is 
especially true as local agencies begin to take greater advantage of the funding flexi- 
bility that the ISTEA provides for operations and maintenance and IVHS. As local 
agencies begin to become educated on and involved with IVHS, through programs 
like the PTI outreach project and partnerships with state agencies, they will under- 
stand the IVHS can support and improve their operations and maintenance capa- 
bilities, particularly with infrastructure repair and congestion management. More 
importantly, these local agencies will understand that they have an important role 
and become active players in the deplojmient of IVHS through the outreach efibrts. 

We also recognize that traditional roles of providing transportation services are 
changing and that we must strengthen our proven partnerships while exploring 
other non-traditional methods. For example, options to expand the use of the private 
sector in deployment of IVHS user services are being explored. 

Mr. Carr. One panel moderator, Robert Ervin of the University 
of Michigan's Transportation Research Institute, concluded as fol- 
lows: 

The basic issue is twofold: Private models do not provide adequate traffic manage- 
ment, so public control should remain on the trafiic management side; on the other 
hand, the public sector represents a very weak link. If the IVHS community relies 
too heavily on that weak link for broad deployment, a generation may pass before 
it is realized. 

Can you assure the Committee that Mr. Ervin's analysis is not 
accurate? Are you placing too much emphasis on the weak public 
sector link? 
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[The information follows:] 



We recognize that there are some weaknesses in the pubHc sector's ability to pro- 
vide adequate traffic management. We are still searching for better solutions to this 
very important issue. However, public agencies are charged through federal man- 
date with such major responsibilities as infrastructure repair, congestion manage- 
ment, and environmental improvement. Public agencies are trying hard to meet the 
challenges imposed by federal legislation in these areas. One possible non-tradi- 
tional approach that are actively seeking is to engage the private sector in partner- 
ships with the public sector to strengthen traffic management capabilities. 

The Department of Transportation's IVHS Strategic Plan also identifies state and 
local governments as key participants in IVHS. These agencies will have the pri- 
mary role in the selection, purchase, installation, ownership, operation, and mainte- 
nance of the IVHS infrastructure. Consequently, a significant amount of effort on 
the part of FHWA, IVHS AMERICA, and other related interest groups is on provid- 
ing education, technical assistance, and technology sharing to state and local gov- 
ernments. The outreach project through PTI, cited above is one example of such a 
major outreach effort to the public sector. This is, in itself, not a complete answer 
but is an important element in the overall deploymer-t role. 

The field offices of the FHWA work extremely closely with state and local agencies 
to promote and encourage the study, planning, consensus building, and testing that 
will be necessary to strengthen the public sector's role and responsibilities for IVHS 
deployment. In this way we believe we can assure that the public sector link of the 
partnership will not be two weak to deploy IVHS technologies. 

UNIFORM IVHS STANDARDS 

Mr. Carr. What steps is the FHWA taking to ensure uniformity 
of standards for IVHS development and deployment? What enforce- 
ment mechanisms will the FHWA employ to obtain compliance? 

[The information follows:] 

The FHWA is concerned about possible proliferation of IVHS systems, products 
and services that lack compatibility and interoperability. Establishing nationwide 
integrated system that preserves the national character of our surface transpor- 
tation network while encouraging health and competition in the marketplace is a 
stated goal in our Strategic Plan for IVHS in the United States. This issue will also 
be the subject of key sections of the National IVHS Program Plan and the potential 
non-technical constraints to IVHS implementation and use report to Congress. 

The primary enforcement mechanism available to FHWA to ensure compliance 
with standards is through establishment of eligibility criteria for the regular fed- 
eral-aid highway program. 

]VIr. Carr. Specifically, what is the DOT doing about standards 
with systems software? What government agency has the prime re- 
sponsibility in this important area? 

[The information follows:] 

There is some preliminary work going on in conjunction with the National Insti- 
tute for Standards and Technology (NIST) and the National Science Foundation 
looking into requirements and standards for sofl;ware system safety, which will be- 
come more important for larger, more integrated IVHS systems in the future. 

No single government agency has prime responsibility for software standards de- 
velopment, although NIST maintains a widely recognized set of federal information 
processing standards that offer guidance in a variety of software implementation 
areas. 

TRANSPORTATION ANALYSIS AND SIMULATION SYSTEM 

IMr. Carr. In 1993, the Federal Highway Administration entered 
into a contract with the Los Alamos National Laboratory for a 
transportation analysis and simulation system, known as 
TRANSIIMS. The stated purpose of this research is "to take a com- 
pletely new look at forecasting methods and to begin the implemen- 
tation of new methods." 
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What is wrong or inadequate with the current forecasting meth- 
ods? 

[The information follows:] 

Current methods do not adequately respond to requirements of new legislation 
such as the Clean Air Act Amendments (CAAA) of 1990 or the Intermodal Surface 
Transportation Efficiency Act (ISTEA) of 1991. Current models were developed thir- 
ty years ago to address the question of what size facility is needed to handle de- 
mand. Current and future questions are much more complex including: 

How do we reduce vehicle emissions? 

How do we relive congestion? 

How do we encourage less reliance on the single occupant automobile? 

Models must also respond to social and demographic changes such as decreasing 
household size and the increased participation of women in the workforce. 

Current models can not adequately respond to either the changing policy ques- 
tions or social and demographic changes. 

Mr. Carr. Presumably these forecasting methods cut across 
modal lines; is that correct? 
[The information follows:] 

Yes. TRANSIMS directly considers highway and transit. The prototype has dem- 
onstrated that the capability likely exists to expand the approach to include freight 
and commercial movements. 

Mr. Carr. That being the case, why is this research being con- 
ducted by the Federal Highway Administration and not by the Re- 
search and Special Programs Administration or by the Office of 
Transportation Planning, Research, and Development within the 
Office of the Secretary of Transportation? 

[The information follows:] 

The ISTEA requires the transportation planning process incorporate all modes. 
The congestion management systems required by the ISTEA must include modes 
other than the single occupant automobile. The ISTEA also mandates an intermodal 
management system. These requirements, and the planning regulations to support 
these requirements, are administered by FHWA and FTA. The TRANSIMS project 
is being developed in support of these requirements. 

TRANSIMS is part of a larger program to improve existing travel forecasting pro- 
cedures and completely redesign the travel forecasting process. The program has the 
joint sponsorship of FHWA, FTA, OST, the Environmental Protection Agency and 
the Department of Energy. 

Mr. Carr. Did officials from any other Department of Transpor- 
tation mode have any input regarding this contract before it was 
awarded? 

[The information follows:] 

Yes, a briefing was provided to FHWA, FTA, OST and an outside panel prior to 
the award of the original contract. The results of the first years work were reviewed 
by FHWA, FTA and OST and a strong recommendation was made to continue. 
FHWA, FTA and OST will participate financially. EPA has reviewed the project and 
contributes funding to the overall program to update models. 

LOS ALAMOS NATIONAL LABORATORY DEMONSTRATION OF TRANSIMS 

Mr. Carr. How was the Los Alamos National Laboratory selected 
for this work? Has it performed similar research in the past? 
[The information follows:] 

LANL approached FHWA with the idea of demonstrating the TRANSIMS concept. 
The FHWA Administrator at that time. Dr. Thomas Larson, decided that LANL 
should be given funding for a one year effort. LANL had performed extensive simi- 
lar work in the are of simulation of complex systems for the Department of Defense. 
The type of development proposed, a large scale simulation system, as well as the 
innovative nature of the approach, were critical factors in deciding to pursue the 
LANL approach. 
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Mr. Carr. Was the initial contract for this research awarded 
competitively? 

[The information follows:] 

The initial contract was awarded to the National Laboratories through an inter- 
agency transfer to the Department of Energy. Prior to the award, FHWA had done 
a general solicitation for new approaches to travel forecasting procedures. The 
TRANSIMS approach developed by the National Laboratories was superior to any 
of the approaches developed through the solicitation. 

TRANSIMS PROJECT COSTS 

Mr. Carr. Was the original contract for the TRANSIMS project 
the result of an unsolicited proposal? 
[The information follows:] 

Yes, the TRANSIMS proposal was unsolicited 

Mr. Carr. What is the total estimated cost of the TRANSIMS 
project, by fiscal year? 
[The information follows:] 

The total estimated cost is $27 million, as follows: 

Fiscal year: Amount 

1993 $1,000,000 

1994 3,000,000 

1995 5,000,000 

1996 5,000,000 

1997 5,000,000 

1998 5,000,000 

1999 3,000,000 

Mr. Carr. Was the cost of the original proposal made by the Los 
Alamos National Laboratory in excess of $50 million? 
[The information follows:] 
Yes, the cost of the original proposal was $52 million. 

Mr. Carr. What are the changes in scope from the original pro- 
posal to the plan you now envision? 
[The information follows:] 

The original proposal placed a greater emphasis on system development than now 
envisioned. The current approach will place more emphasis on the behavioral (travel 
determining) aspects of the model. Experience gained during the first year enabled 
LANL and FHWA to come up with more accurate long term cost estimates. 

OTHER COUNTRIES' MODELING ACTIVITIES 

Mr. Carr. Did the FHWA do any extensive canvassing of the sta- 
tus of other countries' modeling activities before awarding the con- 
tract to Los Alamos? 

[The information follows:] 

Yes, FHWA monitors development of travel demand models in European countries 
through attendance at key planning meetings and participation in international 
committees. As part of the solicitation to identify new modeling approaches, ap- 
proaches being researched by other countries were identified. These were not as far 
reaching as TRANSIMS. The TRANSIMS project is an improvement over all other 
approaches we have seen. 

FHWA now has a contract underway to identify model improvements developed 
by researchers and planners throughout the U.S. and overseas. FHWA plans to im- 
plement the best of these methods. 



no 



NEW GENERATION OF MODELING TECHNIQUES 

Mr. Carr. What is the status of the strategic plan for the new 
generation of modehng techniques? 
[The information follows:] 

The draft management plan has been prepared by FHWA, FTA and OST. This 
plan includes an overall strategic approach. An outside review panel has approved 
the overall approach. 

Mr. Carr. Why would the FHWA award a major contract for 
next generation modeling before completion and review of the stra- 
tegic plan? 

[The information follows:] 

The need to improve models, and for an entirely new approach to modeling be- 
came critical with the enactment of the CAAA and the ISTEA. It was imperative 
to move ahead with this effort before the complete development of a strategic plan. 

Mr. Carr. How do respond to the observation that the Los Ala- 
mos proposal is a high-risk effort of an unproved technology that 
will have the effect of drying up a considerable portion of research 
and development funding for the next few years that therefore will 
be unavailable for pursuit of other issues? 

[The information follows:] 

No technology is currently capable of responding to all of the analytic require- 
ments of the Clean Air Act Amendments and the Intermodal Surface Transportation 
Efficiency Act. Every review of the TRANSIMS approach has endorsed it and rec- 
ommended that we proceed. All reviews indicated that the TRANSIMS effort has 
enormous potential. The first year effort at LANL demonstrated the concept of 
TRANSIMS. Since the concept has been demonstrated it would now be more appro- 
priately termed a medium risk effort. 

It is important to note that TRANSIMS is one component of an overall effort to 
improve travel forecasting. Sufficient funds have been allocated for short term im- 
provements to existing processes. Immediate improvements will not be sacrificed for 
TRANSIMS. 

Mr. Carr. What assumption is the FHWA making concerning the 
need for technical assistance and training with the new modeling 
approach? 

[The information follows:] 

FHWA understands that technical assistance and training will be needed for the 
new modeling approach. FHWA and FTA currently provide technical assistance and 
training in existing procedures and training in new procedures will be an extension 
of this. 

LOS ALAMOS TRAVEL MODEL PROGRAM 

Mr. Carr. Is it possible the Los Alamos approach may be so com- 
plex that the lab may be setting itself up as the only source capable 
of providing the technical assistance that will be required? 

[The information follows:] 

No, as part of the development of TRANSIMS, FHWA and FTA personnel will 
work closely with the lab to learn the procedure and will then be able to supply 
technical assistance. TRANSIMS will be placed in the public domain. The labs have 
an interest in developing state of the art systems, not in providing ongoing mainte- 
nance and technical assistance. The labs will maintain support as TRANSIMS is 
made operational. 

Mr. Carr. What independent assessments have been performed 
on the Los Alamos National Laboratory new modeling approach? 
What level of technical expertise was represented on these reviews? 

[The information follows:] 
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TRANSIMS has had a series of independent reviews. An outside panel was 
formed to take a look at the overall concept prior to award of the initial contract. 
On November 8, 1993, a group consisting of MPO technical directors, representa- 
tives of state government, transit operators, academics and the World Bank re- 
viewed the overall concept and the first year's results. On January 14, 1994, mem- 
bers of a review panel formed to oversee the entire modeling effort looked at the 
TRANSIMS concept and the first year results. All of these endorsed TRANSIMS. A 
listing of the members of the November 8th review group, and the review panel for 
the overall modeling effort follows. A copy of a letter, endorsing TRANSIMS, from 
the chair of the review panel also follows. 
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March 2, 1994 

Honorable Federico F. Pena 
Secretary of Transportation 
U.S. Department of Transportation 
400 7th Street SW 
Washington, DC 20590 



Dear Secretary Pefia: 

I am chairman of the Review Panel for the Travel Model Improvement Program. 
This program was initiated in 1992 by the Department of Transportation, the 
Environmental Protection Agency, and the Department of Energy. The program will 
develop travel forecasting procedures to satisfy requirements of the Clean Air Act 
Amendments of 1990 and the Intermodal Surface Transportation Efficiency Act of 
1991. Failure to satisfy those acts may result in litigation that delays needed 
transportation improvements. 

The Travel Model Improvement Program will develop models that accurately assess 
the congestion and air quality effects of highway and transit improvements. The 
models will be sensitive to policies such as demand management and pricing. Four 
areas of program activity are pending or underway: 

• Training and technical assistance needed now by MPOs and state DOTs; 

• Developing fundamentally new and more accurate travel forecasting models; 

• Improving current models for use until the new models are ready to use; and 

• Identifying and collecting new and better data that describe today's travel. 

The Review Panel urges you to fully support and fund all four aspects of the Travel 
Model Improvement Program. In particular your approval of financial support for 
work on the "TRANSIMS" models is critical at this time. These models are being 
developed by the Los Alamos National Laboratory, and we are concerned that 
adequate and timely funding be provided to complete the TRANSIMS models as 
soon as possible. 
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The products of the Travel Model Improvement Program will help state and local 
agencies make better decisions on allocation of resources and selection of projects. 
Your support is needed for TRANSIMS and other activities in this program to 
assure that transportation improvements in metropolitan areas are not delayed for 
failure to satisfy the requirements of the recent legislation. 



Sincerely 



^TKn^UJ^Zoeiui. 



Martin Wachs 



c: Honorable Hazel R. O'Leary 
Honorable Carol M. Browner 
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LOS ALAMOS TRAVEL MODEL MILESTONES 

Mr. Carr. What interim milestones or deliverable products is the 
Los Alamos National Lab supposed to provide in order to continue 
receiving funds? 

[The information follows:] 

The first year efTort produced two products; one to disaggregate households from 
a zonal level to a GIS level, and the second to generate household activities. These 
were examined by the review panel and it was recommended that FHWA distribute 
them. Two test applications are planned during the course of TRANSIMS develop- 
ment. Additional milestones for the project will be included in the management 
plan. Funding of $1 million was provided during the first year, $3 million will be 
provided during the second year, $5 million during the next four years and $3 mil- 
lion in the last year. FHWA and FTA will closely monitor TRANSIMS and funding 
can be discontinued at any time if satisfactory results are not achieved. 

Mr. Carr. In the demonstration prepared last year, did the Los 
Alamos lab prove that it has a demand forecasting capability, or in- 
stead did they merely factor up census data? 

[The information follows:] 

The LANL took census data and combined it with survey data and developed a 
technique to disaggregate zonal data to a GIS system on a household basis. They 
then developed a capability to attach activity chains to households. The review 
panel felt that this technique was very innovative and should be distributed to oth- 
ers. The LANL demonstrated an ability to make a unique contribution to demand 
forecasting during the first year. 

The LANL will add needed outside expertise in several areas during the course 
of the project, including expertise in demand forecasting. The cost of this expertise 
has been budgeted as part of the overall TRANSIMS cost. 

STATUS OF HIGHWAY TRUST FUND 

Mr. Carr. Testimony last year both from the General Accounting 
Office and the Federal Highway Administration indicated that an- 
ticipated revenues into the Highway Trust Fund would not be suffi- 
cient to cover anticipated program funding levels. This year, the 
situation is much different. Please relate how the different factors 
such as the tax bill last year have changed the outlook. 

[The information follows:] 

When FHWA made its Byrd Amendment calculation in mid- 1993, with assump- 
tions for fiscal year 1993 obligation levels and full funding of ISTEA for fiscal years 
1994-1997, $10.1 billion in apportionments would have to be withheld over the 
three-year period fiscal years 1995-1997. Under current conditions, however, FHWA 
does not anticipate that the B3a-d Amendment will be triggered. FHWA estimates 
that the highway account of the Highway Trust Fund will have a Byrd Amendment 
cushion of about $3.9 billion at the end of fiscal year 1997. This assumes the fiscal 
year 1994 obligation levels and full fiinding of ISTEA for fiscal years 1995-1997. 

The major reason for this improvement in the Highway Trust Fund status is a 
marked increase in the highway account receipts. The Omnibus Reconciliation Act 
of 1993 extended the current 2.5 cents per gallon motor fiael tax dedicated to deficit 
reduction through fiscal year 1999 and beginning in fiscal year 1996, 2 cents per 
gallon goes to the highway account, the balance of 0.5 cents per gallon goes to the 
mass transit account. This will provide an additional estimated $10.1 billion in tax 
revenue to the highway account in fiscal years 1995-1999. The highway account will 
also get an additional $1 billion in tax revenue for fiscal years 1993-1997 above ear- 
lier estimates, due to improved economic assumptions contained in the Department 
of the Treasury's Trust Fund estimates. 

Mr. Carr. Is it accurate that, even with the unanticipated ex- 
pense of $1,665 billion from the trust fund in response to the Cali- 
fornia earthquake, the fund is still very solvent? 

[The information follows:] 
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Under these revenue projections, the highway account will remain very solvent 
even under an expenditure increase of $1,665 billion for California earthquake as- 
sistance. With the additional earthquake authorization, the B5Td Amendment cush- 
ion would be reduced to approximately $2.5 billion at the end of fiscal year 1997. 

ROAD PRIVATIZATION 

Mr. Carr. During a press meeting last fall, the new Administra- 
tion is quoted as saying "we have got to get the private sector in- 
volved in financing highway improvements that are necessary." 

Please elaborate on this statement. Exactly what is planned re- 
lating to this issue? 

[The information follows:] 

We are exploring the possibilities of opening all aspects of developing, financing, 
owning, constructing, maintaining and operating highways and ancillary facilities to 
the private sector. We are, of course, limited by Title 23 requirements, and because 
tolls are not allowed on Interstate roads, it is unlikely any private entity would take 
on Interstate road reconstruction without a way to recoup their investment. The 
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA), section 1012, 
however, allows Interstate bridges and tunnels to be reconstructed and converted 
to toll facilities, and allows any non-Interstate facility being constructed or recon- 
structed to be tolled. Any of these activities are open to private or public toll options 
under ISTEA. 

Contracting out of highway maintenance to the private sector is also possible 
under federal regulations, but this is an issue for each state to determine for itself. 

Mr. Carr. What special consideration do you think needs to be 
given to safety issues in any privatization of highways? 
[The information follows:] 

Most state statutes on public-private partnerships require private entities build- 
ing highway facilities to meet state standards of equivalent types of public roads. 
Furthermore, the negotiated concession agreements worked out under California AB 
680 legislation, showed that the private entities placed high importance on using 
the Build-Transfer-Operate (BTO) model of concession precisely so they have State 
tort liability protection standing between them and lawsuits. This information leads 
us to believe that private entities recognize the safety risks of owning and operating 
highway facilities, and will be highly unlikely to implement designs that do not 
meet state or American Association of State Highway and Transportation Officials 
(AASHTO) standards, because of the increased risk of tort liability by deviating 
from established standards. 

Mr. Carr. Does your 1995 budget include any provisions or fund- 
ing in support of road privatization? 
[The information follows:] 

FHWA's 1995 research budget contains a line item of $200,000 to support further 
research in public-private partnerships. 

The DOT and FHWA support innovative financing concepts, including public-pri- 
vate partnerships. Within the Department, extensive discussion is taking place on 
what innovative financing policies should be pursued at the federal level. We have 
created a task force at the departmental level for focussing attention in all modes 
of transportation on how to leverage more funding through creative financing ar- 
rangements. Since these discussions are work in progress, results or ultimate policy 
proDosals are not yet available. 

The lessons learned from these innovative projects will be invaluable for fine-tun- 
ing any change in direction of Federal policies towards public-private partnerships. 
Therefore, we are considering incentives and cooperative efforts with the states to 
encourage project applications under the existing section 1012. 

To accomplish this, we have issued just this week a memorandum entitled "Inno- 
vative Financing — Test and Evaluation Project, TE^045," offering the states an op- 
portunity to submit to FHWA experimental highway projects using innovative fi- 
nancing, including public-private partnerships. These experimental projects may re- 
ceive waivers of certain federal regulations to help get the projects underway. This 
process will help us in our evaluation of public-private partnerships. 

We are also evaluating for potential support a broad range of legislative options 
including those in S. 1714, the Baucus bill on state revolving loan funds, and related 
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measures such as funding of state transportation banks; expanded use of bond in- 
surance and lines-of-credit; use of letters of intent; and bond programs centered on 
interest-only-loans. 

public/private partnerships 

Mr. Carr. For the record, insert information on all road privat- 
ization efforts and public/private partnerships of which the FHWA 
is aware, including location and distance, if known. 

[The information follows:] 

In addition to actions at the federal level, several states have passed legislation 
to allow public-private partnerships. These states include: Virginia (1988), Califor- 
nia (1989), Missouri (1990), Puerto Rico (1990), Arizona (1991), Florida (1991), 
Texas (1991), Minnesota (1993), and Washington (1993). Information on some of 
these states and projects follow. 

The State of California is pursuing projects that are examples of both public-pri- 
vate and public-public partnerships. One project, on State Route 91 (SR-91) in Or- 
ange County, is the first of four franchises negotiated with Caltrans under Assembly 
Bill 680 (AB 680) to go to construction. SR-91, a ten-mile, BTO project currently 
under construction, will be a state-of-the-art facility with electronic toll and traffic 
management (ETTM) technology. It adds lane capacity on state-owned right-of-way 
between the existing SR-91 lanes by constructing four median lanes that will be 
separated from the existing lanes by rubber pylons. The private owner-operators 
have agreed to allow high-occupancy vehicle use of the express lanes at no charge, 
while operators of vehicles which do not meet HOV requirements may choose to pay 
a toll will use the excess capacity left by HOVs on the express lanes. Toll rates will 
vary by time of day to help facilitate traffic flow on the two sets of lanes. 

In legislation not associated with AB 680, the California legislature authorized 
Orange County and several of the cities within the county to set up a public toll 
authority called the Transportation Corridor Agencies (TCAs). They are proceeding 
with three projects within the county. One of these facilities, called the San Joaquin 
Hills corridor, is the first to gain financing. The $1.2 billion financing is a combina- 
tion of the $1 billion issue of toll road revenue Ijonds, about $111 million in state 
funds, $97 million in investment earnings, $39 million in subordinated debt sup- 
pUed by the private construction contractors, and $31 million in private develop- 
ment impact fees. The fourteen-mile project is currently under construction. 

In the State of Virginia, the original Dulles toll road was constructed by the Vir- 
ginia Department of Transportation in response to development pressures in Fairfax 
County, Virginia, following the construction of Washington's Dulles International 
Airport. Because of the area's rapid growth, the Virginia Department of Transpor- 
tation became interested in extending the state-owned toll road to Leesburg. The 
idea of building the extension as a private toll road was raised by some individuals 
at firms interested in pursuing public-private partnerships. The idea seemed attrac- 
tive to private interests due to the success of the original road and the development 
potential of Loudon County. 

After much debate about the relative merits of a state toll road versus a private 
toll road, it was decided to let the private company build and operate the Dulles 
toll road extension. The fourteen-mile toll road extension is being constructed using 
the build-operate-transfer mechanism. After 40 years, the highway will revert to 
state ownership. 

In the State of Arizona, legislation provides the framework under which the Ari- 
zona Department of Transportation can enter into agreements with private entities 
for the construction of transportation facilities by private entities. The legislation 
permits up to four projects to be chosen, two under the California model of negotiat- 
ing a concession between the state Department of Transportation and the private 
entity, and two projects under the Virginia model, which relies on a state regulatory 
agency to set tolls given a target rate-of-return on investment. The program pro- 
ceeded to selection of four projects, but most of those involved — public and private 
participants — now agree that they did not take sufficient care to "sell" the idea to 
the public. Due to poor public response, the Governor pulled back three of the four 
chosen projects, and now only one project is proceeding with project planning at this 
time. The state is rethinking its approach and is looking at wide range of financing 
mechanisms, including tolls. 

The State of Florida has public toll roads, and legislation to allow private toll 
roads. One interesting aspect of the toll road program in Florida is the state-oper- 
ated toll road revolving fund. The fund was created for the purpose of encouraging 
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the development and enhancing the financial feasibility of revenue-producing road 
projects undertaken by local government entities. While it applies only to public toll 
roads in Florida, it is an example of how a revolving loan fund might work if applied 
to public-private partnerships. 

The State of Texas also has public toll roads and legislation to allow private toll 
roads. The Texas Turnpike Authority is a state toll authority that has the respon- 
sibility under the Texas public-private partnership legislation to act as state nego- 
tiator for potential public-private ventures. 

The States of Minnesota and Washington are the only two states that have passed 
legislation to take advantage of ISTEA provisions. Projects are under discussion in 
Minnesota with no formal process of solicitation, but Washington has taken a more 
formal approach, with a solicitation for proposals which are due to the Washington 
State Department of Transportation in May. 

Most states have some form of contracting out of maintenance services. Massachu- 
setts has recently been experimenting with contracting out of road maintenance and 
are expanding the program because contracting out was found to cost-effective. 

NATIONAL SPEED LIMITS 

Mr. Carr. The American Association of State Highway and 
Transportation Officials has approved a resolution "to allow the 
States to set reasonable speed limits on urban and rural highways 
following established traffic engineering principles." 

Does the FHWA have a position on this proposal? 

[The information follows:] 

We are certainly in favor of reasonable speed limits and states and communities 
have this prerogative now. However, national maximum speed limits are set by 
legislation. 

RADAR DETECTOR BAN 

Mr. Carr. In December, Secretary Peha announced final regula- 
tions to ban the use of radar detectors in commercial motor vehi- 
cles, effective January 19, 1994. 

The final regulations issued by the Department state that "there 
is no established direct linkage between radar detectors and high- 
way accidents." What positive safety benefits do you anticipate as 
a result of the radar detector ban in commercial trucks and can you 
quantify those benefits? 

[The information follows:] 

By reducing the truck and bus speeds, it is estimated that the radar detector ban 
will result in 32 fewer fatalities per year. Approximately 1,800 injuries will become 
less severe. In monetary terms, the total initial year benefit will be approximately 
$68 million. 

Mr. Carr. What was the analytical foundation for the agency's 
decision to ban the use of radar detection devices in trucks weigh- 
ing over 10,000 pounds and buses carrying more than 15 pas- 
sengers, but not their use in cars or light trucks? 

[The information follows:] 

The FHWA does not have the authority to ban the use of radar detectors in cars 
and light trucks. It remains at the discretion of each state to ban radar detectors 
from these vehicles. 

Mr. Carr. Prior to the Department's action, only Illinois, New 
York, Virginia and the District of Columbia banned radar detectors 
in trucks. Presumably, these states have developed enforcement 
mechanisms that other states can replicate. How does the FHWA 
plan to enforce the national ban? 

[The information follows:] 
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The FHWA intends to proactively enforce through the states the radar detector 
ban through education, encouragement and guidance, and practical participation. 

We have polled all of the state MCSAP agencies and determined all the states 
are currently enforcing, or are actively pursuing legislation to enforce the ban. With 
the exception of Hawaii and South Dakota, every state should be actively enforcing 
the ban by the end of 1994. Hawaii will address the issue of radar ban enforcement 
during their next legislative session. It is expected that the radar ban will be adopt- 
ed during the month of February, 1995. South Dakota has advised that it will adopt 
the regulatory language on January 1, 1995 and consideration will then be given 
to enforcement of the radar ban at that time. The FHWA, however, will continue 
to provide the necessary guidance, encouragement, and educational information to 
ensure a smooth transition during the initial enforcement stages. 

On March 4, 1994 we issued a memorandum to the field offices providing strate- 
gies for federal and state enforcement of the radar detector ban. The basis for this 
menu was the strategies employed by Illinois, New York, Virginia, and the District 
of Columbia. 

To further encourage enforcement participation of the individual MCSAP inspec- 
tors, radar detection enforcement is being including in Roadcheck '94. 

Mr. Carr. Have any states indicated that they will not vigor- 
ously enforce the radar detector ban? 
[The information follows:] 

All states have indicated their intent to enforce the radar ban by the end of 1994. 
Hawaii and South Dakota will address the regulation during their next legislative 
session. Both states expect adoption of the regulation. 

RADAR DETECTOR STUDY 

Mr. Carr. In its report accompanying the 1994 Transportation 
Appropriations Act, the Senate Appropriations Committee re- 
quested FHWA, in conjunction with NHTSA and other groups, to 
conduct a study concerning whether commercial vehicles with 
radar detectors are overrepresented in crashes involving excessive 
speed. The study is to be completed by July 1, 1994. 

Can you tell us how you are conducting the study, what its cost 
will be, and whether it is on schedule? 

[The information follows:] 

In his January 31, 1994, letter to the FHWA Administrator, Senator Frank R. 
Lautenberg, Chairman, Subcommittee on Transportation and Related Agencies, 
stated that "in view of the issuance of the Final Rule, the directive from the Senate 
Committee on Appropriations, contained in Senate Report No. 103-150 is not nec- 
essary. The implementation of the final rule obviates the need for the requested 
study." We do not plan to conduct the study. 

BELTWAY SAFETY INITIATIVE 

Mr. Carr. The Federal Highway Administration recently issued 
its Beltway Safety Initiative which is focused on improving safety 
on the 1-495 Beltway around Washington, D.C. One of the rec- 
ommendations made was that commercial truck drivers and ship- 
pers should be held mutually responsible, including payment of 
fines, if the truck driver is convicted of speeding while trying to 
make an unrealistic delivery schedule. How practical is this rec- 
ommendation? 

[The information follows:] 

The Beltway Safety Initiative was facilitated by the Administrator for FHWA, in 
cooperation with NHTSA. The efforts of federal, state, and local representatives, 
from both private and public interests, were focused and unified on a common cause. 
The recommendations report was the product of the combined efforts of over ninety 
participants in a brainstorming process. The process solicited ideas with potential 
of improving safety on the Washington area Beltway. 
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During the implementation phase of this initiative the Capital Beltway safety 
team will evaluate each recommendation. Accident studies, along with engineering 
data analyses, will be used to identify which recommendations are most effective for 
improving safety and operations on the Beltway. 

The practicality of the recommendation to hold shippers and carriers mutually re- 
sponsible if the driver is convicted of speeding while tr3dng to make unrealistic de- 
livery schedules needs to be studied. To the extent that such scheduling demands 
occur and are accepted by the carrier, highway safety is negatively impacted. The 
FHWA, in support of the Beltway effort, has proposed a research study, to begin 
in FY 1995, pending requested fiinding. The study would look into the scope of ship- 
per induced violations, the economic motivations for carriers to accept shipments 
that compel violations, and the need for better enforcement regulations to stem un- 
reasonable shipper demands. 

Mr. Carr. How would the FHWA evaluate the scheduling de- 
mands that commercial shippers place on motor carriers? 
[The information follows:] 

The FHWA intends to be the focal point for motor carrier industry issues. The 
FHWA traditionally has not regulated shipper activities, except those involving haz- 
ardous material movements. However, anecdotal information from the industry indi- 
cates that some carriers and their drivers may be compelled, for economic reasons, 
to accept shipments which require drivers to exceed the established hours-of-service 
rule. To the extent that such scheduling demands occur and are accepted by the car- 
rier, highway safety is negatively impacted. 

The FHWA has proposed a research study, to begin in fiscal year 1995, pending 
requested funding. The study would look into the scope of shipper induced viola- 
tions, the economic motivations for carriers to accept shipments that compel viola- 
tions, and the need for better enforcement regulations to stem unreasonable shipper 
demands. 

FUNDING FLEXIBILITY UNDER ISTEA 

Mr. Carr. The U.S. General Accounting Office has concluded 
that the use of ISTEA's flexibility provisions has been limited. 
Do you agree with this assessment? 
[The information follows:] 

Such an assessment would require a definition of the term "limited." Since no 
unanimous agreement on such a definition exists, the subject must be approached 
judiciously. 

The GAO cites statistics that date from the middle of fiscal year 1993, relatively 
soon aft«r the passage of ISTEA. Since that time, states have obligated higher levels 
of flexible funds for transit purposes as changes in state requirements have occurred 
as well as growing familiarity with the procedvire at the State and local levels. For 
example, during fiscal year 1992, states obligated a total of $200.6 million in STP 
and CMAQ funds for transit projects. In fiscal year 1993, the figure was $431.1 mil- 
lion, an increase of 215 percent. Five months into fiscal year 1994, states had al- 
ready obligated $273.4 million in STP and CMAQ on transit projects, which rep- 
resents an even higher rate than fiscal year 1993. Furthermore, some funding pro- 
grams have been used more flexibly than others. Obligations for the CMAQ pro- 
gram, for example have been substantially for transit projects. 

Mr. Carr. In each of fiscal years 1992 and 1993 provide the 
amount of highway funds used by the states for mass transit or 
nontraditional projects. 

[The information follows:] 

In fiscal year 1992, total obligations of flexible funds were $301.6 million. In fiscal 
year 1993, the amount was $455. 1 million. Continued increases are expected. 

CONGESTION MITIGATION AND AIR QUALITY FUNDING 

Mr. Carr. How much of the highway funding transferred was 
congestion mitigation and air quality funding and how much was 
from other programs? . 
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[The information follows:] 

$295.8 million in CMAQ funds was obligated for transit projects in fiscal year 
1993; this was about 50 percent of total CMAQ obligations. $135.3 million in STP 
funds were obligated for transit projects in fiscal year 1993, or 3.5 per cent of total 
STP obligations. 

Mr. Carr. Do you think this represents a commitment to inter- 
modal transportation as much as the realization that there was no 
other way to spend the CMAQ funding? 

[The information follows:] 

The FHWA believes this represents heightened interest on the part of the states 
in both transit solutions to environmental conditions as well as the awareness that 
given the requirements of the Clean Air Act Amendments of 1990, it is increasingly 
necessary that states utilize CMAQ fiinds for projects that will reduce emissions 
from transportation sources including transit and other projects. There are many 
other eligible activities under the CMAQ program including the development of in- 
spection and maintenance facilities, conversion to alternative fuels (public fleets); bi- 
cycle and pedestrian projects, etc. Funding some of these activities requires the for- 
mation of new partnerships beyond the traditional highway and transit commu- 
nities. As the new partners adjust to the process, we expect a greater proportion 
of CMAQ funds to be used for their projects. 

TRANSIT FUNDING FOR HIGHWAY PROJECTS 

Mr, Carr. What is the total amount of transit funding that has 
been transferred to highway projects since the passage of ISTEA? 
[The information follows:] 
To date, no transit flexible funds have been transferred to highway projects. 

Mr. Carr. How many states have either laws, regulations, or 
other procedures that preclude the flexible use of funds between 
highways and transit projects? 

[The information follows:] 

FHWA has not undertaken any comprehensive survey regarding state laws and 
regulations relating to expenditure flexibility. 

Mr. Carr. Does the FHWA have any organized effort to assist 
the states with understanding the flexibility provisions of ISTEA? 
In other words, do you think you are doing enough to educate the 
states on exactly what their options are? 

[The information follows:] 

Several efforts are underway to assist states in understanding and making full 
use of the flexible funding provisions of the ISTEA. Several brochures have been 
published and widely distributed, including: A Guide to the Congestion Mitigation 
and Air Quality Improvement Program, The Air Quality Provision of ISTEA and 
The Transportation Provisions of the Clean Air Act Amendments of 1990. DOT and 
EPA issued and distributed 5,000 copies of a joint report to Congress in August 
1993 which included a summary of flexible funding for transportation and air qual- 
ity purposes. Numerous workshops have been held across the country in conjunction 
with issuance of the planning regulations. Also, guidance documents were also pro- 
vided to DOT field offices. FTA also publishes a yearly brochure on the flexible fund- 
ing provisions of ISTEA. 

These efforts are ongoing, and we will continue them as long as it appears that 
states need assistance in understanding how they may use the funds flexibly. 

HIGHWAY FUNDING FOR TRANSIT OR NONTRADITIONAL PROJECTS 

Mr. Carr. Information supplied to the Committee by FHWA in 
response to questions asked during our hearings last year indicated 
the following uses of highway funding for transit or nontraditional 
projects: 
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state Source Use Amount 

California CMAQ Operating assistance $2,740,100 

Connecticut CMAQ Bridge replacement 14.173,600 

New Jersey STP Historic rail station 4.000,000 

Otiio CMAQ Bicycle storage lockers 650,000 

Virginia CMAQ Commuter rail station expansion 4,508.000 

Mr. Carr. Do you think people would object if they were asked 
as they fueled their cars that some of their gas tax money was 
being used to buy bicycle storage lockers or to renovate historic 
train stations? 

[The information follows:] 

Motorists unfamiliar with the intent and provisions of the ISTEA and the Clean 
Air Act Amendments of 1990 might find the use of federal funds for these purposes 
surprising. However, anyone familiar with these provisions would recognize that 
these projects represent the flexibility that Congress provided the surface transpor- 
tation community in enacting ISTEA. The STP and CMAQ programs in particular 
have given the states and local governments wider choices in the kind of transpor- 
tation projects they select. The program is in understanding these types of projects 
eligible for federal-aid funds demonstrates the need for continuing to educate the 
public about ISTEA. 

PROJECTS UNDER FLEXIBLE FUNDING PROVISIONS 

Mr. Carr. What oversight does the FHWA perform regarding the 
approval of projects using the flexible funding provisions of ISTEA? 
[The information follows:] 

When a state wishes to utilize some of their flexible fiinds under the STP or 
CMAQ programs for transit purposes, FHWA's oversight responsibilities are quite 
concise. Essentially, upon application from the state, FHWA reviews the status of 
the state's available funds, and obligates those fands, and then informs both the 
state and the FTA of the transfer approval. At that point, the funds are under FTA 
stewardship processes, whereby the specific uses are monitored to assure that they 
coincide with law and regulation. 

In addition to funds that can be used flexibly between highway and transit 
projects, there is another class of "fexible" funds which are transportation enhance- 
ments. FHWA oversight for these type of projects is identical to that of other, more 
traditional projects. 

Mr. Carr. Given examples such as these, do you think the 
FHTWA oversight and approval process is adequate? 
[The information follows:] 

The joint FHWA-FTA oversight process for flexible funds has continued to func- 
tion effectively since its establishment in June 1992. States are assured all the flexi- 
bility of ftxnding usage provided under ISTEA, but equally, no state has been given 
permission to proceed with any project that is not eligible under law. 

The FHWA oversight for transportation enhancement projects has operated pro- 
ficiently as part of the standard oversight process. The examples cited above are le- 
gitimate projects and were properly permitted to proceed. 

TRANSPORTATION PLANNING REGULATIONS 

Mr. Carr. What impact will recent changes in federal transpor- 
tation planning regulations have on the use of ISTEA's flexibility 
of funds provisions and how will the Department of Transportation 
ensure that states and localities jointly cooperate in making the de- 
cisions required in these regulations? 

[The information follows:] 

The regulations will have a positive impact on ensuring that ISTEA's funding 
flexibility provisions are fully considered. The regulations emphasize the need for 
a metropolitan transportation planning process that considers all models, is carried 
out by the MPO in cooperation with the state and the transit operator, and results 
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in the development of financially constrained plans and programs. All agencies that 
operate transportation systems are to be involved in the transportation planning 
process. Further, the metropolitan planning process must be an open proactive proc- 
ess in which information is not only shared with all interested parties but all inter- 
ested parties are encouraged to participate in the process. This involvement by the 
public and other interested parties will help to ensure that all reasonable alter- 
natives are carefully considered. 

Where the need for a major highway or transit improvement is identified, there 
is a requirement for a major investment study (MIS) in which an appropriate range 
of transportation alternatives is analyzed before federal funds can be used to ad- 
vance a proposed major improvement. The range of alternatives to be studied would 
be determined cooperatively by the MPO, state, and transit operator. The MIS re- 
quirement should help to ensure that the flexible funding provisions are fully con- 
sidered for major investments. In transportation management areas (TMAs) that 
are nonattainment for carbon monoxide and/or ozone, projects that provide a signifi- 
cant increase in capacity for single occupant vehicles (SOV) must result from a con- 
gestion management systems. For projects subject to this provision, the regulations 
require that all reasonable travel demand management and operational manage- 
ment strategies be analyzed. Before the project can proceed, this analysis must dem- 
onstrate that such strategies cannot satisfy the need for additional capacity in the 
corridor. This will ensure that a full range of alternatives is considered before allow- 
ing federal funds to be used for an SOV project subject to this provision. 

In the statewide transportation planning process, methods to reduce motor vehicle 
travel, particularly SOV travel, must be specifically considered. In developing CMS 
strategies in both metropolitan and nonmetropolitan areas, consideration must be 
given to strategies that reduce SOV travel and improve existing transportation sys- 
tem efficiency. Both of these requirements will help to assure that consideration is 
given to alternatives to general purpose highway capacity improvements. 

In all metropolitan transportation planning areas, FHWA and FTA must jointly 
find that the transportation improvement programs are based on a metropolitan 
transportation planning process that meets the regulations including the require- 
ment that it be carried on cooperatively by the MPO, state, and transit operators. 
Additionally, in transportation management areas (TMAs), FHWA and FTA must 
jointly certify that the transportation planning process is being conducted in accord- 
ance with the regulations. These two requirements will help to ensure that there 
is a cooperative process involving the MPO, the state, and the transit operator. 

BRIDGES OVER NAVIGABLE WATERWAYS 

Mr. Carr. The U.S. Coast Guard maintains an appropriation ac- 
count called "Alteration of Bridges." In the past, it has been used 
to fund both highway and rail bridges over navigable waterways 
for which the Coast Guard has certain responsibilities. 

The House report accompanying the 1994 Transportation Appro- 
priations Act recommended that the Coast Guard continue to fund 
rail bridges through that account, but that highway bridges should 
be funded through the Federal Highway Administration. The 1995 
budget follows that proposal. 

How was this change coordinated between the FHWA and the 
Coast Guard? 

[The information follows:] 

Coordination was carried out between the U.S. DOT Office of the Secretary, the 
U.S. Coast Guard and the FHWA. Various options were examined for the funding 
of bridges that are unreasonable obstructions to navigation using FHWA's Highway 
Bridge Replacement and Rehabilitation Program funds, specifically the fiinds set 
aside for the discretionary bridge program. These were considered and discussed 
among the parties. 

Mr. Carr. What changes need to be made in the FHWA oper- 
ations to accommodate the new procedure? For instance, will 
bridges that constitute a hazard to navigation be given a higher 
priority now than they have previously? 

[The information follows:] 
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There is to be no change to FHWA operations by the proposed new procedure. The 
procedure calls for highway bridges determined unreasonable obstructions to navi- 
gation in accordance with the Truman-Hobbs Act to be funded from amounts set 
aside from the discretionary bridge program. Annual amounts required for the ob- 
structive highway bridges would be determined and those amounts included by fis- 
cal year in authorizing legislation. The total amount set aside by the 1991 ISTEA 
for all discretionary bridge projects is $60.5 million for fiscal year 1995, 1996 and 
1997. The portion of the funds authorized for obstructive bridges would be trans- 
ferred from the discretionary bridge program to the U.S. Coast Guard along with 
the responsibility for administering those funds and projects. Because funds and 
their administration would be transferred from the FHWA's discretionary program, 
the priority of projects would not be a discretionary bridge program issue. 

Mr. Carr. What will be the resolution if the Coast Guard wants 
to replace or rebuild a bridge because they regard it as a hazard 
to navigation, but the state involved does not regard the project as 
a high enough priority to warrant funding? 

[The information follows:] 

The U.S. Coast Guard has the responsibility and authority to remove unreason- 
able obstructions to navigation, but negotiations are carried out with bridge owners 
and accommodations made. A state's involvement in the decision on whether to fiind 
an obstructive bridge would be limited, because the funds are discretionary not ap- 
portioned bridge funds. 

Mr. Carr. Does the new procedure require any legislative 
changes, or can it be accomplished administratively? In the House 
of Representatives, which legislative committee has jurisdiction of 
the new approach, Merchant Marine and Fisheries or Public Works 
and Transportation? 

[The information follows:] 

The new procedure requires legislative change to make highway bridges that are 
unreasonable obstructions to navigation eligible for discretionary bridge program 
funds without regard to their eligibility under the Highway Bridge Replacement and 
Rehabilitation Program. Also, changes are required for the transfer of funds and 
their administration from the FHWA to the U.S. Coast Guard. The Merchant Ma- 
rine and Fisheries Committee's jurisdiction does not change. It continues to have 
jurisdiction over the bridges that are hazards to navigation. However, because a 
change in the use of the Federal Highway Trust Fund is involved, the I*ublic Works 
and Transportation Committee also has jurisdiction over the new source of funds. 

CRUMB RUBBER MODIFIED ASPHALT 

Mr. Carr. Last years' House report directed the FHWA to con- 
tract with the Transportation Research Board to study the safety, 
environmental, and recyclability issues of crumb rubber modified 
asphalt. What is the status of FHWA's compliance with this direc- 
tive? 

[The information follows:] 

We did not use TRB for the study of crumb rubber. We reviewed other research 
we had undertaken to perform the study and decided the TRB effort was not nec- 
essary or would be duplicative. 

FHWA has two activities underway to address the issues raised by the House. In 
the spirit of the suggestion to advance this research, we are in the process of award- 
ing a multi-year project to address long-term performance and recyclability. Award 
is anticipated June 1994. This $2 million + effort will develop engineering guidance 
on mix design, specifications, construction methods, and recycling for crumb rubber 
modified asphalt. Thirty-three States are participating in this pooled fiind study ef- 
fort. This work should address the technical issues raised by the House. 

To address the environmental and worker safety issues, we are developing, with 
EPA and NIOSH technical assistance, a program for sampling and testing emissions 
on projects in several States this coming construction season. These efforts should 
meet tiie intent of using multi-disciplined participation and provide accelerated re- 
sults. 
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CONGESTION PRICING 

Mr. Carr. a recent article in the Transportation Research 
Board's News publication referenced a paper prepared by Kiran 
Bhatt and presented at a symposium on congestion pricing spon- 
sored by the TRB. Bhatt's paper was titled "Congestion Pricing In 
Metropolitan Washington Region." 

Following are some of the major points raised in Bhatt's paper: 
Travel for the greater Washington, D.C. area is projected to grow 
by 52 percent by 2010, whereas highway capacity is projected to in- 
crease by only 14 percent; daily commute trips are anticipated to 
grow from 4.0 million to 5.7 million with three-quarters of the 
growth occurring in the suburbs; weekday vehicle miles traveled 
are expected to increase from 97 million to 147 million, again with 
most of the growth in the suburbs. 

Bhatt's recommended solution is a region-wide congestion pricing 
proposal. He estimates that such a plan could reduce peak period 
VMT by 10 to 25 percent and improve average round-trip travel 
times by 10 to 15 minutes. Both estimates are based on an average 
of 10 miles per commute and a charge of 15 cents per mile. He fur- 
ther estimates that such a plan would cost $80 to $160 million an- 
nually to operate and would generate $1 to $1.7 billion in revenues. 

How does the Federal Highway Administration assess the posi- 
tive and negative aspects of such a proposal? 

[The information follows:] 

We believe that Mr. Bhatt's paper makes the very positive contribution of bring- 
ing congestion pricing to the table as a possible solution to congestion problems in 
Washington, D.C, and other metropolitan areas in the U.S. We also recognize, how- 
ever, that there are a number of implementation considerations that must be taken 
into account before congestion pricing can be moved from the conceptual state to the 
realm of political reality. Mr. Bhatt's paper mentions several of these considerations, 
including problems of spillover traffic, legal impediments in a multi-jurisdictional 
area like Washington, D.C, and the need to deal with concerns about impacts on 
business and low income travelers. We believe that if the potential efficiency advan- 
tages of congestion pricing are to be realized, the concept must be introduced gradu- 
ally as part of a process that includes substantial public participation in the plan- 
ning, design, and evaluation of potential pricing alternatives. Rather than being im- 
posed, congestion pricing must be proposed and the public must be convinced of its 
long-term benefits. This means that the objectives or prospective projects must be 
clearly stated, alternative pricing strategies must be defined and evaluated, the role 
of different governmental and private agencies in project development must be de- 
termined, and groups or individuals likely to be affected by the project must be 
sought out and brought into the process of project development. Involvement of local 
decisionmakers, interest groups, and the general public is critical to project success. 

CONGESTION PRICING ACTIVITIES 

Mr. Carr. What current activity — both research and oper- 
ational — is the FHWA conducting on congestion pricing? 
[The information follows:] 

Over the past two years, the Department of Transportation has undertaken a 
number of activities designed to generate interest in, and discussion of, issues relat- 
ed to congestion pricing and other market-based solutions to transportation prob- 
lems. Two FHWA/Federal Transit Adminstration (FTA)-sponsored symposiums in 
1991 and 1992 focused on congestion pricing implementation issues. The results of 
these outreach efforts have been published by FHWA and disseminated widely. The 
FHWA and FTA have also sponsored a comprehensive examination of congestion 
pricing by the National Academy of Sciences (NAS). This study effort, being con- 
ducted by a multidisciplinary committee under the chairmanship of Professor Mar- 
tin Wachs of UCLA, included a national symposium on congestion pricing held in 
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June 1993. The committee's final report will be published as a special NAS report 
on congestion pricing in the spring of 1994. Efforts to stimulate discussion of conges- 
tion pricing issues, and particularly to bring into these discussions state and local 
political leaders who will have to be in the forefront of any successful implementa- 
tion effort, are an important part of the DOT's response to the Congressional direc- 
tive to solicit participation by state and local governments in congestion pricing pilot 
projects. 

Another major aspect of the DOT's promotional efforts has been through the Fed- 
eral Register process. The FHWA has issued three Federal Register Notices on the 
Congestion Pricing Pilot Program. The first (May 29, 1992) presented general infor- 
mation about the program and solicited public comment on a number of implemen- 
tation issues. The second notice (November 24, 1992) discussed the public com- 
ments, presented program guidelines and selection criteria, and opened a two-month 
solicitation period. The third notice (June 16, 1993) summarized the response to the 
initial soHcitation, announced the selection of the first pilot project (San Francisco- 
Oakland Bay Bridge), and extended the solicitation period through October 14, 
1993. An interagency review group has been formed to assist FHWA in evaluating 
proposals and in carrying out other program implementation activities. This group 
consists of representatives from several FHWA offices, FTA, the Office of the Sec- 
retary of Transportation, Environmental Protection Agency, and the Department of 
Energy. 

In addition to these efforts, FHWA has worked closely with the California Depart- 
ment of Transportation (Caltrans) and the Metropolitan Transportation Commission 
to develop a cooperative agreement to implement the Bay Briage congestion pricing 
project. The FHWA will continue to be closely involved with the project as it pro- 
ceeds from the development of a pricing strategy through pricing implementation. 
Approval of the California State legislature will be required before the pricing strat- 
egy can be implemented. 

The FHWA is also co-sponsoring studies and surveys in order to develop and pro- 
vide further information and guidelines on market-based mechanisms to states and 
air-quality nonattainment areas. These include: FHWA's co-sponsorship, with sev- 
eral California transportation and air-quality agencies, of a major examination of 
the use of market-based mechanisms, including congestion pricing, in meeting air- 
qualitv goals; and FHWA's co-sponsorship, with FTA and EPA, of a survey of cur- 
rent thought and practice in the use of market-based mechanisms to be undertaken 
as part of the National Association of Regional Councils' Clean Air Project. The sur- 
vey paper vidll serve as a general guide to pricing. In addition, FHWA, FTA, and 
Caltrans are jointly funding a project designed to monitor and evaluate the effects 
of the pricing of privately-funded new express lanes on SR 91 in California. Also, 
FHWA is having a contractor prepare a congestion pricing project guidebook de- 
signed to introduce congestion pricing concepts and implementation issues to state 
and local governments. The guidebook will be a working document that will be fur- 
ther developed as more experience is gained with the pilot program. We expect to 
be able to distribute an interim guidebook to state and local governments and other 
interested parties during the month of April 1994. 

CONGESTION PRICING LEGAL IMPEDIMENTS 

Mr. Carr. What do you envision as the major legal impediments 
to implementation of congestion pricing proposals? 
[The information follows:] 

Because congestion pricing involves setting variable prices for the use of high- 
ways, legal authority is needed to impose and vary highway tolls. The multiplicity 
of jurisdictional boundaries found in most urban areas may lead to a number of 
legal impediments. Legal responsibility for traffic operations, safety, and toll policy 
may each come under the jurisdiction of different public agencies. Private agencies 
may also have responsibilities for determining toll levels or for toll collection. State, 
local, and federal laws and regulations may all have control over some aspect of the 
proposed pricing project. Tolling may be allowed under federal law, but state or local 
authority for levying tolls may be lacking. Or, there may be existing authority for 
levying tolls, but no authority for varying toll levels according to time of day or level 
of congestion. Toll enforcement authority may be held by a different organization 
than the authority to levy the toll. In many locations, the ability to use automated 
means of toll enforcement is limited by the lack of authority to impose fines on the 
vehicle owner. Legal restrictions at the federal level that have been cited as limiting 
the application of congestion pricing include the inability to levy tolls on the Inter- 
state system and federal restrictions on the use of revenues generated by congestion 
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pricing. However, we believe that citizen opposition to congestion pricing is a more 
important factor in limiting the implementation of congestion pricing projects. 

CONGESTION PRICING OUTREACH PROGRAM 

Mr. Carr. Resistance from the driving public is often cited as an- 
other barrier to successful implementation of congestion pricing 
plans. Does the FHWA have any outreach or information programs 
designed to educate the public on the whole spectrum of congestion 
pricing issues? 

[The information follows:] 

We believe that public outreach programs must be a central element of any pro- 
gram to implement congestion pricing. For this reason, we are ensuring that the 
San Francisco-Oakland Bay Bridge project we have selected for participation in the 
Congestion Pricing Pilot Program is putting considerable emphasis on this impor- 
tant aspect of the implementation process. Our efforts to encourage participation by 
other cities will continue to emphasize the need for locally-based public outreacli 
and information programs. At the national level, we have undertaken a number of 
activities designed to generate interest in, and discussion of, issues related to con- 
gestion pricing and other market-based solutions to transportation problems. We 
have sponsored public symposiums to provide a forum for discussion of congestion 
pricing issues by transportation leaders and public officials from Federal, State, and 
local governments. The results of these discussions have been published by FHWA 
and disseminated widely. 

STRATEGIC HIGHWAY RESEARCH PROGRAM 

Mr. Carr. At the Pacific Rim TransTech Conference held last 
year, the Administrator touted the products of the Strategic High- 
way Research Program as being in the vanguard of the coming rev- 
olution in transportation technology. 

At the same conference, FHWA Executive Director E. Dean 
Carlson made the following predictions for 10 years from now: A 
majority of states will be using most of SHRP's products; traffic 
data will be complete and accurate; automatic vehicle identification 
will be widespread; hundreds of millions of dollars will be saved by 
extending pavement life and durability. 

However, Thomas Deen, the Executive Director of the Transpor- 
tation Research Board, and Francis Francois, the Executive Direc- 
tor of AASHTO, both expressed some reservations. Deen cited the 
private sector as the weak link in seeing more widespread use of 
SHRP products. Francois noted that the 200,000 state DOT em- 
ployees need to be convinced of the value of SHRP products. 

Does the FHWA agree with the observations of both Deen and 
Francois? 

[The information follows:] 

Certainly the remarks made by Mr. Deen and Mr. Francois are valid concerns fac- 
ing the implementation of the SHRP products. However, the FHWA lead SHRP im- 
plementation effort is structured to address these and other concerns through a 
strong public/private sector partnership. The partnership process is described in 
"Implementation Plan — Strategic Highway Research Program Products". This proc- 
ess involves a wide cross section of top management and mid-level managers and 
technical experts from the states, industry and academia. By obtaining the early 
input from tlie states and industry and with their cooperation, we still believe that 
"10 years from now" the SHRP products will show a return on the investment dol- 
lar. 

Mr. Carr. How many of the products identified in SHRP re- 
search are being routinely used by state departments of transpor- 
tation? 
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[The information follows:] 

At this stage of the implementation process, we would not expect routine use of 
many of the products. The showcase contracts are just now coming on board where 
the products will be presented around the country in a formal, organized fashion. 
It is difficult to expect routine use without having this formal delivery mechanism 
and a reasonable period for evaluation. 

We have made major inroads in the work zone safety equipment with over 30 
states routinely using one or more of the eleven devices. In the asphalt area, over 
25 more states have received equipment and will be trial running the new specifica- 
tions in actual construction contracts this year. Additionally, 15 states are evaluat- 
ing the new "anti-ice" technology for prevention of ice buildup on our roadways. 
Overall, we probably have approximately 200 evaluations of products ongoing at this 
time by the states. 

Mr. Carr. What is the level of readiness of those products not 
yet in use? 

[The information follows:] 

The products range in complexity — from the simple to the very detailed. The as- 
phalt program is ready for trial use. There is great need for the states and industry 
to understand the many facets of the program and estabUsh a "comfort" level. We 
anticipate gradual acceptance of the asphalt products with a target of 1998-2000 
for potential widespread use. 

In the concrete and structures area, we will need 2-3 years of education and field 
evaluation to determine final applicability of these products. We expect 2 more years 
of evaluation on our snow and ice products. AASHTO has established a 2 year time 
frame for their provisional specifications before requiring a final vote for adoption. 

It must be remembered that the level of readiness of the SHRP products is not 
only a function of the research but of the potential user. The user must dedicate 
the time, efibrt, and resources to evaluate the product. Additionally, certain factors 
must be conducive to use — a problem at hand, a need for better performance, dollars 
to be saved, accidents to be prevented, etc. These are all very local decisions. 

Mr. Carr. For the products not ready for use, what criteria has 
FHWA established for deciding which products merit additional ex- 
penditures for implementation, and for setting priorities for fund- 
ing and scheduling these activities? 

[The information follows:] 

Our technical working groups — a blend of industry, state, and federal engineers — 
help us determine that a product requires additional research. Internally within 
FHWA, we surface these needs through various research and technology committees 
for prioritization. Generally, SHRP activities are considered priority and have been 
reflected in our expenditures, especially in the asphalt area. We also have a mecha- 
nism to surface additional research through our National Cooperative Highway Re- 
search Program (NCHRP) efforts. Currently, a study is underway that is collecting 
all the foUowup research that may be required and will prioritize them for consider- 
ation. 

Mr. Carr. What amount of time and funding will be necessary 
to get the products deemed feasible for further development ready 
for routine use by state departments of transportation? 

[The information follows:] 

We would think that to continue on with the high priority areas of SHRP — as- 
phalt and high performance concrete specifically — we may need additional funding 
through the year 2000 of possibly $2-4 million for fiscal year 1998 and fiscal year 
1999. We would believe the funding provided in ISTEA should be sufficient for the 
task through fiscal year 1997. 

SHRP RESEARCH STUDIES 

Mr. Carr. Is additional research needed to complete SHRP prod- 
ucts other than those in the long-term pavement program? 
[The information follows:] 
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Yes, additional research is needed for those products that as part of the SHRP 
research were placed on inservice highways across the United States. These studies 
include: 1 — Analysis of the performance of the preventative pavement maintenance 
treatments; 2 — evaluation of the innovative pavement maintenance materials; 3 — 
evaluation of treated bridge decks, and 4 — evaluation of concrete durability and al- 
kali-silica reactivity. 

Additionally, a major study will be undertaken for the refinement of the pavement 
performance prediction models used in the SUPERPAVE asphalt design system. 

SHRP IMPLEMENTATION AND LONG-TERM PAVEMENT PERFORMANCE 

Mr. Carr. For the $108 million authorized in ISTEA for the 
SHRP implementation and the long-term pavement performance 
program, what amounts has FHWA allocated to these two pro- 
grams and what are the planned allocations for the duration of 
ISTEA? 

[The information follows:] 

ISTEA provided $12 million in fiscal year 1992, $16 million in fiscal year 1993 
and $20 million in fiscal years 1994, 1995, 1996 and 1997 for a total of $108 million. 
The allocation is: 

STRATEGIC HIGHWAY RESEARCH PROGRAM 
[Dollar amounts in millions] 
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VALUE ENGINEERING 

Mr. Carr. Last year, the Federal Highway Administration issued 
a report to Congress pursuant to section 1091 of ISTEA entitled 
"Value Engineering on Federal Aid Projects." The report concludes 
the following: during the past four years, 1,543 VE studies have re- 
sulted in $615 million in savings; only seven states have active VE 
programs; 18 states have inactive VE programs; 27 states have lim- 
ited VE programs. 

States that have a limited or inactive VE program cite factors 
such as "low priority or acceptance by top management, resistance 
to changing the development process to include VE, and a lack of 
understanding of what VE does," as the major stumbling blocks to 
greater utilization. 

Could those observations be made about the way the Federal 
Highway Administration regards value engineering? 

[The information follows:] 

Top management officials at FHWA are fully committed to the value engineering 
(VE) process and are pursuing options to increase the use of VE by all states. 

Mr. Carr. What is the FHWA doing to increase the states' use 
of value engineering? 

[The information follows:] 

As discussed in our 1993 VE Report to Congress, FHWA has concluded that a VE 
regulation is necessary before it can require all states to establish VE programs. 
The FHWA is in the process of developing, through the rule making process, a VE 
regulation that will require all states to establish VE programs. 

Mr. Carr. Why hasn't the FHWA made VE mandatory by the 
States? 
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[The information follows:] 

In the past, FHWA has opposed a Federal mandate requiring VE. The FHWA's 
VE policy was based on the classic state/federal working relationship and requiring 
states to use VE analysis on federal-aid projects would not be in the best interest 
of FHWA or the states. Instead, this policy recognized VE as a management tool, 
and as such, the States were afforded the flexibility to voluntarily apply and endorse 
the concept. 

The FHWA has since concluded, based on its VE study used to prepare its 1993 
VE Report to Congress, that a VE regulation is needed in order to give the FHWA 
the authority it needs to improve the overall effectiveness of its VE program. This 
VE regulation would address methods to require states to maintain VE programs 
without specifically mandating project/program requirements. 

Mr. Carr. Who plays the major role regarding VE? Is it FHWA 
or AASHTO? 
[The information follows:] 

Both FHWA and AASHTO, because of their state/federal partnership roles, have 
a major role in implementing VE programs in all state highway agencies. AASHTO 
already has an VE policy encouraging the use of VE. By developing a VE regulation 
through the federal rule-making process, FHWA will assure AASHTO that it will 
have a significant input into the development of FHWA's VE regulation. In addition, 
FHWA will continue to actively promote the application of VE through education, 
encouragement, and providing technical assistance to a state wishing to establish 
self-sufiicient VE programs. 

FHWA ORGANIZATION AND STAFFING TASK FORCE 

Mr. Carr. In April 1993, the Executive Director of the Federal 
Highway Administration established a task force to conduct an 
agency-wide staffing and organization review. The mission of the 
task force was to provide top management with alternative organi- 
zational frameworks and staffing allocations. This task force was 
scheduled to have completed its work by this spring. 

What are the results of the task force assessment? What changes 
have been or will be made in organizational alignments or staffing 
based on the results of the task force? 

[The information follows:] 

The work of the FHWA Organization and Staffing Review Task Force is scheduled 
to be completed in April. At this time, it is anticipated that the product of the re- 
view will be a set of alternative staffing alignments to meet the agency's mission 
requirements for fiscal year 1996 and beyond. The Task Force has been directed to 
include a wide range of options, along with an analysis of their potential implica- 
tions, for consideration by management. 

Mr. Carr. The scope of the organizational review was limited be- 
cause it was assumed that there would be a field presence in every 
state and no regional office closures were considered. Why were 
such limitations placed on the review? 

[The information follows:] 

The direction given to the task force, that there would be an FHWA presence in 
every state reflects a fundamental belief that the nature and success of the federal- 
aid highway program require it. The oversight and assistance activities of the high- 
way improvement and motor carrier safety programs are carried out in an atmos- 
phere of partnership and cooperation which can only be done face to face in the con- 
text of a continuing relationship. 

During the course of the staffing review, the task force was directed to consider 
and analyze consolidation of functions and offices at the regional level. As a result 
of this clarification, the staffing alternatives presented to management will include 
changes from the existing regional alignment. 
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PROPOSED SURFACE TRANSPORTATION ADMINISTRATION 

Mr. Carr. The review was also limited by stating that the cre- 
ation of a Surface Transportation Administration, recommended by 
the National Academy of Public Administration was beyond its 
scope. Has such an organizational change been studied elsewhere 
in the Department of Transportation? 

[The information follows:] 

The primary objective of the FHWA organization and staffing review is to analyze 
alternative approaches for allocating staffing to meet the future responsibilities of 
the agency. While internal organizational impacts and alternatives are certainly 
germane to the analysis, it was not the purpose of the review to examine possible 
organizational changes beyond the current boundaries of FHWA. To the best of our 
knowledge, there has been no further study of a Surface Transportation Administra- 
tion since that done by the National Academy of Public Administration. 

LIFE CYCLE COST ANALYSIS 

Mr. Carr. The President's recent Executive Order on "Principles 
for Federal Infrastructure Investments" reinforces the concept pre- 
sented in ISTEA that life-cycle costs should be considered in the 
design and engineering of bridges, tunnels and pavements. 

Specifically, the Executive Order states that in making infra- 
structure investment decisions, benefits and costs should be sys- 
tematically analyzed and that they should be measured and dis- 
counted over the full life-cycle of each project. 

At a December 1993 Federal Highway Administration sympo- 
sium on life-cycle cost, the results of a recent American Association 
of State Highway and Transportation Officials survey of State prac- 
tice were presented. Of the 38 states responding to the survey, only 
27 indicated that they used life-cycle cost analysis in making high- 
way decisions. 

Last year, in a response to a question, FHWA indicated that 
states are required to perform a life-cycle cost analysis of alternate 
designs for new and reconstructed pavements and major rehabilita- 
tion projects. In your opinion, how many states are not in compli- 
ance with these federal requirements? 

[The information follows:] 

The AASHTO survey is the most recent information on state highway agencies 
that are using life cycle cost analysis in highway decision making. The survey indi- 
cates that approximately 70 percent of the states regularly use life cycle cost analy- 
sis. 

Mr. Carr. What guidance does FHWA provide states on the 
analysis they must perform in order to meet the requirements? 
[The information follows:] 

With the advent of ISTEA and the resultant Management System Regulations 
FHWA has been working closely with AASHTO to better define life cycle cost analy- 
sis and develop supporting guidance. Recent efforts include the AASHTO svu^ey of 
the states on their use of life cycle cost analysis and the December 1993 jointly 
sponsored FHWA/AASHTO symposium on life cycle costing. The primary objective 
of both these efforts was to expand our knowledge of the state-of-the-artypractice in 
this area, in order to better provide guidance on the life cycle cost analysis. 

Sjonposium proceedings are being developed, which will provide guidance to the 
FHWA, state and local governments, and private entities on the application of life 
cycle cost analysis. Areas where further research or technical assistance are re- 
quired are also being identified. The FHWA is also examining the training and re- 
search needs to implement life cycle cost analysis. 
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Mr. Carr. How does FHWA review and monitor state analysis 
practices? 

[The information follows:] 

As we implement the Executive Order and the ISTEA provisions, life cycle cost 
analysis procedures are reviewed as part of the process reviews made of the applica- 
ble state's procedures. 

Mr. Carr. As a result of performing life-cycle cost analysis, do 
you believe more states will design pavements to last longer than 
the traditional 20-year life in highly trafficked areas? 

[The information follows:] 

The FHWA is currently preparing an interim life cycle cost analysis policy state- 
ment that will promote life cycle cost analysis that are not constrained by the tradi- 
tional 20-year decision period. There is a trend towards using longer design periods, 
especially for major routes, which v/e expect to continue. 

ENFORCEMENT OF OUT-OF-SERVICE ORDERS 

Mr. Carr. A recent audit conducted by the Inspector General's 
Office found serious deficiencies in FHWA's monitoring of state en- 
forcement of out-of-service violations. The Inspector General found 
that six of the eight states included in the audit issued fines in 
fewer than half of the cases in which a vehicle or driver was placed 
out-of-service. 

When citations were issued, they were not issued for all the safe- 
ty violations identified during the inspection. In Texas, only 18 per- 
cent of vehicles or drivers with out-of-service defects were fined; 
and only 53 percent of all identified out-of-service defects received 
citations. At the other end of the spectrum was Utah, where 84 
percent of vehicles or drivers with out-of-service defects were fined 
and 94 percent of all identified out-of-service defects received cita- 
tions. 

One intended benefit of penalties for out-of-service defects is to 
deter future safety violations. Is any deterrent effect achieved when 
motor carriers are not fined for safety violations? 

[The information follows:] 

The primary focus of FHWA's motor carrier safety program is to prevent the con- 
tinued operation of unsafe drivers and vehicles. To place a driver or vehicle out-of- 
service is an extremely serious sanction, with considerable economic consequences 
for the motor carrier. Pickup and delivery schedules are adversely affected, and re- 
quired roadside repairs are usually performed at premium rates. Further, out-of- 
service violations may affect a carrier's safety rating and probability of being se- 
lected for a compliance review. Under these circumstances, it is unclear whether ad- 
ditional monetary penalties would have any further deterrent effect. 

The FHWA, however, beheves that the judiciary understands the importance they 
play in supporting the commercial vehicle safety program. Accordingly, we have ini- 
tiated a JudiciaL^xecutive Branch outreach program to train judges and prosecu- 
tors. We will also continue to encourage uniformity among the States on their in- 
spection and verification program during our peer reviews. 

Mr. Carr. How do you explain the inconsistent issuance of fines 
by the states for mechanical or loading defects that are so severe 
that the vehicle is to be taken off the road immediately? 

[The information follows:] 

Many states have had commercial motor vehicle enforcement programs in place 
for years, predating the MCSAP. The states including their legislative, enforcement, 
and judicial branches have their own penalty schedules that are not necessarily 
similar to those of surrounding states. Even at the county level within the same 
state, penalties may not be uniformly imposed for identical offenses. In addition, the 
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decision to issue citations is commonly left to the officer on the scene, possibly re- 
sulting in inconsistencies. 

The FHWA, however, is very concerned with issues of uniformity and will encour- 
age consistent enforcement. We will initiate a peer review process to evaluate and 
improve state inspection programs and obtain uniformity. Also, the Judicial/Execu- 
tive outreach program has as its focal point the training of state and local judiciary 
on the importance of appropriate fines to support the commercial vehicle inspection 
program, as well as the adoption by the states of the CVSA maximum fine schedule. 

GUIDANCE TO STATES ON OUT-OF-SERVICE ENFORCEMENT 

Mr. Carr. Does the FHWA have a poHcy to provide guidance to 
states concerning the issuance of fines or citations when a vehicle 
or driver is placed out-of-service? 

[The information follows:] 

Yes, the FHWA encourages the states to issue effective fines and penalties that 
promote compliance and serve as a deterrent to unsafe practices. We have developed 
training materials, and have begun to pilot this training to judges on the impor- 
tance of appropriate fines to support the commercial vehicle inspection program. We 
also encourage the states to adopt the CVSA maximum fine schedule and require 
them to provide information on their fines and penalties in their annual grant appli- 
cations. However, "pay tickets" are only one of several sanctions that a State may 
impose as a deterrent to future noncompliance. For example, state compliance re- 
views resulting from excessive out-of-service rates can affect a motor carrier's safety 
rating. Further, there are serious consequences for motor carriers when placing 
drivers or vehicles out-of-service, including disruption of pickup and delivery sched- 
ules, and the high cost of obtaining the required roadside repairs. 

The FHWA is continuing to work with the states to ensure effective, uniform 
treatment of motor carriers and drivers in enforcement actions. 

COMMERCIAL VEHICLE SAFETY ALLIANCE FINE SCHEDULE 

Mr. Carr. The 1991 Motor Carrier Safety Act provides that 
states implement into law and practice the recommended fine 
schedule published by the Commercial Vehicle Safety Alliance — 
CVSA — to the maximum extent practicable. The Committee under- 
stands that only three states have adopted the CVSA recommended 
fine schedule. 

What incentives has the Office of Motor Carriers put into place 
to encourage states to adopt and implement this schedule? 

[The information follows:] 

The CVSA fine schedule is intended for use by state enforcement agencies as they 
recommend to their judiciaries and legislatures the maximum levels of fines that 
should be considered when charges are brought for out-of-service violations. It is in- 
tended to enhance enforcement uniformity among the states and to serve as guide- 
lines to those jurisdictions with no current consistent or conforming penalty struc- 
ture. In the states' MCSAP annual grant applications, they report on their fines and 
penalties and on the status of adoption of the CVSA maximum fine schedule. 

To further encourage adoption, the FHWA is ciurently working with state person- 
nel on the Judicial/Executive outreach project, and will support pilot training activi- 
ties this fiscal year. The primary mission of this project is education of legislative, 
judicial, and law enforcement groups in all States, emphasizing the adoption of the 
CVSA maximum fine schedule. After these initiatives have been implemented, we 
will assess their success in meeting the requirements of the statute, and will decide 
whether additional measures are warranted. 

VERIFICATION OF DEFECT REPAIRS 

Mr. Carr. Over the years, this Committee has urged the Office 
of Motor Carriers to increase its efforts to ensure that drivers do 
not continue to operate defective vehicles when they are placed out- 
of-service in roadside inspections. 
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However, the Inspector General's Office found in its recent audit 
that state inspectors allowed vehicles and drivers to leave inspec- 
tion sites before out-of-service safety violations were corrected, and 
did not consistently place motor carriers out-of-service when war- 
ranted. Inspectors also did not make effective use of on-site 
reinspections and carrier self-certifications. Consequently, vehicles 
with safety defects were allowed to return to highways, thereby in- 
creasing the risk of accidents. 

FHWA policy provides that vehicles be marked "out-of-service" 
and not operated until all out-of-service deficiencies are corrected. 
What changes will you make to ensure that this policy is actually 
implemented by states? 

[The information follows:] 

Before returning to service, motor carriers are required to make sufficient repairs 
so that the vehicle no longer meets the out-of-service criteria. Verification of these 
repairs is critical to the effectiveness of our motor carrier safety programs. We share 
the concerns that some drivers are violating out-of-service orders and are returning 
to the highway with unsafe vehicles. 

While the states have a number of programs and initiatives underway, we will 
take a "fresh look" at this issue to evaluate what more needs to be done. For exam- 
ple, we would like representatives from several States to conduct a peer review of 
the states' programs in this area and identify 'Tbest practices" that can be shared 
with other states. The states' peer review group would also be asked to look at the 
possibility of withholding funds from those States that are not fulfilling the out-of- 
service verification requirement of MCSAP. In the longer term, we are also explor- 
ing a number of IVHS technologies and data systems that can be used to track and 
monitor out-of-service vehicles. The new CDL rule making violations of out-of-serv- 
ice orders a CDL disqualifying offense will strengthen verification activities. 

This is a critical issue and we have assigned a very high priority on the develop- 
ment of a comprehensive approach to effective enforcement strategies on out-of-serv- 
ice verification. 

IDENTIFYING OUT-OF-SERVICE VIOLATIONS 

Mr. Carr. The Inspector General also found that some state en- 
forcement plans did not provide for the conduct of covert operations 
to detect out-of-service violations even though this is required by 
FHWA regulations and the plans are reviewed by FHWA regional 
staff. Does the Office of Motor Carriers agree that covert surveil- 
lance operations are effective in identifying out-of-service viola- 
tions? 

[The information follows:] 

While covert activity are effective in identifying out-of-service violations, they may 
not be efficient unless the state has a significant problem. In those states, covert 
activities may serve as an additional deterrent to carriers violating out-of-service 
orders. 

While we expect to have more complete data for fiscal year 1994, our limited data 
for 1993 indicate that 2.5 percent of vehicles observed at the beginning of the covert 
operations were still in violation after being rechecked. 

The opinion of many of our state partners is that their particular states do not 
have a problem and that the funding used to conduct covert activities could be of 
a better benefit by conducting more inspections and out-of-service verification activi- 
ties rather than covert surveillance. We also found that many states spent numer- 
ous hours on covert surveillance with no results. 

Instead of requiring every state to conduct some type of covert activity, it may 
be a more effective policy to require only those states that have significant problems 
with out-of-service order violations to conduct covert activity. 

We will review the data collected from the activities conducted by the states in 
fiscal year 1994 and make a more conclusive determination. We propose to estabUsh 
a state represented peer review group to identify out-of-service 'Tbest practices" that 
can be shared among states. In addition, we are looking at a number of methods 
to improve compliance that may be more cost-effective than the use of covert oper- 
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ations. The covert out-of-service verification, as well as new IVHS technologies, are 
two examples we are exploring. 

Mr. Carr. What has proven to be the most effective procedure for 
catching violators of out-of-service orders? 
[The information follows:] 

While the most effective procedure for ensuring compliance with out-of-service or- 
ders is reinspection by an enforcement official, this is not always possible or cost 
effective. About one-fourth of vehicles placed out-of-service are reinspected before 
they return to the highway. 

We are working with the states to develop new and innovative activities to ensure 
compliance with out-of-service orders. We are also testing new IVHS technologies 
to support the state's verification activities. Several states report that they find in- 
spection site verifications and surprise visits to the carriers within the states that 
do not return the certified inspection form to be effective. 

While the states have a number of programs and initiatives underway, we will 
take a "fresh look" at this issue to evaluate what more needs to be done. As a first 
step, we would like representatives from several States to conduct a peer review of 
the states' programs in this area and identify "best practices" that can be shared 
with other states. 

Mr. Carr. Has the Office of Motor Carriers ever denied funding 
to a state due to poor enforcement of out-of-service orders? 
[The information follows:] 

To date no funding has been denied any state for failing to enforce out-of-service 
order violations. 

The FHWA believes that out-of-service verification is a critical issue and places 
high priority to development of a plan to address this issue. Currently, we are work- 
ing with the states to develop, test and evaluate effective strategies and technologies 
to ensure effective and efficient enforcement of out-of-service order violations. We 
also propose to establish a group of representatives from several states to conduct 
a peer review of the states' programs in this area and identify "best practices" that 
can be shared with other states. This group will also look at the possibility of with- 
holding funds from those states that are not fulfilling the out-of-service verification 
requirement of MCSAP. 

CERTIFICATION OF DEFECT REPAIRS 

Mr. Carr. When a vehicle or driver is placed out-of-service, the 
motor carrier must certify that the defects are corrected. However, 
many carriers fail to submit the correction certifications. What are 
the practical problems that States encounter with the self-certifi- 
cation process? 

[The information follows:] 

We require motor carriers to return to the issuing agency inspection forms, within 
15 days, certifying that the repairs were made. As part of MCSAP, the states main- 
tain tracking systems to ensure that this is done. In light of all the requirements 
in the MCSAP placed on the state from ISTEA and due to other operational 
changes, foUowup on this requirement has not been a top priority. 

Moreover, we are concerned that a significant amount of resources could be shift- 
ed away from doing inspections (and identifying vehicles and drivers that should be 
placed out of service) to chasing paperwork from motor carriers who did repairs, but 
did not send the certification to the state. Carrier-reported compliance data is gen- 
erally not as reliable as other sources. This is similar to the carrier accident report- 
ing forms (SOT and SOB) which were recently eliminated because they were ineffec- 
tive. We believe that the states' and our limited resources should be directed at 
those carriers who are the highest risk and those with identified out-of-service viola- 
tions. 

Over the next year, we will begin to work with the states and the motor carrier 
industry to identify problems and opportunities to improve or replace these verifica- 
tion systems. 
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MOTOR CARRIER SAFETY COMPLIANCE REVIEWS 

Mr. Carr. Does the Office of Motor Carriers target for safety 
compliance reviews those motor carriers who have out-of-service 
violations but fail to certify that they have been corrected? 

[The information follows:! 

Yes, the Office of Motor Carriers targets for safety compliance reviews those 
motor carriers which have out-of-service violations whether or not they certify that 
the violations were corrected. 

PENALITIES FOR FALSE CERTIFICATIONS ON DEFECT REPAIRS 

Mr. Carr. Is there a problem with motor carriers who falsely cer- 
tify that out-of-service defects have been corrected and, if so, do you 
think should there be penalties for such false certifications? 

[The information follows:] 

We do not have any information which would lead us to believe that there is a 
problem with motor carriers falsely certifying that out-of-service defects have been 
corrected. The current penalty amount is $10,000 for this violation. 

However, we are addressing the problem of verification of compliance of out-of- 
service orders as part of a peer review process. Additionally, we target motor car- 
riers who have vehicles or drivers placed out-of-service whether or not the carriers 
certify. 

RULEMAKING ON PENALTIES FOR OUT-OF-SERVICE NONCOMPLIANCE 

Mr. Carr. ISTEA directed FHWA to issue final regulations by 
December 1992 to establish sanctions for drivers who disregard 
out-of-service orders. A notice of proposed rulemaking was not is- 
sued until January 15, 1993, 11 months after the deadline. 

When will the FHWA issue a final rule to implement this re- 
quirement and what are the reasons for the substantial delay? 

[The information follows:] 

The FHWA expects to publish the final rule in the Federal Register this spring. 
The FHWA needed to resolve technical issues concerning references to the Commer- 
cial Vehicle Safety Alliance out-of-service criteria in the rulemaking. 

Mr. Carr. The notice of proposed rulemaking concerning pen- 
alties for violations of out-of-service orders indicated that the 
FHWA would require state compliance with the proposed rule no 
earlier than October 1, 1995, which would be nearly three years 
after Congress mandated that a rule be promulgated. What was 
the justification for proposing such an ambiguous and delayed com- 
pliance date? 

[The information follows:] 

State legislation and procedures must be revised to incorporate new requirements 
into existing systems. The FHWA extended the deadline for achieving substantial 
compliance with the CDL program to October 1, 1996, to allow three years for state 
compliance. This time period is also consistent with the federal preemption guide- 
lines outlined in Motor Carrier Safety Assistance Program regulations. In the in- 
terim, we will assist states in developing appropriate legislation. Reviews of the 
states' compliance status will be conducted to identify those states that are not or 
are having difficulty coming into compliance with the Congressionally mandated 
items. 

Mr. Carr. Which states have the most severe problems with vio- 
lations of out-of-service orders? 
[The information follows:] 

Due to the limited data collected for the states' first year of covert activities we 
cannot yet determine which states have the most severe problems. 
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We propose to have a group of state representatives assembled to address the out- 
of-service verification program to also look at the data collected to determine those 
states with a severe problem. 

MOTOR CARRIER SAFETY FITNESS REVIEWS 

Mr. Carr. The 1993 Annual Report for the Office of Motor Car- 
riers indicates that only about half of the 275,000 motor carriers 
regulated by FHWA have received safety fitness ratings, and that 
the sheer number of carriers, including 20,000 new entrants each 
year, precludes each and every carrier from getting an FHWA safe- 
ty rating. 

How do you determine which carriers should be targeted for safe- 
ty reviews? 

[The information follows:] 

The FHWA prioritizes unrated motor carriers for safety reviews based on the fol- 
lowing factors associated with either positive or adverse safety outcomes. The first 
factor is the potential severity of accidents in which the carrier is likely to be in- 
volved. It is measured by the commodity classes being transported with special em- 
phasis on those carriers transporting hazardous materials or passengers. The second 
factor is the exposvu-e of the motor carrier to the nation's highways. This is meas- 
ured by miles traveled by the motor carrier. The third factor is past safety perform- 
ance of the motor carrier which is measured by the results of roadside inspections. 

Our goal is to eliminate the safety review as the initial on-site contact for unrated 
motor carriers. With our limited resources, we will perform more compliance 
reviews — these are more accurate assessments of motor carrier's safety fitness. 

Mr. Carr. Under your current safety rating system, it is possible 
for a motor carrier with an unsatisfactory safety rating to be safer 
than a carrier that has never been rated. An article in the March- 
April 1992 issue of Transportation Executive Update also raised the 
issue of new carriers who lack any safety record. According to the 
article, the lack of emphasis upon new entrants is all the more sur- 
prising because FHWA is aware of data that indicates that, as a 
class, these motor carriers are more likely to be ignorant of or ig- 
nore safe operating procedures. 

Please comment on whether this is an accurate statement and 
how your safety fitness program addresses these concerns. 

[The information follows:] 

Our strategy is to use our resources in a manner that targets for review motor 
carriers, whether rated or unrated, which have demonstrated less than satisfactory 
safety performance. 

It is possible for a short period of time for a motor carrier with an unsatisfactory 
safety rating to be safer than a carrier that has never been rated. The current rat- 
ing process is a result of on-site reviews. Forty-two percent of the interstate carriers 
are rated. With limited resources we are unable to rate all motor carriers. There- 
fore, we are targeting only those carriers with demonstrated non-compliance for on- 
site reviews. We believe we can use data to monitor carriers' safety and compliance 
rather than only through on-site reviews. We are developing the best indicators to 
perform this monitoring. 

As our information systems improve, the information will be used to target unsafe 
motor carriers and monitor the performance of those carriers. 

Currently, we are evaluating several additional factors to monitor and target un- 
safe carriers for review. These include, for example, motor carrier's preventable re- 
cordable accident rates, the motor carrier driver out-of-service rates, and the motor 
carrier vehicle out-of-service rates. We have also initiated a study to identify im- 
provements to the safety fitness determination process. Included in the study are 
initiatives for new entrants, which will rely heavily on their on-the-road driver and 
vehicle performance. Using these types of performance-oriented information to a 
greater extent will identify carriers who have less than satisfactory on-the-road per- 
formance to receive on-site reviews. Through a full investigation of the carrier's 
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safety management practices during compliance reviews, FHWA works with these 
carriers to ensure compUance. 

Mr. Carr. Last year, the National Transportation Safety Board 
investigated a charter bus accident in Vernon, New Jersey in which 
six people were killed. The Safety Board determined the probable 
cause of the accident to be the bus driver's failure to maintain the 
bus adequately and his deliberate disregard of safety requirements 
by operating the bus knowing that its brakes were defective. 

The Safety Board also found that contributing to the accident 
was the failure of the State of New York to inspect the bus and 
to ensure that its deficiencies were corrected and the FHWA's inad- 
equate system for identifying deficient carriers. It appears that, at 
least in this case, your safety oversight mechanisms broke down. 

How would you prevent the reoccurrence of a similar accident? 

[The information follows:! 

Since the accident, we have made some progress with this issue. We have: Im- 
proved our system for identifying carriers to ensure all ICC carriers are in our 
database; and in conjunction with the CVSA, developed new bus inspection training 
materials, including a video instruction unit, to increase the ability to inspect pas- 
senger vehicles. 

Several states have also trained their state police to conduct inspections in con- 
junction with traffic stops. Thus, FHWA expects these initiatives to increase the 
level of bus inspections and bus inspections are now one of our priorities. 

Prior to July 29, 1992, the FHWA was not automatically adding applicants for 
ICC permanent authority to the files. The FHWA assumed in its procedures that: 
(1) the ICC was sending the appropriate FHWA motor carrier forms to the applicant 
who would then file the form with us; and (2) the applicants for authority would 
apply for emergency and/or temporary authority before applying for permanent au- 
thority (in such a case the record would have been created with FHWA). After July 
29, 1992, we changes this procedure so all applicants for emergency, temporary, and 
permanent authority are automatically added to our files. 

MOTOR CARRIER SAFETY COMPLIANCE AND ENFORCEMENT STRATEGY 

Mr. Carr. Where are you putting your greatest emphasis in the 
Motor Carrier Safety Program — the safety compliance reviews or 
the roadside inspections — and what is the relative efficacy of each 
approach in securing safety improvements? 

[The information follows:] 

A major safety strategy is building a state and federal safety compliance and en- 
forcement program that targets problem motor carrier operations for improvement. 
The roadside inspection and the on-site compliance reviews are both important tools 
and complement each other in changing the safety behavior of problem motor car- 
rier operations and reducing the risks of death, injuries, and property damage on 
ovu" nation's highways. In the long term, we hope to be able to evaluate our program 
to find an optimal balance of activities that provides enough state and federal re- 
sources to conduct compliance reviews on identified problem motor carrier oper- 
ations without significantly reducing the roadside inspection database or our ability 
to immediately remove "high-risk" drivers and vehicles from the highway. 

The on-site compliance contact at a company site is very effective. This review is 
an in-depth look at the entire company safety operations including all of the trucks, 
drivers, insurance, operations, and safety fitness. The result of a compliance review 
is an assessment of the company safety operations and the assignment of a "safety 
fitness rating" based on the findings. Problem motor carriers are placed in a na- 
tional selective compliance and enforcement program and follow-ups are continuous 
until the motor carrier obtains a "satisfactory" safety fitness rating. Companies that 
fail to respond are subject to "company" out-of-service orders" (out of business). Fi- 
nally, the compliance review collects and records "before" and "after" accident and 
violation data and provides the best opportunity for evaluating program efficiencies 
and effectiveness. 

During roadside inspections, enforcement officials immediately remove immi- 
nently hazardous motor vehicles from the highway (vehicle out-of-service orders). 
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Also, tired, fatigued, and potentially dangerous drivers are immediately removed 
from the highway. Inspection information is then entered into a national 
SAFETYNET and is used in the sorting process in providing federal/state field staff 
a profile of problem motor carrier operations. Carrier out-of-service rates are contin- 
ually monitored as an important statistic for evaluating program effectiveness and 
a major indicator for compliance reviews. If enforcement cases are initiated the in- 
spection information supports this compliance and enforcement effort. 

MOTOR CARRIER PILOT PROJECT 

Mr. Carr. The Office of Motor Carriers and several states are 
jointly conducting a pilot project to study the feasibility of integrat- 
ing carrier safety data, available through SAFETY NET, a commer- 
cial driver licensing system, and other sources, into a single safety 
monitoring system linked with state motor vehicle registration sys- 
tems. 

What is the status of the pilot project and what do you hope to 
learn from it? 

[The information follows:] 

The steering committee of 11 states, with input from industry, has developed 
operational procediires, user requirements and a sanctioning process. The commit- 
tee, with contractor support, is developing the overall system design. 

Five states have agreed to pilot test the Commercial Vehicle Information System 
(CVIS) program. They are: Iowa (lead state), Colorado, Minnesota, Oregon, and Indi- 
ana. The five pilot states are currently preparing individual CVIS implementation 
plans to define key implementation activities, timeframes, and cost estimates. We 
expect to begin pilot testing CVIS in at least one pilot state early in 1995. 

The study is proposed to determine: The operational and technical feasibility of 
linking safety fitness to vehicle registration; the costs and benefits of nationwide im- 
plementation; whether CVIS improves motor carrier safety; and the extent of likely 
attempts by unsafe carriers to evade the program. 

NAFTA'S IMPACT ON MOTOR CARRIER SAFETY 

Mr. Carr. What are the most significant motor carrier safety en- 
forcement issues generated by the passage of NAFTA and how are 
you addressing those issues? 

[The information follows:] 

NAFTA will increase foreign motor carrier operations in the U.S., which will have 
a direct affect on motor carrier safety programs. In order to ensure that safety is 
not compromised and meets the NAFTA provisions, FHWA has begun a number of 
initiatives. 

The FHWA is sponsoring a study by the International Association of Chiefs of Po- 
lice to address specific cross-border safety, size and weight compliance, and enforce- 
ment issues and develop operational strategies once the NAFTA provisions are im- 
plemented. Also, the study will be completed in spring 1995 and will help determine 
future funding requirements for the border states. In fiscal year 1995, additional 
MCSAP funds will be provided to border states to maintain the current level of safe- 
ty enforcement while commercial motor vehicle traffic increases. 

The FHWA's Office of Motor Carriers has also established an operational Inter- 
national Technical Assistance Group (ITAG) of federgil and state representatives to 
plan, coordinate, and implement the joint state and federal border compliance and 
enforcement program. This operational group is working very closely with Mexican 
safety agencies and its staff. 

In addition, the FHWA is training U.S. Customs, Immigration, and Naturalization 
Service officials, and state drug interdiction officers on one safety regulation. 

Mr. Carr. Some observers believe that enforcement of vehicle 
weight restrictions will pose the most difficult safety enforcement 
challenge under NAFTA. 

Can you comment on what weight restrictions Mexico currently 
imposes on commercial motor carriers, and how those requirements 
will be harmonized with U.S. weight restrictions. 
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[The information follows:] 

Mexican weight limits are generally higher than comparable limits in the U.S. 
The maximum gross vehicle weight allowed in Mexico is 136,700 pounds. While 
80,000 pounds remains the maximum gross vehicle weight in most states, grand- 
father rights and permit operations allow higher weight for certain combination ve- 
hicles in several states. 

The size and weight subgroup under the U.S./Mexico Transportation Work Group 
is currently reviewing Mexico's new weight regulations as part of the harmonization 
requirements set for them under NAFTA. 

Mexican vehicles are subject to U.S. size and weight laws. Therefore, vehicles that 
violate these laws without state permits can be subject to sanctions. 

Mr. Carr. The justifications indicate that the fiscal year 1995 re- 
quest for the Motor Carrier Assistance Program — MCSAP — will 
provide increased funding for safety compliance activities by the 
states along the Mexican border. What will be the share of the ad- 
ditional MCSAP funds for the states most immediately affected by 
additional commercial truck traffic from Mexico? 

[The information follows:] 

The FHWA will set aside additional MCSAP grant funds for border states to 
maintain the current level of safety enforcement while commercial motor vehicle 
traffic increases. To help determine the specific need for future MCSAP funding, 
FHWA is sponsoring a study by the International Association of Chiefs of Police to 
address this issue, as well as, other safety concerns. This study is expected to be 
completed in March 1995. In the meantime, we will work with the border states to 
monitor increases in commercial truck traffic and to help evaluate their increasing 
enforcement demands and how MCSAP fiands can be used to help meet these needs. 
We do not have specific estimates of the states' grants requests for these activities 
at this time. 

Mr. Carr. Has the Office of Motor Carriers considered any 
targeting mechanisms to increase MCSAP funds to border states 
other than increasing funding to all states that participate in the 
program? 

[The information follows:] 

FHWA will provide supplemental MCSAP grants to the border states to help them 
address increases in commercial motor vehicle traffic resulting from NAFTA. 

DRIVER FATIGUE 

Mr. Carr. A significant portion of commercial truck accidents is 
due to human error or driver related factors such as fatigue, sub- 
stance abuse, inexperience, et cetera. Operator fatigue was identi- 
fied as a causal factor in 31 percent of the accidents that the Safety 
Board investigated for its safety study of fatal heavy truck acci- 
dents. Driver shortages and driver turnover are significant prob- 
lems in certain segments of the trucking industry, with annual 
turnover at 100 percent in some firms. 

What implications do you see in these trends with regard to 
truck safety? 

[The information follows:] 

Fatigue, substance abuse, inexperience, driver shortages, and turnover are signifi- 
cant factors in commercial motor vehicle safety. If a high level of any of these fac- 
tors exists, there will be a negative impact on safety. The implications are disturb- 
ing. The FHWA is examining driver related issues for this very reason. 

The FHWA has spent approximately $4 million to investigate driver fatigue over 
the past 5 years. We have completed the major over-the-road portion of the planned 
data collection activity in the Driver Fatigue and Alertness Study. Our research con- 
tractors are in the process of analyzing the largest collections of behind-the-wheel 
data that has been collected in the last decade. We are also preparing to collect data 
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for a Congressionally-mandated study of fatigue and stress in longer-combination- 
vehicle drivers. 

Other research is underway on performance-based assessment devices that can be 
installed in a commercial motor vehicle, vehicle-installed driver loss-of-alertness 
warnings (at NHTSA), incidence and effects of sleep apnea, and effects of circadian 
rhythms and work/rest cycles on alertness levels. 

We are conducting two studies, required by the ISTEA of 1991, on driver training: 
entry-level driver training needs, and training standards for longer-combination-ve- 
hicle drivers and instructors. 

Mr. Carr. The National Transportation Safety Board and others 
have long advocated an aggressive federal program to address the 
problems of fatigue and sleep issues in transportation safety. 

Would you outline the Office of Motor Carriers' strategy for ad- 
dressing driver fatigue in commercial motor vehicle accidents. 

[The information follows:] 

The FHWA is placing a very high priority on human factors issues. In fiscal year 
1993, the FHWA established a new High Priority Research Program area, "Driver 
Proficiency," to ensure that commercial motor vehicle drivers are physically quali- 
fied, have the knowledge and skills necessary to operate safely, are appropriately 
licensed, and are alert and unimpaired behind the wheel. 

The projects in this area will: develop effective and safe countermeasures to loss- 
of-alertness along with potential revisions to the hours of service regulations; de- 
velop more effective and economical training methods; review driver medical quali- 
fication standards in light of recent advances in evaluation and treatment of various 
disorders; improve detection and enforcement of prohibitions on substance abuse; 
provide a foundation from which the Commercial Driver's License can reflect phys- 
ical qualifications as well as the driver's knowledge, skill, and performance record; 
and develop, through a contract with Trucking Research, Inc., in-cab and terminal 
devices to assess the alertness of commercial drivers. 

COMMERCIAL DRIVER FATIGUE STUDY 

Mr. Carr. You have under way an extensive study on commer- 
cial driver fatigue and alertness that is intended to develop base- 
line information on how drivers perform in realistic conditions, fac- 
tors that contribute to loss of alertness, and the impact of fatigue 
on industry drivers. 

While a final report to Congress is not due until next year, 
please update us on the status of the study and share any interim 
findings that you have made. 

[The information follows:] 

The project on fatigue and stress in drivers of longer combination vehicles (LCVs) 
is the only fatigue-related study requiring a report to Congress. This work is being 
done in concert with the National Highway Traffic Safety Administration. It is a 
separate project from the Driver Fatigue and Alertness Study. 

A project plan for the LCV study has been developed, and over-the-road data col- 
lection is planned to start by early summer. The FHWA will submit a report to Con- 
gress next year on the effects of LCV operation on driver stress and fatigue levels, 
as requried by section 4007(d) of ISTEA of 1991. If the research is not complete by 
the deadline, we will submit an interim report on results obtained to date. 

COORDINATION WITH OTHER AGENCIES ON DRIVER FATIGUE ISSUES 

Mr. Carr. Driver fatigue and loss of alertness are safety issues 
that also are critical in other transportation modes, particularly 
aviation and rail transportation. What specific mechanisms does 
the FHWA use to coordinate work on fatigue issues with the FAA 
and ERA? 

[The information follows:] 
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The FHWA is a very active participant within the DOT human factors working 
group. This is a group established in March, 1991 by the DOT R&D Coordinating 
Committee. It serves as a forum for information exchange among program managers 
and in-house researchers and for sponsorship of critical cross-modal human factors 
research activities. 

In addition to the formal quarterly meetings of the working group, members often 
meet informally to discuss progress on their studies, review research plans, and 
serve as members of proposal review panels. In this manner, the FHWA has had 
the opportunity to review and comment on portions of the data collection methodol- 
ogy in the FRA's ongoing study of locomotive engineers. FHWA hopes to soon begin 
work with the FAA to add a promising fitness-for-duty evaluation device to our 
study of rest-and-recovery patterns of commercial motor vehicle drivers. 

Mr. Carr. Testimony in previous years indicated that a signifi- 
cant accomplishment of the Motor Carrier Research Program was 
the development of a set of new integrated technologies to measure 
the performance and physiological characteristics of driver fatigue. 
Can you tell us more about your research results in this area and 
the potential of these technologies for identifying and diagnosing 
driver fatigue? 

[The information follows:] 

Although new technologies have been developed, we are still learning about the 
power of integrating various performance and physiologically-based measurements 
of driver alertness. 

We are drawing on a number of research efforts using new technologies currently 
underway which will have a high potential for identifjdng and diagnosing driver fa- 
tigue: The joint FAA/NASA research on airline pilot fatigue; our research effort 
which is testing performance-based assessment devices that can be used at a motor 
carrier's terminal or installed in a commercial motor vehicle; and NHTSA's use of 
a numerical model to assess the effects of circadian rhythms and worlc/rest cycles 
on alertness levels. 

COMMERCIAL DRIVER LICENSING 

Mr. Carr. The Commercial Motor Vehicle Safety Act required all 
drivers of commercial vehicles to have a valid commercial driver li- 
cense — CDL — by April 1, 1992. State user fees fund the annual op- 
erating costs of the commercial driver license information system. 

How many commercial driver licenses have been issued to date? 

[The information follows:] 

As of March 1, 1994, approximately 6.7 million commercial driver's licenses have 
been issued. 

Mr. Carr. The annual cost of the CDL information system 
reached nearly $8 million in 1992. What is your most recent infor- 
mation regarding the cost of operating the CDL information sys- 
tem? 

[The information follows:] 

The CDL information system was established with grant funds provided in the 
Commercial Motor Vehicle Safety Act of 1986. There have been no new federal 
funds provided since the 1991 grants provided in that Act. Currently, all operating 
costs are supported by user fees. 

The most recent cost information for operation of the CDL information system is 
for fiscal year 1993, which was $6.5 million. We expect the cost for fiscal year 1994 
to be about the same amount. 

Mr. Carr. Does the Office of Motor Carriers have any objective 
measures of the benefits realized from the commercial driver li- 
censing program? 

[The information follows:] 

The FHWA is in the process of developing a plan to adequately measure the im- 
plementation effectiveness of the CDL program nationwide. This plan will also iden- 



145 



tify objective measures necessary to provide the essential foundation to quantify 
program accomplishments. We have long recognized the need to initiate such an ac- 
tion; however, we made the conscious decision to delay the effectiveness study until 
such time as the FHWA promulgated its final rule requiring states to substantially 
comply with the 22 Congressionally mandated items. We believe that by waiting 
until state compliance requirements are mandated, the FHWA will be in a much 
better position to determine the true effectiveness of the program from a National 
perspective. 

We intend to analyze CDL data and systems in each state to ensure compliance 
with CDL. This data and analysis of it will help identify areas that improve or en- 
hance driver proficiency in driving representative vehicles and that ultimately con- 
tribute to the enhancement of highway safety. Moreover, one of the key components 
of the research strategy is to identify effective mechanisms which assure that prob- 
lem drivers (unqualified) are denied the opportunity or privilege to drive on our na- 
tion's highways. 

Recently, the Senate Appropriation's Committee provided guidance on what they 
believed to be one important measure of the CDL program's effectiveness; i.e. how 
many drivers have been suspended or revoked after September 30, 1993, on a State- 
by-state basis. The FHWA's plan will include the Senate Appropriation Committee's 
measure as well as other factors considered important elements or objective meas- 
ures of effectiveness. 

EFFECTIVENESS OF THE CDL PROGRAM 

Mr. Carr. What is the status of the Office of Motor Carriers re- 
view of the program's effectiveness? 
[The information follows:] 

The FHWA is currently working vnth the states through AAMVA, AAMVAnet, 
Inc., and CVSA to develop a research plan and statement of work for a 2-year CDL 
effectiveness and benefits study. The contract is expected to be awarded by the sum- 
mer of 1994. AAMVA and individual states will also be conducting studies in coordi- 
nation with the FHWA efforts. Additionally, the FHWA is in the preliminary stages 
of a joint effort with the NHTSA to study the effectiveness of the national informa- 
tion systems that support driver licensing; Commercial Driver's License Information 
System; National Driver Register; and Driver Licensing Reciprocity program. 

STATE IMPLEMENTATION OF THE CDL PROGRAM 

Mr. Carr. What is the status of State implementation of the 
CDL program? What violation data are available and how many 
drivers have been disqualified since implementation of the license 
requirement? 

[The information follows:] 

As of April 1, 1992, all 51 jurisdictions have begun to issue CDLs. We expect to 
publish a final rule this summer. The rule will set forth the standards which states 
must meet to comply with section 12009(a) of the Commercial Motor Vehicle Safety 
Act of 1986 to avoid loss of Federal-aid highway funds, being reviewed by the De- 
partment. 

The latest disqualification data available indicates approximately 2,584 drivers 
had their licenses suspended, revoked, or were otherwise disqualified (as of March 
1, 1993). 

Mr. Carr. What states do not have the ability to check the status 
of commercial driver licenses during roadside inspections? When 
will all states be able to conduct such checks? 

[The information follows:] 

Historically only law enforcement agencies had access to all DMV information via 
the National Law Enforcement Information System (NLETS). With implementation 
of CDLIS the DMVs gained access to information about all CDL holders, but only 
from their DMV offices. 

Many states have designated a law enforcement agency as the lead for MCSAP 
in their state. States that designated other agencies such as DOTs or PUCs as the 
lead MCSAP agency, do not have roadside access to check CDL status. However, 



146 



even in states with law enforcement lead agencies with legal access available 
through NLETS, the policy often is to discourage routine driver license checks be- 
cause of dispatcher limitations which must handle the phone call from the officer, 
key it into NLETS, and read the results back to the officer when it comes back. 

As part of a contract OMC has awarded to AAMVAnet, we are developing a capa- 
bility for PCs to dial-up via AAMVAnet and obtain a CDL status. This capability 
will be made available to all MCSAP agencies for use at roadside inspection sites, 
and any other activities around the country where access to a CDL status, or driv- 
ing history, is required and authorized. 

We expect a functioning pilot capability sometime this summer, and progress to- 
ward finalization and distribution of a product to roadside sites around the country 
will proceed promptly, with at least 100 sites operational by the end of fiscal year 
1995. 

Mr. Carr. What additional information is needed to measure the 
results of the CDL program better? 
[The information follows:] 

The FHWA is close to entering into a contract based upon input from states 
through the AAMVA and CVSA to arrive at a comprehensive research design to 
measure the results of the CDL program. One of the key components of the research 
contract will be to identify information that is readily available and information that 
is not available but necessary to make an effectiveness determination. Upon comple- 
tion of the research, the contractor is required to submit recommendation on CDL 
program improvements which could be implemented by States and/or FHWA. 

TRUCK ACCIDENT DATA 

Mr. Carr. It has been reported that truck accidents are 
underreported by as much as 40 percent. Moreover, the Transpor- 
tation Research Board and others have recommended that the De- 
partment improve truck accident and travel data, especially as they 
relate to the reporting of nonfatal accidents, estimates of truck 
travel, and the identification of truck configurations. 

If we lack comprehensive and reliable truck accident data, how 
do you know whether the Motor Carrier Assistance Program is ef- 
fective in improving truck safety? 

[The information follows:] 

There are many ways of assessing the effectiveness of the MCSAP in improving 
truck safety. Although the number of inspections have increased each year, vehicle 
and driver out-of-service rates have steadily dropped. For example, in fiscal year 
1990, the states conducted 1.6 million inspections with a 33.8 percent vehicle out- 
of-service rate and a 7 percent driver out-of-service. By 1993, inspections had risen 
to 1.9 million, but the percentage of vehicles placed out-of-service had dropped to 
26 percent and drivers placed out-of-service had dropped to 6.6 percent. Fatal acci- 
dent data maintained by NHTSA indicates that the fatal accident rate for combina- 
tion vehicles has dropped from 5.2 in 1983 (first year of MCSAP) to 2.9 per 100 mil- 
lion vehicle miles travelled (VMT) in 1992; the fatal accident rate for medium and 
heavy trucks dropped from 4.1 to 2.5 per 100 million VMT during the same period. 
NHTSA notes that the total number of fatalities resulting from medium and heavy 
truck-involved accidents has dropped 22 percent since 1985, and has decreased each 
year since 1988. The average total accidents for combination vehicles has decreased 
from 266 per 100 million VMT in 1989 to 183 in 1992. During this same period me- 
dium and heavy truck average total accidents declined from 271 per 100 million 
VMT to 244 in 1992. 

In addition to the decline in fatal accidents, average totad accidents and vehicle 
and driver out-of-service violations, the MCSAP has provided the opportunity for 
states to develop, test and implement various technologies which enhance the in- 
spection program; improve data collection; and contribute directly to commercial ve- 
hicle safety. Individual states have also developed innovative processes and proce- 
dures which have contributed to rapid declines in commercial vehicle accidents since 
the inception of MCSAP. The program has also provided the forum by which regu- 
latory uniformity is being achieved. 
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Mr. Carr. What is the FHWA doing to address existing defi- 
ciencies in truck accident statistics? 
[The information follows:] 

Existing truck accident statistics are deficient because they are incomplete, non- 
uniform and not able to answer specific questions, e.g., LCV accident rates. They 
are incomplete because not all states are reporting truck accidents. Also, the data 
are not uniform because states use different accident reportability criteria, data ele- 
ments, and definitions. 

The FHWA is currently working with states to implement a new truck and bus 
accident electronic reporting system. At this time 34 states are electronically report- 
ing accidents and the FHWA is working with the remainder to include them as soon 
as possible. Under the new system all state and local police officers are required 
to collect a standard set of 22 accident data elements developed by the National 
Governors' Association on each accident that involves at least one interstate or 
intrastate truck or bus, and that results in at least one fatality, one injury, or one 
vehicle towed from the scene of the accident. 

As a result of both our and the states' efforts, we believe a national, reliable and 
uniform truck and bus accident database can be achieved within a few years. 

Also, the FHWA designed the vehicle configuration data element to be compatible 
with the automatic vehicle classification equipment being developed by FHWA, so 
once IVHS systems are installed, it will be possible in the future to match accidents 
with exposure to calculate accident rates. As states implement the FHWA traffic 
monitoring procedures, the VMT data quality will improve. 

Finally, the FHWA has contracted for a special study of the accident experience 
of longer combination vehicles compared with other types of trucks. 

TECHNICAL ASSISTANCE TO RUSSIA 

Mr. Carr. Let me ask you in closing just a couple of questions 
about the technical assistance program to Russia. 

Is there an authorization for that? 

Mr. Slater. There is. 

Mr. Carr. Where is it? 

Mr. Slater. We have got an authorization as relates to our en- 
tire international program and Russia is a part of that. 

Mr. Carlson. Under ISTEA, there is a section — I can't give you 
the exact reference 

Mr. Carr. This isn't a pop quiz. I am not trying to embarrass 
anybody. 

Mr. Slater. Section 6003. 

Mr. Carlson. I knew it was in Title VI. Basically, we have 
asked — in our 1994 request, we had $400,000 and in this budget 
request we have $800,000 for the general international program. 
We have asked for an increase of $1.6 million to attempt to respond 
to the Russian government, which has a World Bank loan and has 
asked us to assist them in setting up a federal-state structure, I 
guess a structure similar to Federal highways so they can get a 
highway program going similar to ours. 

Mr. Carr. I don't have any problem with your helping them out; 
I think we ought to help them out. One of the tragedies of the old 
Soviet Union was that they paid precious little attention to their 
infrastructure. It was easier and cheaper — this is an actual case 
that I found when I was in Yalta one year — it was cheaper for a 
fruit grower in Yalta to take a crate of fruit on Aeroflot to Moscow 
and sell it outside the airport there — and then fly home, than it 
was to get the same crate of fruit on a highway to Moscow. 

It is clear that their economic development is going to require 
massive infrastructure investment and changes. You ought to help 
them. 
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My concern in defense of this Committee's budget is that maybe 
you should get that money from the Foreign Operations Sub- 
committee. Just in terms of pure allocation of responsibility — I am 
glad you are helping them out and I think it is a good idea — but 
somewhere along the line it seems to me that this shouldn't come 
out of transportation funding. 

Mr. Carlson. The only thing I can say is it is our intention to 
attempt to get this program started. It is not our intention to have 
a long permanent program where we use funds specifically to aid 
Russia. 

Mr. Carr. Think of it this way: If you do real well, they can send 
you to Moscow. 

Mr. Carlson. I am going Friday, as a matter of fact. 

Mr. Slater. Mr. Chairman, if I might comment — the way we 
view it is that it will provide, we think, some significant opportuni- 
ties for businesses in the U.S. to take advantage of development 
that might occur there. 

Also, I think it is important to note that the Russians, while they 
have access to expertise from countries around the world, wish to 
be like America in this regard. They want to establish our system 
there. 

I think we would be well-served as far as creating greater oppor- 
tunities for ourselves to be of assistance to them. We are talking 
about a small amount of money here. 

The last point I want to make is that, interestingly, when the 
whole package was put together to assist Russia, there was very 
little attention given to transportation. It is almost as if we are 
continuing to deemphasize the importance of transportation even 
when it comes to a country that wishes to move from a communist 
regime to a democracy, that wishes to move from a socialist system 
to a capitalist system. 

But I think that just underscores how we tend to take transpor- 
tation for granted. With this hearing I think we, at least among 
ourselves, have said that transportation is important, that invest- 
ment in infrastructure brings about a good return for the American 
people and for the economy. 

Mr. Carr. Thank you very much. 

Mr. Wolf. Could I just raise a question? I don't know that you 
would have any problems with that, too; I think we have to to be 
sensitive. I have voted for Russian aid. We have had translated the 
book by Zhirinovsky, who just got elected over there. 

He is talking about washing their boots in the Indian Ocean, and 
there are things taking place. 

Mr. Slater. I understand. 

Mr. Wolf. If you watched 60 Minutes and if you read his book 
and if you go over, and I will be glad to share with you his book 
in English. It is quite frightening. So we need to be careful we are 
not helping his troops get to the Indian Ocean to wash their boots. 

Mr. Slater. That is very important, yes. 

road privatization 

Mr. Wolf. Look at the privatizing of roads and look what is tak- 
ing place in my district. Former General Williams is doing an ex- 
cellent job. I was out there. 



149 



I think either you or Mr. Carlson, or both, should some day go 
out and look to see what is going on out there. They are beating 
their target date dramatically and they have a new system where- 
by they bring everybody together in the compound if they have a 
problem, and they deal with it that day. Have either of you been 
out there? 

Mr. Slater. I have. As a matter of fact, just a few weeks ago I 
was there with the Deputy Secretary and you are right, it is a very 
impressive operation. I think we can learn a lot. 

Mr. Wolf. I think so, too. You have been out there. 

Mr. Carlson. There are two things, that idea of getting together 
and holding costs down is a concept that we call partnering and we 
are encouraging all the highway agencies in the country to adopt 
that as part of their operating practice. 

I think it will be very good. 

I have not had a guided tour by the general or anybody on the 
staff out there, but I have driven the alignment on weekends on 
my own and the amount of speed with which they are developing 
that project is startling. 

Mr. Wolf. Fantastic. Yet they are saving money as they finish 
earlier. But I was out there, at first I was somewhat skeptical, but 
I have been very, very impressed. 

Mr. Carlson. We are working on several innovative financing 
techniques in the Department of Transportation that we hope to 
successfully implement where we may be able to show some addi- 
tional successes. I think I was asked about that last year, and I 
said what we need are some successes, and maybe we are going to 
have one and maybe we can get some more. 

Mr. Wolf. Thank you, Mr. Chairman. 

DEMONSTRATION PROJECT LIST 

Mr. Carr. Well, thank you. Thank you for being here. We appre- 
ciate what you are doing. We would like to support you as best we 
can. 

I want to come back to this problem we have. We need to solve 
it, and I would like to reiterate my request that maybe you pass 
on to the Secretary and the Director of 0MB that we would like 
to see some kind of list of proposed rescissions. 

Mr. Slater. Yes. 

[The information follows:] ^ 

The administration is not proposing the rescission of budget authority for specific 
demonstration projects. The following lists contain brief descriptions and summary 
data for the entire set of demonstration projects either authorized by ISTEA or ap- 
propriated by other relevant legislation. 
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-.,- SOUTHWEST BORDER INFRASTRUCTURE STUDY 

Mr. Coleman. I would like to raise an issue concerning the study 
released by the Department entitled "Assessment of Border Cross- 
ings and Transportation Corridors for North American Trade." The 
report highlighted several findings and recommendations. I was 
disappointed that among these was not a recommendation for a 
separate funding source for infrastructure projects. I reject the 
finding that the present border ports of entry have adequate facili- 
ties to handle projected increases in border traffic. 

How does the Federal Highway Administration propose to ad- 
dress the increased levels of trade expected between the United 
States, Mexico, and Canada? 

[The information follows:] 

The finding contained within the referenced report is consistent with the April, 
1993 congressionally required GSA report "5-Year Capital Improvement Plan for 
Southwest Border Stations." The GSA assessment was based on U.S. Customs pro- 
jections of traffic demand at border stations, based on historic growth rates and as- 
sumptions regarding future rates. These estimates were adopted for the DOT study, 
and were discussed and validated at a series of regional public meetings attended 
by local trade and traffic experts. For the southwest border, these included meetings 
at Laredo, TX; San Antonio, TX; Las Cruces, NM; Tucson, AZ; and San Diego, CA. 

The DOT report clearly states that infrastructure investment is needed for border 
approaches, for connections to the core U.S. transportation system, and for inter- 
modal connections. There is convincing evidence, however, that the capacity of bor- 
der stations, themselves, is adequate for the task of accommodating any reasonable 
expectation of trade increase. All indications suggest that operational improvements 
and other productivity and staffing measures, combined with strategic investments 
in border approaches and new facilities, will be more than adequate to meet antici- 
pated trade needs. 

Mr. Coleman. One finding asserts that the states do not allot 
sufficient funds to border communities for improvements to border 
crossing approaches while another indicates that new sources of in- 
frastructure funding appear necessary. I would like to recommend 
that the federal resources be targeted directly to border commu- 
nities. 

How can the Federal Highway Administration assist border com- 
munities which must compete in state distribution formulas which 
traditionally have ignored them? 

[The information follows:] 

The Department will conduct a comprehensive assessment of border infrastruc- 
ture requirements prior to developing program and legislative options for addressing 
these needs. Full funding, earmarking, separate programs, setasides, and other pro- 
gram delivery methods will be considered, as appropriate to the level and distribu- 
tion of the needs that are identified as part of the comprehensive assessment. 

The completion of the section 6015 report was the first step in recognizing the 
national importance of border stations and international gateways. The creation of 
multistate and binational planning efforts, and the development of trade corridor 
coalitions is an indication that states are beginning the process of recognizing these 
concerns. The national exposure brought about by the report provides a strong point 
of departure for federal/state/local coordination to address these concerns. 

Mr. Coleman. How do the National Highway System rec- 
ommendations recently submitted to the Congress reflect the De- 
partment's commitment to infrastructure development along the 
southwest border with Mexico? 

[The information follows:] 

Instructions to the states in their selection of routes for inclusion on the NHS 
called for consideration of border crossings and specifically directed that all major 
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crossings be connected to the system. Twenty-one border crossings along the south- 
west border and 32 along the U.S./Canadian border are included in the NHS sub- 
mittal. 

CATHODIC PROTECTION 

Mr. Coleman. In the report accompanying the fiscal year 1994 
Transportation Appropriations bill, the Committee urged the Fed- 
eral Highway Administration to make cathodic protection part of 
the planning, specifications and engineering — PS&E — approval for 
bridge deck overlay projects where salt contamination is present. 

FHWA has repeatedly stated that cathodic protection is the only 
technique that can stop corrosion in salt-contaminated bridge 
decks. FHWA has also conducted extensive research and dem- 
onstration projects to convince State DOTs to utilize this tech- 
nology. In spite of these efforts by FHWA, however, only a limited 
number of bridge deck rehabilitations use cathodic protection. As a 
result, we are spending millions of taxpayer dollars to repair bridge 
decks that we know will quickly deteriorate, and our national 
bridge needs continue to grow faster than the resources we can al- 
locate to fix them. 

It is my hope, and the desire of this Committee, that FHWA 
would take further steps to see that cathodic protection is utilized 
on projects where its use is appropriate. I was therefore dismayed 
to learn in a letter of December 29, 1993, that the FHWA regarded 
our report language as "only advisory" and that FHWA would not 
be taking any steps to further address this situation. 

FHWA has the responsibility to provide for the cost-effective and 
efficient expenditure of transportation funds. There are a signifi- 
cant number of bridge decks in the northern one-third of the U.S. 
and along the coastal areas, including in my own state of Texas, 
where cathodic protection should be utilized as the most cost-effec- 
tive option. 

How many of our bridges are deficient? Of the deficient bridges, 
what portion is deficient because of corrosion? 

[The information follows:] 

There are 111,911 structurally deficient bridges and 79,721 functionally obsolete 
bridges listed in the National Bridge Inventory. Of those that have structural defi- 
ciencies, there are 32,100 steel, R/C and PS/C bridges shown as having deck prob- 
lems. From this same group of bridges, 40,200 have substructure problems. Since 
deficiencies in decks and substructures are very likely to be corrosion related, there 
are almost certainly about 30,000 bridges with deck deterioration resulting from cor- 
rosion and the same number with corrosion-damaged substructures. It is also very 
probable that both categories of deficiency exist in the same bridge. 

BRIDGE DECK REHABILITATION PROJECTS 

Mr. Coleman. What percentage of the bridge deck rehabilitation 
projects involves a corroded bridge deck? 
[The information follows:] 

Approximately 90 of the bridge deck rehabilitation projects involve corroded 
bridge decks. 

Mr. Coleman. When an overlay is applied to a corroded bridge 
deck, how long before the deterioration will begin to affect the over- 
lay/rehabilitated bridge deck? 

[The information follows:] 
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The performance of the bridge deck, even after the application of an overlay, will 
depend on several factors: the concrete quality, the extent and degree of deteriora- 
tion, and the amount of chlorides still present in the concrete at the level of reinforc- 
ing steel. The quality of the overlay also has a very large effect upon continued deck 
performance. Assuming a deck in sufficiently good condition to warrant an overlay 
and a well-designed and properly applied overlay that will prevent an increase in 
chloride concentration, it will take from 5 to 20 years for corrosion-induced problems 
to reappear. 

CATHODIC PROTECTION FOR BRIDGE DECK PROJECTS 

Mr. Coleman. What is the expected Hfe of a salt contaminated 
bridge deck after receiving an overlay? What is the expected life of 
the same bridge deck if it receives an overlay with cathodic protec- 
tion? 

[The information follows:] 

As noted in the previous response, the life of a salt-contaminated deck will depend 
upon the condition of the deck and the quality of the overlay, with 5 to 20 years 
expected if the work has been done properly. If both cathodic protection and an 
overlay are properly applied, the life of the deck should be as long as the anode lasts 
plus several years. After that, the deck will be no worse than it was when cathodic 
protection was applied. This would mean from 25 to 35 years. 

Mr. Coleman. Does FHWA believe that the annualized cost of an 
overlay with cathodic protection is less than the cost of an overlay 
without cathodic protection? 

[The information follows:] 

In a hypothetical situation as proposed, there are any number of answers depend- 
ing on the assumptions, especially the harshness of the environment, and the extent 
of salt contamination. However, given that a bridge is located in a harsh environ- 
ment due to the use of deicing salfsand has a deteriorating deck, the cost of ca- 
thodic protection installation and operation could be more than recaptured by way 
of reduced annual costs, especially if user costs due to reconstruction are included. 
However, a case-by-case analysis is necessary as this is not a "one size fits all" situ- 
ation. 

Mr. Coleman. Some salt-contaminated bridge deck projects are 
not appropriate for cathodic protection because, for instance, the 
bridge may be scheduled for replacement. Are there, however, also 
a number of bridge deck rehabilitations where cathodic protection 
should be utilized? 

[The information follows:] 

Yes, and the number is much higher than the number of bridges with structurally 
deficient decks. A reasonable estimate is about 200,0000 bridges that could be ana- 
lyzed to see if cathodic protection is appropriate. 

Mr. Coleman. Does FHWA believe that the use of cathodic pro- 
tection on bridge deck rehabilitation projects, where appropriate, 
would help preserve our bridge infrastructure in a cost-effective 
manner? 

[The information follows:] 

Yes, the use of cathodic protection on appropriate bridge deck rehabilitation 
projects would definitely help preserve our bridge infrastruture in a cost-effective 
manner. 

Mr. Coleman. What incentives are there for state DOTs to uti- 
lize cathodic protection and extend the life of a bridge deck for 30 
to 35 years? 

[The information follows:] 

The best and most obvious incentive is the prospect of a sound bridge deck with- 
out rehabilitation for 30 or more years. There are, however, other incentives such 
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as eligibility of Federal-aid funds in installation of cathodic protection, and technical 
assistance from FHWA's Offices of Engineering and Technology Applications. Along 
these lines, the AASHTO/AGC/ARTBA Task Force 29 is developing new criteria for 
application of cathodic protection. 

Mr. Coleman. While FHWA has undertaken extensive efforts 
through research and demonstration projects over the past two dec- 
ades, utihzation of cathodic protection remains limited. What fur- 
ther steps does FHWA intend to take to promote the use of this 
technology? 

[The information follows:] 

Require all state DOT's to have a bridge management system. This will create a 
systematic process that will force the bridge manager to look at the best alternatives 
that will realize the most benefits. Other things Qiat FHWAS is doing to help pro- 
mote cathodic protection are: Implementation of SHRP products for cathodic protec- 
tion; Continuing to work with the private sector and the corrosion associations; 
Sponsoring international conferences on cathodic protection and corrosion; Holding 
open houses during the construction of cathodic protection installation for viewing 
by other states; Continuing financial and technical assistance under DP#91; and As- 
sistance in developing a cathodic protection training course for nationwide use. 

AVENUE OF THE ARTS/METROPOLITAN PLANNING ORGANIZATION 

Mr. FOGLIETTA. Mr. Slater, I am from the city of Philadelphia, 
a large, older city, with extremely congested highways and severe 
air quality problems. 

One thing we have seen in Philadelphia time and time again is 
that when we increase capacity on our highways by adding new 
lanes and miles, we see an immediate increase in volume. And the 
gridlock and pollution continues. It seems to me that the best way 
to solve this problem for the future is to get people out of their cars 
and on to public transportation. 

Some might say that is in conflict with your role as Federal 
Highway Administrator. I believe it is absolutely consistent with 
your role as the Highway Administrator to work to improve public 
transit. 

I am very interested in using transportation investments to le- 
verage jobs and economic development, especially in disadvantaged 
communities. In Philadelphia, we have a project called Avenue of 
the Arts, which is on the federal-aid highway system and is on the 
proposed National Highway System. It is a project to redevelop an 
area to make it a thriving arts and cultural center. Further, it will 
create jobs and rebuild a distressed area. 

Can you tell me how you use economic development and job cre- 
ation to evaluate and prioritize projects like Avenue of the Arts? 

[The information follows:] 

The Federal Highway Administration does not establish priorities for funding in- 
dividual projects. The highway program funds administered by FHWA are distrib- 
uted to the states for use in carrying out state and local programs. Priorities for 
federal funding in a metropolitan planning area are established through the re- 
quired metropolitan transportation planning process which is carried out by the 
metropolitan planning organization (MPO) in cooperation with the state and the 
transit operator. 

The ISTEA legislation and implementing planning regulations identify specific 
elements and considerations which must be addressed in the metropolitan and 
statewide transportation planning processes. Consideration of several of these ele- 
ments, e.g., the likely effect of transportation policy decision on land use and devel- 
opment and the overall social, economic, energy and environmental effects of trans- 
portation decisions, require comparison to and/or analysis of the effect of proposed 
transportation improvements on metropolitan and local community goals and plans 
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for economic development, emplo5mient, housing, etc. The specific contribution of 
such projects to the economic development of individual metropolitan areas is hard 
to assess. Typically, analytical tools from economics and regional science can be uti- 
lized to assess the economic benefits of alternative investments. These analjdical ef- 
forts are most successful, however, where an existing community development plan 
or program defines the criteria and objectives that can be utilized as benchmarks 
in assessing the pay-offs from alternative investments. Hence, the transportation 
planning process, in seeking to assess the value of alternative transportation 
projects, must address existing community plans and programs that seek to support 
economic and social development. Within this context, supported by appropriate 
technical analyses, the job creation and economic development potential of alter- 
natives can be framed for local and state decision makers. The FHWA and FTA 
have research and technical assistance efforts under development which will 
produce guidance to assist state and local officials in conducting these analyses and 
making investment decisions. 

The metropolitan planning process is required to be an open process which pro- 
vides opportunities for the public as well as interested agencies and groups to par- 
ticipate in the planning process and to comment on proposed transportation plans 
and improvement programs. Advocates of projects, like the Avenue of the Arts, can 
be most effective by directing their efforts at making their views known to the MPO 
and seeking opportunities to be involved in the metropolitan planning process. 

USE OF HIGHWAY FUNDING ON CURB CUTS 

Mr. FOGLIETTA. On another matter, cities across the country are 
struggling to cope with the burden of unfunded federal mandates. 
The costs of compliance are costing cities, big and small, billions of 
dollars. 

In Philadelphia, thousands of curb cuts are required by the ADA 
at an estimated cost of over $80 million. 

Do you have any thoughts on possibly expanding the use of fed- 
eral highway funding to help cities cope with these mandates? 

[The information follows:] 

Reduction of unfunded mandates is a priority in this administration and is the 
focus of Executive Order 12875, "Enhancing the Intergovernmental Partnership", is- 
sued October 28, 1993. The FHWA is examining its actions to ensure compliance 
with this order. At this point, we are not proposing modifications to law to change 
the eligibilities of federal-aid highway funds. 

CMAQ FUNDING 

Mr. FOGLIETTA. As a Pennsylvanian, I am also concerned about 
issues impacting the other side of our state. In Pittsburgh, there 
is a matter which seems to send the wrong message to cities across 
the country. After 50 years of working to improve air quality, Pitts- 
burgh is finally coming into compliance with Clean Air Act stand- 
ards. However, because they have been successful, they are now 
faced with being rewarded by losing their CMAQ funding, nearly 
$38 million. 

Does this seem fair to you and what do you propose cities like 
Pittsburgh do in the absence of this funding to stay in compliance? 

[The information follows:] 

The apportionment formula for the distribution of funds under the Congestion 
Mitigation and Air Quality Improvement (CMAQ) Program is explicit in section 
1008 of the ISTEA. Only those populations that are in nonattainment areas classi- 
fied as marginal or worse under the Clean Air Act are included in it and therefore 
contribute to a state's share of the yearly apportionments. The reduction in a state's 
CMAQ apportionment is inevitable afl^r one of its nonattainment areas is redesig- 
nated to a maintenance area without a legislative change. The air quality provisions 
of the ISTEA are focused on brining nonattainment areas into attainment rather 
than maintaining the standards. 
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The state, however, may not lose federal funds overall. The Federal Highway Ad- 
ministration has conducted a preliminary analysis on four case studies to determine 
the impact on overall funding of an area's redesignation. In each of the four cases, 
the projected loss in CMAQ apportionment was wholely compensated by an increase 
in the "Hold Harmless" fiinds under Title 23 of the United States Code. So even 
without a legislative change, it is currently possible for the State to insure that an 
area has sufficient funds to continue to fund emissions-reducing transportation 
projects after redesignation. FHWA intends to expand this analysis to other areas. 

Another alternative would be to use a portion of the state's funding under the 
Surface Transportation Program (STP). Eligible activities under this ftinding pro- 
gram include transportation control measures that are listed in the Clean Air Act 
under section 108(f). These include: improved public transit, employer trip reduction 
programs, bicycle and pedestrian improvements and other projects thought to have 
an emission reduction impact. 

Justifications 
intelligent vehicle-highway system 

Mr. Carr. The request budget includes $165,810,000 for the in- 
telligent vehicle-highway system program under the limitation on 
general operating expenses. This is in addition to the $113,000,000 
in contract authority available under ISTEA. Under LGOE, the 
$75,510,000 increase represents 83.6 percent. This means that the 
IVHS program accounts for nearly 60 percent of the total increase 
requested under the general expenses limitation. What was the De- 
partment's request to the Office of Management and Budget for the 
rVHS program? 

[The information follows:] 

The Department requested $115,810,000 to the Office of Management and Budget 
for the IVHS program. 

RESEARCH AND DEVELOPMENT 

Mr. Carr. In the research and development activity, the budget 
request is $38,510,000, an increase of $10,500,000 above the 1994 
level. In general, how is the IVHS research and development effort 
managed? Do you look to the near term and try to emphasize get- 
ting technologies in operational tests quickly, or do you look more 
to the long term and try to build the basis for an integrated, cohe- 
sive, cost-effective national program? 

[The information follows:] 

The R&D program is intentionally designed to cover the scope of needs ranging 
from near term early payoff to longer term, potentially high payoff research opportu- 
nities. The shorter term research products are candidates for current operational 
tests which generally focus on recently developed technologies and new combina- 
tions of existing technologies in operational settings. The federal R&D role is also 
one of developing a broad underlying factual basis for issues, problems and potential 
new technologies and systems related to the IVHS program. Many, if not most of 
our major R&D efforts, actually have outputs which range across the time spectrum 
from near term to future. 

An example of R&D on a broad underlying need are the many geographic 
databases now being developed in the US using GPS/GIS. The several IVHS sub- 
systems and the several transportation modes will require somewhat different sub- 
sets of geographic information. FHWA R&D has embarked on an effort involving a 
major set of national interests to develop requirements for a map database stand- 
ard, taking account of different needs and incorporating the ability to translate a 
common database into forms useful for the particular application whether it be vehi- 
cle navigation, highway maintenance operations, police dispatching, or transit fleet 
operations. A similar example is automatic vehicle identification (AVI), which is 
needed for many IVHS applications. Several different, and incompatible, commercial 
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systems are being marketed. FHWA is performing R&D to define the requirements 
for a national AVI standard. 

An example of a longer term need is for a method of updating in essentially real 
time the navigation advice provided to drivers and the predicted flows used for traf- 
fic signal settings. Obvious situations would include where an incident, such as an 
accident, blocks part of a major facility and it is desired to redistribute traffic on 
the remaining parts of the network. It will be possible to do this in the future when 
a substantial number of vehicles are equipped with in-vehicle navigation systems 
and traffic management centers will be able to rapidly recalculate traffic signal set- 
tings in response to changing conditions. Consequently, FHWA R&D is undertaking 
a broad national effort to develop a method for dynamic traffic assignment, i.e., the 
computer model and software which will calculate the optimum distribution of traf- 
fic aJong the links in a network, based on the known or estimated locations and des- 
tinations of vehicles currently in the network. 

IVHS RESEARCH PRIORITIES 

Mr. Carr. Also explain the process by which the FHWA deter- 
mines research priorities. For example, does each element of the 
IVHS program, such as commercial vehicle operations, advanced 
traveler information systems and advanced traffic management 
systems receive an allocation of the total to be awarded at the dis- 
cretion of that program manager, or do proposals from the various 
elements have to compete with each other? 

[The information follows:] 

Each year's research program is developed through an intensive review of project 
research needs and priorities. Several sources of priority of needs are considered in- 
cluding: program recommendations by IVHS America; national program plans: rec- 
ommendations from individual IVHS America committees; staff interactions with 
the IVHS community and other TRB and professional societies and committees, etc. 

The principal means by which these many priorities are examined and molded 
into the annual program is the FHWA IVHS Research and Technology Coordinating 
Group. Its first level of deliberations begins with an IVHS Working Group composed 
of division chiefs, branch chiefs, and representatives of the technical staffs of FHWA 
R&D and headquarters program offices, including but not limited to: the IVHS pro- 
gram office, safety, motor carrier, and technology transfer. This group reviews pro- 
posed research studies for the fiscal year in question and, through a series of meet- 
ings and iterations, presents a proposed program to the IVHS Research and Tech- 
nology Coordinating Group, consisting of office directors from R&D and the relevant 
headquarters offices (IVHS, safety, motor carrier, etc.) as well as a representative 
from one of FHWA's regional field offices. This group reviews the proposed program 
and, usually after one or more rounds of modifications, presents and defends the 
program to the Research and Technology Executive Board, made up of all the Asso- 
ciate Administrators in FHWA headquarters and chaired by the FHWA Executive 
Director. 

In the deliberations of the various groups, proposed studies in the different IVHS 
elements compete with each other for priority within the framework of an assumed 
budget level. Lower priority studies for which there does not appear to be sufficient 
funding are either deleted or deferred for consideration to subsequent fiscal years. 
Because there are so many high priority studies that cannot be postponed, we have 
had to have recourse to split funding many studies so that the work can be initiated 
sooner. 

RESEARCH AND DEVELOPMENT FUNDING 

Mr. Carr. In 1992, 1993, and 1994 to date, how much of the total 
research and development funding has been awarded competitively 
and how much by sole source? 

[The information follows:] 

In fiscal year 1992, approximately $15.4 million worth of contracts were awarded 
on the basis of competitive procurements. Interagency transfers, programs such as 
the Small Business Innovative Research program (SBIR), Transportation Research 
Board (TRB) support, etc. amounted to $6.0 million (of which $1,275,000 went to 
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AHS-related work). No sole source awards in response to unsolicited proposals were 
made to private industry. 

In fiscal year 1993, competitive awards totaled $32.5 million (including minor con- 
tract modifications and split funded prior year awards); $14,080,000 of this was for 
AHS precursor systems analysis contracts. Interagency transfers, TRB and SBIR 
amounted to approximately $10.1 million. Again, no sole source awards were made 
in response to unsolicited proposals. 

Thus far in fiscal year 1994, competitive awards have totaled $2.2 million and 
other awards are $1.9 million to federal or national laboratories. 

In addition to specifically identifying AHS funding, it should be noted that these 
figures cover R&D in ATMS, ATIS, CVO, and some infrastructure-related AVCS. 

Mr. Carr. Who makes decisions regarding whether or not a con- 
tract is competitively bid and how are those decisions made? 
[The information follows:] 

Contracts are normally competitively bid. Where it can be justified on the basis 
of demonstrated expertise and experience, work may be set aside for a federal lab- 
oratory. Where a good deal of objectivity or contact with the highway community 
is needed, TRB may be called upon to manage an activity. Where a state possesses 
some unique facility, expertise, and a willingness to contribute its facilities and re- 
sources toward a cooperative activity, a sole source agreement with that state is ne- 
gotiated. 

The recommendation for these types of sole sourcing usually originates with the 
technical staff, is subject to the approval of the Director of the Office of Safety and 
Traffic Operations R&D, and is ultimately subject to the approval of the FHWA con- 
tracting officer. 

HUMAN FACTORS STUDY ON ENHANCED VISIBILITY 

Mr. Carr. How much funding will be devoted in 1995 to a "cross 
cutting study in human factors that will address human factors is- 
sues related to systems which enhance visibility under adverse con- 
ditions?" Exactly what are you trying to learn and how does it re- 
late to IVHS? 

[The information follows:] 

The study addressing the above issues is entitled "Enhanced Display of Highway 
Environment" with a planned budget of $1,500,000. 

Systems that enhance the display of the highway environment offer great promise 
for improving highway operations, especially at night or under degraded driving 
conditions. Rather than selecting promising technologies (e.g., radar or infrared) and 
determining how they may be used in the driving environment, this study \yill first 
determine driver information requirements and problem areas. In addition, en- 
hancement technologies and their interfaces to the driver must be fiilly integrated 
with other proposed IVHS in-vehicle systems. This study will build on the results 
of ongoing human factors research in the design of Advanced Traveler Information 
Systems (ATIS) for private and commercial vehicles (.Human Factors in ATIS and 
CVO Design Evolution Contract). The product of this study would be empirically- 
based human factors guidelines that include the integration of enhancement tech- 
nologies in the design of in-vehicle controls and displays, with special emphasis on 
commercial vehicle cabs. 

SAFETY EVALUATIONS OF IVHS TECHNOLOGIES 

Mr. Carr. Approximately 25 percent of the R&D total, or 
$10,000,000 is requested as a pass through to the National High- 
way Traffic Safety Administration (NHTSA) to allow ISTHTSA to 
conduct safety evaluations of promising IVHS technologies. Why 
shouldn't these funds be included in the NHTSA budget? 

[The information follows:] 

The budget request to support NHTSA research is intended to continue to respond 
to direction first provided by the Senate Appropriations Committee in fiscal year 
1993. These funds could be included in the NHTSA budget request, in fact, we have 
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been transferring these funds to NHTSA via interagency agreements. From the per- 
spective of the IVHS program it is important that these funds be provided either 
here or directly to NHTSA for the safety evaluation of operational test projects and 
NHTSA research supporting the AHS program. 

Mr. Carr. NHTSA's own budget also includes funding for IVHS 
related research. How are decisions made whether to include the 
funding in NHTSA's or FHWA's budget? 

[The information follows:] 

As stated in the previous answer, it is important that funds be provided to 
NHTSA for the safety evaluation of operational test projects and NHTSA research 
supporting the AHS program. However, since the IVHS program is a DOT initiative, 
the source of funding from these activities could come either directly from NHTSA 
or through the FHWA budget. 

OBLIGATIONS OF THE 1994 RESEARCH PROGRAM 

Mr. Carr. For the record provide the amount of obligations to 
date for the 1994 research program and include planned obligations 
by month for the balance of the year. 

[The information follows:] 

The amount of obligations to date for the fiscal year 1994 research program are 
$4,152,000. Obligations for the remainder of the fiscal year by month are very dif- 
ficult to determine as the time between R&D's submittal of a procurement request 
(PR) and award of a contract is unpredictable to the month, depending, among other 
things, on: the workload in the Office of Contracts and Procurement at the time the 
PR is received; the type of procurement (competitive, interagency agreement, etc.); 
and the magnitude and complexity of the requirement (which affects the time need- 
ed for proposal submission, review, and negotiations). 

However, our best estimate of monthly obUgations for the remainder of fiscal year 
1994 is as follows: 

March $900,000 

Apnl 2,100,000 

May 2,600,000 

«J""e 2,400,000 

July 14,100,000 

August 4,500,000 

September 7,000,000 

1 + $10,000,000 AHS Consortium. 

RECIPIENTS OF IVHS R&D FUNDING 

Mr. Carr. Also provide, for fiscal years 1992, 1993, and 1994 to 
date, information showing the 25 recipients of the most funding 
under the IVHS research and development program. 

[The information follows:] 
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FHWA/IVHS 25 Largest R&D Recipients 

Fiscal Years 1992,1993 and 1994 

(Awards as of 05/05/94) 



Contractor Amount 

BATTELLE 6,952,337 

NATIONAL ACADEMY OF SCIENCES 6,305,191 

TRB Correlation S vcs 3 , 805 , 1 9 1 

IVHS IDEA 2,500,000 

HONEYWELL 5,978,575 

TEXAS A&M RESEARCH FOUNDATION 5,350,000 

FARRADYNE 5,200,000 

DEPARTMENT OF ENERGY (National Labs) 5,137,000 

UNIVERSITY OF MICHIGAN 5,000,000 

VIRGINIA POLYTECHNICAL UNIVERSITY 5,000,000 

INFORMATION DYNAMICS 4,533,449 

GEORGIA TECH RESEARCH CORP. 4,216,359 

CALSPAN CORPORATION 3,054,137 

DELCO ELECTRONICS CORPORATION 3,009,712 

LORAL AEROSYS 2,942,679 

UNIVERSITY OF CALIFORNIA 2 , 36 1 , 82 1 

SAIC 2,169,621 

KAMAL SCIENCES CORPORATION 2,007,445 

U.S. DEPARTMENT OF COMMERCE (Federal Labs) 1,950,000 
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RAYTHEON COMPANY 1,789,994 

BALL ENGINEERING 1,610,000 

VERAC, INC. 1,492,322 

HUGHES 1,430,217 

JHK 1,373,501 

JOHNS HOPIONS UNIVERSITY (Applied Physics Lab) 1,010,000 

KLD 880,000 

CAMBRIDGE SYSTEMATICS 823,997 



The figures above represent awarded contract amounts, some of which have not yet been 
obligated. 
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Just for interest, these are the next nine: 

ROCKWELL INTERNATIONAL CORP. 623,451 

BDM FEDERAL, INC. 499,658 

MARTIN MARIETTA CORPORATION 313,404 

THE ANALYTIC SCIENCES CORP. 264,993 

SRI INTERNATIONAL 228,878 

VENDOR OF MATERIALS (Various equipment purchases) 227,712 

TRW INC. 208,865 

NORTHROP CORPORATION 208,368 

UNIVERSITY OF TEXAS 125,000 
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rVHS OPERATIONAL TESTING PROJECTS 

Mr. Carr. The budget request for IVHS operational testing dou- 
bles from $15,000,000 in 1994 to $30,000,000 in 1995. According to 
the justifications, based on responses to an open solicitation during 

1992, sixteen new operational tests were selected for support in 

1993. Provide a listing of these sixteen new projects, along with es- 
timated funding, by year, total estimated cost, location, and reason 
selected. 

[The information follows:] 

[Notes: After project name and location, the first figure in the listing is the federal 
IVHS funding, and the second figure is the anticipated total funding. Sufficient fed- 
eral fiscal year 1993 IVHS funds were reserved to fully carry out all projects (i.e., 
approvals were not made based on anticipated availability of fiiture funds). Funding 
for most projects was obligated during fiscal year 1993, with the remaining obliga- 
tions occurring in fiscal year 1994. Brief descriptions of projects highlight key fea- 
tures and evaluation goals which contributed to project selection.] 

NY City Metropolitan Transportation Authority Travel Information System Test 
(New York): $2,950,000 ($5,900,000) The project will test the effectiveness of meth- 
ods to provide comprehensive information at bus stops and on-board busses. The 
system would concentrate on heavily-traveled routes allowing for an effective and 
reliable evaluation in a large scale system, the New York City transit system is 
well-suited for this purpose. 

Washington DC Surveillance Test (DC Metro Area): $5,511,733 ($7,169,420) The 
operational test will evaluate the use of the Bell Atlantic cellular telephone infra- 
structure with passive statistical cellular and cellular geolocation technologies to es- 
timate traffic congestion information and identify incidents. Currently, transpor- 
tation management agencies expend large amounts of funds to monitor a Umited 
number of freeway segments through techniques such as in-payment detectors and 
closed-circuit television cameras. If successful, this project will provide a cost-efTec- 
tive alternative for wide-area monitoring of traffic conditions. 

SMART Card Bus Fare Collection Test (Delaware): $1,191,424 ($2,382,848) The 
Smart DART project will test the use of "smart cards" for fare collection on Wil- 
mington's entire transit system. The introduction of multi-use/multi-modal pajmient 
mechanisms for transportation services; including toll collection, transit fares, and 
parking fees; will ease user choice and increase the efficiency of funds administra- 
tion by pubUc agencies. 

Minneapolis /St. Paul Personal Communication Device Test; "Genesis;" (Min- 
nesota): $2,400,000 ($3,200,000) Genesis will evaluate the value of a portable digital 
personal communications device (PCD) in improving transportation service. The 
PCD will provide users with real-time, route-specific information on operation condi- 
tions of highway and mass transit systems, along with other types of personal use 
information. The Minnesota Guidestar program provides an effective site for testing 
the value of PCDs in improving transportation service in a multimodal setting. 

Minneapolis / St Paul Transit Information System Test; "TravLink;" (Minnesota): 
$3,571,000 ($5,762,000) The TravLink project along the 1-394 corridor will provide 
real-time transit schedule and traffic information through a combination of kiosks 
and audiotex/videotext at work, home, shopping, and transit stations. In-home ter- 
minals supplied by US West under an existing project will be used. The infrastruc- 
ture in the Minneapolis area provides excellent evaluation and integration opportu- 
nities with other on-going activities such as high occupancy vehicle lanes, timed- 
transfer transit service, downtown transit centers and commuter connections, park- 
n-ride lots, ramp metering, reduced-rate carpool parking, transportation manage- 
ment organizations, and the traffic management center. 

On-Board Automated Mileage I Stateline Crossing Test (Iowa, Minnesota and Wis- 
consin): $1,068,239 ($1,618,974) This three-state effort will test and evaluate the ef- 
fectiveness of using the global positioning system and first generation on-board com- 
puters to record miles driven within a state for fiiel tax allocation purposes in a 
manner acceptable to state auditors. This will streamline reporting requirements 
imposed on commercial motor carriers, and increase the efficiency of administrative 
processes within state agencies. 

San Antonio Advanced Traffic Management System Test (Texas): $899,654 
($1,298,466) Texas Department of Transportation is installing an advanced traffic 
management system in San Antonio which will use state-of-the-art, digital commu- 
nications. Traffic control systems have traditionally used older analog communica- 
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tion systems, and this is the first traffic control system installation using digital 
communications technology. The operational test is evaluating this digital commu- 
nication network, designed for transportation management, for cost effectiveness 
and benefits versus more traditional transportation data communication systems. 

Bus Transit Travel Time Information System Test (Colorado): $1,000,000 
($2,000,000) The project will evaluate the impact of real-time travel information on 
traveler mode choice along routes 1-25 and US 36 north of Denver. Proposed infor- 
mation delivery systems include changeable message signs in advance of park-and- 
ride facilities, highway advisory radio, and video-display terminals at key, high-use 
park-n-ride lots, bus transfer facilities, the new Denver International Airport, light 
rail stations, and at company work sites. 

Dynamic Truck Speed Warning for Long Downgrades (Colorado): $195,000 
($250,000) The project is evaluating use of weigh-in-motion truck scales linked to 
variable message signs to inform individual trucks of safe operating speeds on a 
long downgrade on westbound 1-70 near the Eisenhower tunnel. Based on a truck's 
weight and other dynamic factors, a recommended safe speed will be calculated and 
provided to the driver via the variable message sign. The project will evaluate the 
safety effectiveness of providing this information for trucks negotiating a steep 
downgrade. 

Integrated Freeway Ramp Metering and Adaptive Arterial Signal Control Test 
(California): $2,617,000 ($3,337,000) The test will evaluate the operational effects 
of balancing traffic flow between Interstate I-5/I— 405 and the parallel arterial 
streets near Disneyland, the stadium and Convention Center in Anaheim. The test 
will also demonstrate the effectiveness of a collaborative action on the part of trans- 
portation management agencies to optimize their strategies to improve traffic flow. 
The existing ft-eeway and arterial control infrastructure in the Anaheim area is ex- 
tremely well-equipped to host this test of advanced traffic control. 

Adaptive Traffic Signal Control System Test (California): $1,156,647 ($2,271,147) 
This project will evaluate advanced signal control algorithms against more tradi- 
tional control software. The advanced system to be used automates the data collec- 
tion process and then automatically optimizes traffic signal timing plans based on 
real-time conditions, and implements the timing plans on a cycle-by-cycle basis. The 
existing traffic management system infrastructure in Anaheim offers an excellent 
test site to evaluate traditional and advanced traffic signal control strategies, espe- 
cially when applied to the numerous special events which take place in and around 
the city. 

Smxirt Call Box Test (California): $915,000 ($2,260,200) This project will evaluate 
the use of the existing motorist aid call box system for other traffic management 
strategies. The test will evaluate the cost-effectiveness of converting existing cel- 
lular-based call boxes to transmit the data necessary for traffic monitoring, incident 
detection, hazardous weather detection, changeable message sign control, and CCTV 
control. 

Mobile Communication System Test (California): $3,000,000 ($4,000,000) This test 
will evaluate use of a portable detection and surveillance system for highway con- 
struction, special events, and incident locations. A number of mobile systems will 
be installed on special trailers which will be strategically placed at temporary traffic 
congestion locations in Orange County. The trailer-mounted video image detectors 
will transmit real-time data and video to a control center. Positive results will pro- 
vide needed flexibility in responding to temporary transportation management 
needs in a cost-effective manner. 

Spread Spectrum Radio Traffic Signal Interconnect Test (California): $2,600,000 
($3,500,000) This project is to evaluate the use of the "spread spectrum" radio com- 
munication technique for interconnecting traffic signals to a central control com- 
puter. This system will be compared to traditional approach of using costly buried 
wire interconnect systems, and the evaluation will measure the operational charac- 
teristics and costs of the spread spectrum communication system. 

San Francisco Bay Area Intermodal Traveler Information System Test (Califor- 
nia): $2,500,000 ($4,211,500) The "Travlnfo" project will implement a comprehen- 
sive, region-wide traveler information system. The project includes the development 
and operation of a multi-modal transportation information center that will integrate 
and disseminate transportation information to the general public, public agencies 
and commercial vendors. An open access architecture will be implemented for all as- 
pects of the information system, to provide for fiiture growth and transfer of tech- 
nology to other regions. We hope to facilitate an active market for travel information 
within this project, greatly leveraging the value of information currently being col- 
lected by public agencies. 

Storm Warning System Test (Idaho): $804,500 ($1,231,000) This project will test 
three sensor systems which measure visibility during blowing dust and snow situa- 
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tions. Information will be automatically transmitted to two overhead signs to warn 
motorists. Motorist response and safety improvements will be evaluated during the 
test. 

EMERGENCY NOTIFICATION AND PERSONAL SECURITY SYSTEMS 

Mr. Carr. Among planned accomplishments for 1994 is "testing 
of emergency notification and personal security systems." What ex- 
actly is the aim of this work and how much money is devoted to 
it in 1994? 

[The information follows:] 

These systems will allow travelers to notify assistance centers of the need for 
help. Two-way communications capability will allow the assistance provider to re- 
spond to the traveler, acknowledge the assistance request and inform the traveler 
that help is on the way. Key aspects of such systems would include the ability to 
locate the requestor. This IVHS user sen/ice area is intended to speed the detection 
of and response to non-injury incidents on the highway. This area was included in 
the open solicitation for operational test proposals whach were due to US DOT in 
early January 1994, and we have not yet finalized selection of proposals. In prelimi- 
nary estimates, however, it appears that federal IVHS obligations for these systems 
woiild be in the range of three to four million dollars in fiscal year 1994. 

RURAL IVHS SYSTEMS 

Mr. Carr. What portion of the operational testing budget in 
1993-1995 is targeted to rural IVHS systems? 
[The information follows:] 

We do not separately identify budget amounts for specific areas of operational 
tests such as rural IVHS systems. In developing areas of focus for solicitation of pro- 
posals, we review operational test needs and priorities for the various IVHS user 
service areas as documented in the National IVHS Program Plan. Specific budgets 
and schedules are prepared by the partnerships which form to offer proposals. As 
part of this process, rural areas are expected to benefit from a number of IVHS user 
service areas such as en-route guidance and traveler information services. We also 
expect to focus on IVHS systems which may be especially well-suited to rural areas, 
such as automated mayday, but do not currently have an estimate of expected ex- 
penditures. 

COST BENEFIT EVALUATIONS OF IVHS OPERATIONAL TESTS 

Mr. Carr. Explain how cost-benefit evaluations are used in de- 
termining which rVHS operational tests to finance. 
[The information follows:] 

In seeking partnerships to conduct operational tests, the US DOT publishes an 
open solicitation for proposals. The evaluation and selection criteria used to rank 
proposals includes consideration of partnership contributions and federal role in the 
project, but a rigorous cost-benefit evaluation of proposals is not conducted. It is the 
basic objective of the operational testing program itself to determine the costs and 
benefits of providing a particular IVHS user service, and evaluation requirements 
emphasize this objective. We do seek to maximize the "leveraging" impact of the fed- 
eral IVHS funds by encouraging private sector and other non-federal participants 
to contribute financially, and the degree of non-federal share is considered in our 
selection process. 

INTERACTION BETWEEN IVHS AND DEFENSE TECHNOLOGY 
CONVERSION ACTIVITIES 

Mr. Carr. The justifications contain the following statement: 

It is proposed that an additional $15,000,000 be invested in IVHS operational 
tests and supporting research to further defense technology conversion objectives 
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Is this effort clearly focused? It would seem that IVHS research 
may present an opportunity for firms scaling back on defense relat- 
ed work to transition into other areas. It does not seem that addi- 
tional IVHS funds should be targeted "to further defense tech- 
nology objectives." Those objectives may not be what is best for the 
IVHS operation testing activity. How precisely do your operations 
and defense conversion activities interact? 

[The information follows:] 

We believe the referenced sentence in its full context is "It is proposed that an 
additional $15 million be invested in IVHS operational tests and supporting re- 
search to further defense technology conversion objectives and achieve IVHS pro- 
gram objectives in areas such as public transportation, commercial vehicle oper- 
ations, hazard warning and emergency notification systems, advanced vehicle safety 
systems, and traffic management applications. [Emphasis added]. 

Our operations and defense conversion activities do not presently interact as pre- 
cisely as needed because sufficient funds are not available to convert the consider- 
able array of applicable defense technology to IVHS applications. In fiscal year 1995, 
assuming that the FHWA and NHTSA research and development budget requests 
are fully supported, the increased level of Advanced Technology Application funds 
will be used to: 

Fund proposals submitted under the Technology Reinvestment Project (TRP) ad- 
ministered by ARPA that have promise for producing valuable IVHS products, but 
were not funded because the products did not also have apparent defense appUca- 
tions. 

Support proposals submitted in response to the National Tank and Automotive 
Command's (TACOM) Automotive Center's (NAC) defense conversion/dual use 
Broad Agency Announcements. We are being encouraged by the NAC to review such 
proposals for promising IVHS related appUcations and support these projects. 

Initiate a program similar to the TRP and NAC programs, but focused on IVHS 
applications. The goal is to supplement the ARPA and NAC solicitations and accel- 
erate the application of defense-related technologies to specific IVHS applications, 
in line with President Clinton's defense conversion objectives. Based on our recent 
experience in evaluating proposals submitted for TRP and NAC funding consider- 
ation, and our experience in evaluating proposals submitted for funding consider- 
ation under the DOT-sponsored IVHS IDEA program, we are convinced that there 
are many innovative ideas worthy of assistance in developing product concepts that 
could help attain improved system performance and cost effectiveness as well as ad- 
dress the goals of defense conversion and dual use. 

Test and evaluate promising DoD related products developed via the DoD pro- 
grams (such as TRP and NAC) and the above activities by integrating them into 
appropriate IVHS operational tests (using combined advanced technology applica- 
tions and operational test program funds). 

ORLANDO TRAVTEK PROJECT 

Mr. Carr. The TravTek project in Orlando was completed nearly 
one year ago. The report assessing the project still has not been 
completed, is that correct? 

[The information follows:] 

While it is true that the final report has not yet been issued, interim results have 
been made public at various conferences. In fact, preliminary results showed that 
those who used TravTek planned their trips 80 percent faster than those without 
the system, and reached their destination 20 percent faster. 

Mr. Carr. Who is preparing the report and why has it taken so 
long for it to be issued? 
[The information follows:] 

SAIC (Science Applications International Corporation), which is preparing the re- 
ports, is actually on schedule. The original schedule called for the documents to be 
available 15 months (March 31, 1994) after conclusion of the "live", i.e. public par- 
ticipation, phase of the operational test. The Live phase of the test was extended by 
three months (to March 31, 1993) by common agreement of the test partners. The 
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analysis and reporting phase was subsequently extended an equivalent amount (to 
June 30, 1994). 

The documentation will consist of nine individual reports which will provide de- 
tails of the individual studies conducted in the evaluation. The contractor and mem- 
bers of the evaluation working group (EWG) team have provided interim results 
through papers and presentations at various domestic and mtemational conferences 
and symposia. In addition, the contractor and EWG team provided a two-day joint 
evaluation workshop with the principals from the Michigan (FAST-TRAC) and Chi- 
cago (ADVANCE) operational tests. This workshop provided valuable insights to the 
attendees on the conduct of an evaluation in a live operational test environment. 
Proceedings from the workshop were provided to all the attendees and were subse- 
quently distributed to FHWA Regional Offices. 

Mr. Carr. Obviously, getting results of operational tests to inter- 
ested parties is one of the most critical aspects of such testing. Do 
you think that FHWA is placing adequate emphasis on this aspect 
of the program? 

[The information follows:] 

We are just beginning to see a number of early IVHS operational tests coming 
to closure, and we agree that it is vitally important to disseminate results as quickly 
as possible. We also encourage open availability of interim results from projects 
which are underway, and beheve that sufficient emphasis is being given to this 
need. A number of forums and mechanisms exist to distribute project results, in- 
cluding periodic conferences such as the Transportation Research Board and IVHS 
America annual meetings, project newsletters, periodic publications such as the In- 
stitute of Transportation Engineers Journal and IVHS America's IVHS Journal, 
and the Information Clearinghouse operated by IVHS America. We will continue to 
carefully review the needs and opportunities for efficient distribution of results in 
a timely manner, and do not believe that a problem exists at this time. 

COMMERCIAL VEHICLE OPERATIONS 

Mr. Carr. The budget includes $10,000,000 for commercial vehi- 
cle operations, the same amount as available in 1994. This activity 
would seem to be one of the most promising for near term oper- 
ational impact with a direct financial benefit for the motor carrier 
industry, and by extension, the consuming public. Is that a fair 
assessment? 

[The information follows:] 

We certainly agree that commercial vehicle operations (CVO) is one of the most 
promising areas for near term benefit. As stated eariier, we created a separate pro- 
gram category in fiscal year 1994 to assure timely achievements. This category pro- 
vides for dedicated funding for CVO, over and above the CVO activities already in- 
cluded in other program categories, such as operational tests, priority corridors and 
institutional and legal issues. In addition, funding support for the IVHS CVO pro- 
gram is also being provided by other elements of the FHWA Motor Carrier program. 

Mr. Carr. That being the case, why does the budget for commer- 
cial vehicle operations show no increase, while nearly every ele- 
ment of the IVHS program reflects growth? 

[The information follows:] 

The support for CVO will continue in fiscal year 1995 at the fiscal year 1994 level 
or above. As we complete the National IVHS Program Plan and set overall IVHS 
program priorities, we will assess future budget requests in the CVO program cat- 
egory and across other program categories to ensure that sufficient funding will be 
available to achieve CVO progrgun objectives. 

IVHS COMMERCIAL VEHICLE NETWORK 

Mr. Carr. Explain the objectives and status of the National 
rVHS Commercial Vehicle Network. How much funding is dedi- 
cated to this effort in 1994 and planned for 1995? 
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[The information follows:] 

The objective of the "National IVHS Commercial Vehicle Network", now called 
"Electronic Clearance" is to improve safety and productivity by allowing safe and 
legal trucks and buses to travel the highways just as cars do, i.e. without stopping 
at state borders, ports of entry or weigh stations. Vital safety, credential and weight 
information would be checked electronically. Electronic clearance will be imple- 
mented in phases. 

Phase I: In 1997 — An information network nationwide will allow states to check 
interstate carries safety and selected credentials based on periodic downloads. Rec- 
ommendations will be made on high speed weigh-in-motion (WIM) equipment. Also, 
standards for vehicle to read communication will be established. 

Phase II: After 1997 — Capability to check both inter and intrastate carrier infor- 
mation and latest driver and vehicle safety data in real time. 

Phase III: Incorporate the latest technology for onboard monitoring of driver, vehi- 
cle, and cargo status in real time with appropriate warnings to the driver, carrier 
and enforcement officials. 

Status: Major activities of developing electronic clearance systems in 1994 are: 

Begin testing a form of electronic clearance in the Advantage 1-75 and HELP Inc. 
projects. 

Develop user requirements (safety, credentials, weigh) and architecture with part- 
ners and help from Johns Hopkins Applied Physics Lab. 

Complete analysis of high speed WIM systems. 

Initiate study to develop guidelines for instrumenting weigh stations. 

Develop the interstate carrier safety profile and algorithm that would be the same 
or similar to that for the 100 MCSAP sites. 

Summarize the barriers to electronic clearance based on results of states CVO in- 
stitutional studies. 

Begin cost benefit analysis of the service to carriers and states. 

The amount of IVHS fiinding that will both directly and indirectly contribute to 
nationwide electronic clearance in 1994 is about $15 million, including funding de- 
rived from the CVO program category as well as other program categories. We an- 
ticipate fiscal year 1995 funding will be no less than that in fiscal yesir 1994. 

AUTOMATED HIGHWAY SYSTEM PROTOTYPE 

Mr. Carr. ISTEA mandates DOT to develop a prototype auto- 
mated highway system by 1997. It is now 1994. Do you think that 
accomplishing that goal by such a date is reasonable and feasible? 

[The information follows:] 

DOT fully intends to demonstrate AHS prototype technology on a test track in 
1997. Within the overall AHS program, the 1997 requirement is an opportunity to 
demonstrate the proof-of-technical feasibility of the fiiUy automated AHS concept as 
well as key AHS technologies. However, this demonstration is not expected to be 
a "full-up" demonstration of a final prototype system design. That is, there is very 
substantial analysis, development, and testing (both lab and test track) that will be 
required beyond 1997 before a recommended AHS system configuration will be es- 
tablished and available for additional demonstration and eventual operational test- 
ing. 

The National AHS Consortium, which will be estabUshed this year, will be able 
to move quickly into the program because considerable analysis has already been 
undertaken through the AHS precursor systems analyses studies started in fiscal 
year 1992. The National AHS Consortium will be able to move forward quickly to 
perform the necessary test track preparations and prototype development to conduct 
the 1997 demonstration, assuming mil program funding in the years leading up to 
the demo. We very much support the timing of this demonstration and see it as an 
important event in establishing the soundness of the AHS program. 

Mr. Carr. Shouldn't an endeavor as important as the country's 
first automated highway system be driven by the technology and 
performance and not by an artificially imposed schedule? 

[The information follows:] 

We completely agree and have designed an overall AHS R&D program which we 
believe is flexible in schedule and is focused on technology and performance issues, 
in addition to institutional, societal, and other issues. As noted above, the 1997 pro- 



206 



totype demonstration schedule is not artificially driving the process, because it is 
focused on proof-of-technical feasibility of the AHS concept and key AHS tech- 
nologies. However, the overall R&D program phase is expected to take 6-8 years 
before a system design is ready for operational testing. This overall R&D program 
will examine a wide range of concepts, issues and tradeoffs, nan'owing these down 
through in-depth analysis of all key issues to a few promising concept alternatives, 
which will then be thoroughly evaluated through further analysis, simulation, and 
subsystem prototyping prior to operational testing. 

NATIONAL AUTOMATED HIGHWAY SYSTEM CONSORTIUM 

Mr. Carr. What are the status and functional responsibihty of 
the national consortium to be established in 1994? Does the FHWA 
have representation on the consortium? 

[The information follows:] 

Yes, the FHWA will be represented on the consortium and will play a major role 
in key consortium decisions. The Government role is clearly defined in the AHS so- 
licitation, and applying consortia are required to accommodate this role in their pro- 
posed management structure. In general terms, the government will participate in 
policy decisions, management reviews and associated decisions, and will also main- 
tain a day-to-day presence at the consortium program office. 

The DOT selection process to estabUsh the national AHS consortium formally 
began last December, 1993 with the release of a request for applications. These were 
received in March, 1994 and evaluation and negotiations will follow. The DOT ex- 
pects to sign a cooperative agreement with the selected consortium late in fiscal 
year 1994. The consortium will be responsible for providing a focal point for U.S. 
AHS development, to include representation of stakeholder views (those inside and 
outside the consortium), national coordination, and outreach; managing the pro- 
gram, in terms of proper management of resources, decision making, and accessing 
key expertise; meeting program milestones, i.e. conducting the R&D to develop and 
validate the AHS configuration which is seen as optimvun for eventual deployment, 
to include efforts to accomplish the 1997 demonstration; and participate in resource 
contribution and management, which includes cost sharing of 20 percent minimum 
and competitive procurement of a defined portion of the federally funded R&D. 

AUTOMATED HIGHWAY AND VEHICLE PROTOTYPE 

Mr. Carr. What organization will function as the general con- 
tractor for the prototype demonstration? Will it be the FHWA? The 
national consortium? A corporation yet to be determined? 

[The information follows:] 

The national AHS consortium will have responsibility for conducting the 1997 pro- 
totype demonstration. As stated above, the FHWA will be represented on the consor- 
tium and will play a major role in key consortium decisions. 

Mr. Carr. The justifications indicate that, in 1995, "additional 
funds could make it possible to prototype fully and test more than 
one system approach, reducing program risk and increasing the 
likelihood that the best approach is implemented." 

Another reading of the basic legislation may be in order. 

Section 6054(b) states the following: 

The Secretary (of Transportation) shall develop an automated highway and vehi- 
cle prototype from which future fully automated intelligent vehicle-highway systems 
can be developed. Such development shall include research in hvunan factors to en- 
sure the success of the man-machine relationship. The goal of this program is to 
have the first fully automated roadway or an automated test track in operation by 
1997. This system shall accommodate installation of equipment in new and existing 
motor vehicles. 

Thus, the goal is to have one prototype — or test track — by 1997. 
It is not to have several prototypes and select "the best approach." 
Given the multiple facets and purposes of IVHS, it is doubtful that 
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one approach can satisfy all challenges. After all, the needs and 
characteristics of a rural of suburban IVHS system will, of neces- 
sity, be different from a completely urban setting. In addition, some 
rVHS applications favor in-vehicle technologies. Others stress in- 
frastructure information management. The Committee does not be- 
lieve the automated highway system developed pursuant to section 
6054 should represent the pinnacle in IVHS development. Rather, 
it should represent one milestone along the way. How do you re- 
spond to the observation that the justification material seems to in- 
dicate the FHWA may be expanding the AHS concept beyond the 
original intent? 

[The information follows:] 

The question consists of at least two important points. The first relates to our 
1995 justifications and the following additional clarification of the 1995 budget jus- 
tification is provided. The statement in the justifications that additional funds could 
make it possible to prototype fully and test more than one system approach refers 
to the overall AHS program, not to the plans for the 1997 demonstration which is, 
as noted by the question, more limited in scope. As noted in previous answers, the 
system definition phase of the AHS program, in which the prototype(s) will be devel- 
oped, is expected to span 6-8 years, starting in fiscal year 1994. A systems develop- 
ment approach will be applied to formulate concepts and perform sufficient analysis, 
test, and evaluation to define the system configuration that is seen as preferred for 
national deployment in the views of key stakeholders. Under current budget plans, 
this one configuration will be fully prototyped and tested to validate its perform- 
ance. 

The clarification noted in the question was that additional program funding would 
open the door to protot)T)ing of more than one promising configuration later in the 
program, so as to more thoroughly evaluate alternatives. As noted, the 1997 dem- 
onstration will showcase key system approaches, subsystems, and AHS technologies 
in order to clearly establish the technical feasibiUty of AHS. Thus, the demonstra- 
tion will not attempt to present the one 'Taest" approach to AHS. 

Regarding other points of this question, the AHS system configuration which will 
be selected eventually must be defined at the level that basic standards, perform- 
ance specifications operating aspects, etc. can be nationally established. This is obvi- 
ously a fundamental requirement for national connectivity. It also should be viewed 
as an "umbrella" configuration which encompasses the varied operational environ- 
ments (rural, suburban, urban) in which AHS will be deployed. While an AHS im- 
plementation may differ between these environments, it is essential that they 
interoperate seamlessly and that vehicles equipped for one implementation are com- 
patible with all other implementations across the country. To achieve this interoper- 
ability and seamlessness, the objective is to eventually develop a national system 
performance specification with the AHS stakeholders. 

On another aspect of the question, there is perhaps an inference that AHS incor- 
porates all of the IVHS services. Actually, AHS is only one of the IVHS services and 
will operate within the context of the larger IVHS system. For example, AHS can 
be expected to be deployed on high priority routes in high demand, major urban and 
inter-city fi^eway corridors. On these roadways, AHS promises major performance 
improvements for freeway operations, in terms of throughput, safety and quality of 
service. The overall national IVHS system will, of course, be much more comprehen- 
sive such that other performance maximums in services outside AHS may be 
achieved in areas such as signal control and traveler information management. 
Thus, while AHS cannot represent the "pinnacle" for the totality of IVHS develop- 
ment, it is one of several key initiatives which in combination offer the full potential 
of IVHS. 

Regarding the scope of the AHS program relative to section 6054(b), a serious pro- 
gram commitment to AHS has been a key goal of the IVHS program from its incep- 
tion. Section 6054b of the ISTEA was welcomed as Congressional direction and sup- 
port for a national commitment to an AHS program. A key aspect of this language 
is that the AHS protot5rpe be one "from which future . . . systems can be devel- 
oped." This is consistent with the DOT view that the AHS program be an earnest 
system development activity focused on eventual commercialization and grounded in 
real world concerns. As such, the DOT program philosophy is centered on a partner- 
ship approach between stakeholders and DOT. This stakeholder involvement is es- 
sential for the AHS developed to be accepted by industry for commercialization and 
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by transportation agencies for deployment. For both the public and private sector 
to invest in the partnership, a credible long term program must be in place with 
a long term Federal commitment. In this context, the 1997 demonstration is seen 
as part of a larger, comprehensive approach to system development. One which wdll 
attract private investment and further the goal of early AHS spinoffs and market 
opportunities as well. We beUeve the DOT program is very consistent with the clari- 
fication received from the House of Representatives during the appropriations proc- 
ess (Oct. 21, 1993). This language notes that the AHS is a long term program, much 
more than a demo, focused on developing a commercially and societally viable AHS, 
with development activities continuing into the next decade. The 1997 demo, per 
these remarks, is intended only as a starting point, with continuing major R&D to 
ensure a robust and safe high performance system, the ultimate product being a 
system configuration that can be economically commercialized. 

AUTOMATED HIGHWAY SYSTEM DEVELOPMENT 

Mr. Carr. What is the total amount of federal funds the FHWA 
intends to devote to AHS development from 1994 through 1997, by 
fiscal year? 

[The information follows:] 

DOT has made an initial budgetary estimate that $150M of federal funds will be 
required during the system definition phase of the program to define, prototype, and 
fully evaluate the AHS system approach seen as optimum for eventual deployment. 
This budget requirement and associated schedule will soon be reviewed after evalua- 
tion of the applications for the National AHS Consortium. The federal budgetary es- 
timate at this time to support this effort by fiscal year can be estimated as follows: 

Millions 

1994 $10 

1995 20 

1996 35 

1997 45 

PRIVATE SECTOR CONTRIBUTION TO AHS 

Mr. Carr. Does the FHWA's long term plan for the automated 
highway system include a financial contribution by the private sec- 
tor? What percentage of total project costs might be funded by the 
private sector? 

[The information follows:] 

Yes. The AHS request for applications, upon which the cooperative agreement 
with the national AHS consortium will be based, requires a minimum 20 percent 
cost sharing on the part of the consortium. The contribution wiU be shared among 
consortium members, composed of both private and public sector partners. The allo- 
cation of cost sharing contributions within the consortium are left up to the consor- 
tiiun. Also, as AHS spin-offs get closer to the market place, we expect the private 
share of those development costs to grow dramatically and become the full respon- 
sibility of the private sector. 

Mr. Carr. Fiscal year 1994 was the first year for funding in the 
advanced technology applications activity. Has any of the 1994 
funding been put on contract yet? 

[The information follows:] 

Fiscal year 1994 funding in the advanced technology applications program cat- 
egory is being used in conjunction with funds in both FHWA and NHTSA to support 
projects which involve the development of IVHS applications using advanced tech- 
nologies. Work is already underway to explore the application of advanced comput- 
ing architectures to the problem of executing djmamic traffic assignment algorithms 
in close to real-time. Work is also proceeding under an interagency agreement with 
the Institute of Telecommunications Services of the National Telecommunications 
Information Administration in the Department of Commerce to analyze differential 
GPS system alternatives for land navigation. Several other fiscal year 1994 projects 
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have been advertised, including the testing and evaluation of advanced IVHS mobile 
communications concepts. 

DEFENSE CONVERSION PROGRAMS 

Mr. Carr. Provide additional information concerning the rela- 
tionship of this effort with the Department of Defense and its de- 
fense conversion programs. Do you have any institutionalized pro- 
cedures to ensure that there is synergy, and not duplication, in 
your actions? 

[The information follows:] 

We have been very actively coordinating with the Department of Defense, pri- 
marily through high-level staff participation in the ARPA Technology Reinvestment 
Project proposal evaluation process, and also through high-level staff participation 
in the review of proposals submitted in response to the National Automotive Center 
(part of the Tanx and Automotive Command) broad agency announcement for de- 
fense conversion/dual use applications. Fiscal year 1995 IVHS funds will be used to 
support proposals with promising IVHS applications discovered through our partici- 
pation in these DOD programs that are not selected for funding because their de- 
fense applications may not be sufficiently strong. We will also specifically solicit for 
projects that involve defense technologies and IVHS applications. Through our in- 
volvement and participation in the DOD programs, we will be able to ensure that 
we do not duplicate work already being funded. 

IVHS PRIORITY CORRIDORS 

Mr. Carr. The 1995 budget requests $15,000,000 for IVHS prior- 
ity corridors. This marks the first year of specifically requested 
funding for the IVHS corridors set forth in the ISTEA. Provide in- 
formation for fiscal years 1992, 1993, and 1994 portraying federal 
funding, state/local funding, and other funding for the four priority 
corridors. 

[The information follows:] 

The ISTEA "IVHS Act of 1991" requires that at least one-half of the authorized 
corridor program funding (which equaled $35.5 million fiscal year 1992 and $43 mil- 
lion per year for fiscal years 1993 through 1997) go towards IVHS activities in the 
priority corridors. The following table indicates the activities that have been em- 
braced by the coalitions or organizations responsible for managing the four priority 
corridor sites with federal and non-federal fiinding indicated. 

1992-94 
Priority Corridor 



FHWA IVHS Non-Federal 



1-95 Corridor Coalition: ' 

Information Exchange Network $6,000,000 

Multi-state, multi-entity incident management procedures 1,500,000 

Surveillance requirements 3,000,000 

Commercial vetiicle operations, including travel information needs of 1-95 Corridor pas- 
sengers and freight users/customers 750,000 

Public/private outreach effort 300,000 

User needs/marketability 750,000 

Consultant services 2,000,000 

Traveler information 3,250,000 

Coordinated variable message signs and highway advisory radio 3,000,000 

Communications infrastructure requirements 500,000 

Technology exchange and training 500,000 

Intermodal outreach to involve the full array of transportation providers and users within 

the Corridor 300,000 

Institutional barriers & issues , 200,000 

Midwest Corridor: 

Borman Expressway ATMS 550,000 $1,200,000 

Program Plan Development 260,000 40,000 
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1992-94 

Priority Corridor 

FHWA IVHS Non-Federal 

Houston, TX Corridor: 

Houston Smart Commuter 2,000,000 2.000,000 

Southern California: 

Integrated Ramp Metering ^ 2,617,000 720,000 

Mobile Communications^ 3,000,000 1,000,000 

SCOOT Comparison/Evaluation ' 1,156,647 1,114,000 

Smart Call Box? 915,000 1,345,000 

Spread Spectrum Interconnect =! 2,600,000 900,000 

SMART Corridor 1,100,000 47,000,000 

■The non-federal contributions of activities In tlie 1-95 Nortlieast Priority Corridor consist of IVHS-related activities fully funded by state or 
other non-federal entities within the corridor, as submitted by the coalition and approved by the USDOT. 

'The non-federal contributions noted above are generally local (state, county or city) funding, however, some of the projects selected in fis- 
cal year 1993 include significant in-kind contributions of private sector industries as well as public agencies. 

Mr. Carr. How does the FHWA intend to allocate the 
$15,000,000 requested for 1995? 
[The information follows:] 

We will base these decisions on the individual corridor program plans as they are 
developed by the four priority corridor organizations. The four corridor areas have 
already identified a number of activities that will be ready to proceed in fisc£d year 
1995. 

In the 1-95 Northeast Corridor these activities include analysis of the long-term 
communication infrastructure needs and requirements within the corridor, estab- 
lishing an information exchange network for member agencies of the 1-95 Corridor 
Coalition, continued development and testing of traveler information systems, out- 
reach to public and private sector entities, and addressing institutional issues that 
may be restraining the progress of the coalition. 

In the Mid-West Corridor, Indiana has proposed activities related to commercial 
vehicle operations and weigh-in-motion for the Borman Expressway area in north- 
western Indiana. Also Illinois is proposing that date (travel times) derived from ve- 
hicles equipped for automated vehicle identification along the toUways will be used 
for traffic management purposes. The Regional Transportation Authority (transit 
authority) has developed a 5-year program that includes a bus management system, 
computer-aided dispatch, signal pre-emption, and other areas related to advanced 
public transportation, some of which will be embraced by the priority corridor and 
be funded in fiscal year 1995. 

In the Houston Corridor, projects are planned for advanced traveler information 
for commercial vehicles, disseminating multi-modal transportation-related informa- 
tion to portable personal digital assistants, a system for traffic diversion within the 
priority corridor through lane-use signals and possibly in-vehicle navigation devices, 
and monitoring and information systems for environmental conditions. 

In the Southern Cahfomia Priority Corridor, fiscal year 1995 projects include a 
test of route guidance systems for high occupancy vehicles in the Los Angeles Smart 
Corridor, establishing an intermodal traffic operations center in San Diego, enhanc- 
ing the county-wide traveler information system in Orange County, and incorporat- 
ing testing of transportation-related elements of the proposed telephone-based infor- 
mation system (ATHENA project) in the City of Ontario. 

ISTEA PRIORITY CORRIDORS 

Mr. Carr. Is it your intention to limit the requested funds only 
to those priority corridors listed in ISTEA or to make funds avail- 
able to other corridors as well? 

[The information follows:] 

The Secretary designated four locations as priority corridors based upon the seven 
criteria included in section 6056(b) of the "IVHS Act of 1991" of the Intermodal Sur- 
face Transportation and Efficiency Act of 1991. The ISTEA priority corridor funds 
wiU be expended only in these four areas. However, the remaining corridor program 
amounts will be used to support operational tests selected from open solicitations 
based on the needs of the National IVHS Program Plan and other initiatives in 
other geographic areas. 
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Mr. Carr. Have you received requests for funding from the four 
ISTEA priority corridors? Detail the requests for the record. 
[The information follows:] 

We have received the 1-95 Corridor Coalition Business Plan which includes 
projects and activities with estimated funding levels for the 5-year period of the 
plan. The plan included $12.6 million in proposed funding of the first year (fiscal 
year 1993). We have also received a revised proposed fiscal year 1994 program 
spending plan indicating $12.5 million in funding. It is expected that much of this 
request will be ftinded with fiscal year 1995 funding. We expect to receive informa- 
tion related to expected funding requests for fiscal year 1995 and beyond from the 
three other priority corridor sites within the next three months as they develop 
their corridor program plans. 

MIDWEST CORRIDOR 

Mr. Carr. The justifications indicate that the midwest corridor 
"is still in the early stage of formation. The three participating 
DOTs have signed a memorandum of understanding pledging to 
work together and are in the process of hiring a consultant to de- 
velop the corridor program plan." 

The midwest corridor has been the beneficiary of approximately 
$2,500,000 in Congressional earmarks in each of the past two 
years, is that correct? Given that level of support, and with the cor- 
ridor still in the early stages of formation, why does this corridor 
need additional specific consideration in 1995? 

[The information follows:] 

It is correct that the midwest corridor was identified through Congressional Con- 
ference Reports to receive approximately $2.5 million in IVHS funds for fiscal year 
1993 and 1994. The three individual state transportation agencies had formed a 
Gary-Chicago-Milwaukee Corridor Working Group and had developed preliminary 
plans for addressing the needs in each jurisdiction prior to being designated a prior- 
ity corridor. The firm that is being acquired to develop the corridor program plan 
will compile, consolidate, and where appropriate augment these state plans into a 
comprehensive program plan for the entire midwest priority corridor. However, 
some projects were identified in the early draft state plans that help build the foun- 
dation for establishing IVHS programs within the corridor. Projects associated with 
the Borman Expressway in northwestern Indiana and information-sharing projects 
in the Chicago area are examples of projects that have been identified and either 
are or will be receiving funding allocated for priority corridor activities. We expect 
to receive information soon related to fiscal year 1995 and beyond funding requests 
from the midwest priority corridor coalition as it further develops its corridor pro- 
gram plan. 

DEPLOYMENT SUPPORT 

Mr. Carr. Another new program element in the IVHS area in 
1995 is $10,000,000 for deployment support. According to the jus- 
tifications. 

The objective of the program is to aid jurisdictions financially in the analysis of 
IVHS applications to local transportation problems and in the development of a 
strategic deployment plan for IVHS deployment. 

Can you provide a little more information on precisely how the 
funds will be used? Are they, in effect, just another source of fund- 
ing for MPOs and other planning groups? What oversight is there 
on the use of the funding to ensure that it is spent on IVHS related 
activities? 

[The information follows:] 

The deployment planning program is administered by the FHWA headquarters of- 
fice and the individual project monitoring is conducted by the FHWA division and 
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region offices. The program is announced annually through the Federal Register. 
The announcement outlines the intent and uses of the program for metropolitan 
areas and intercity corridors to study the application of IVHS service and tech- 
nologies to their local transportation needs. The areas are required to respond to 
the Federal Register announcement by supplying information to show that the area 
is ready and committed to the pvu^uit of IVHS deployment. Based on these re- 
sponses, areas are selected up to the number which can be accommodated with the 
available funds for that fiscal year. The areas must prepare and have approved by 
FHWA a written scope of work which details what they intend to accompUsh with 
the Deployment Planning funds. The FHWA regions and, particularly, division per- 
sonnel work with the areas on a continuing basis to ensure that the studies are pur- 
sued as stated. A copy of the completed report is forwarded to FHWA for approval. 

STRATEGIC DEPLOYMENT PLANS 

Mr. Carr. Why should individual communities be involved with 
"a strategic plan for IVHS deployment?" Isn't this function more 
properly managed at the state, if not the federal level? 

[The information follows:] 

These "strategic deployment plans" outUne the short and long range plans for a 
community to implement IVHS services and technologies. IVHS will ultimately be 
a series of local deployments Unked together through a national architecture so that 
information can be communicated across jurisdictional boundaries. Although infor- 
mation will be shared at a state and national level, IVHS deployment will begin at 
the local level through the development of local architectures capable of interfacing 
with the national architecture. In several instances states are preparing deployment 
plans for the entire state to ensure consistency. While this is a desirable effort, it 
does not preclude the necessity of local planning and deployment. IVHS services cut 
across many boundaries and require that states, cities, MPOs, transit, enforcement, 
and emergency services agencies work together to provide an effective appUcation 
of IVHS at the local level. 

Mr. Carr. For 1995, indicate how much funding you envision 
being provided for deployment planning, how much for deployment 
guidelines and how much for outreach activities. 

[The information follows:] 

In the proposed 1995 budget we anticipate a funding level of $14 million for de- 
ployment planning. Deployment planning includes the early deployment planning 
program and some training initiatives that we expect will assist the deployment ef- 
fort. We also anticipate a total funding level of $6 million for technology transfer 
activities relating to IVHS deployment. The technology transfer activities include 
numerous training efibrts, technical studies supporting IVHS deployment and infra- 
structiire development, and IVHS outreach activities. 

IVHS OUTREACH ACTIVITIES 

Mr. Carr. The following statement appears in the justification 
material for IVHS outreach activities: 

P\inds would also be targeted to simulate young people's interest in technology 
related careers through the Youth Corps Program. 

Please explain the logic through which the Federal Highway Ad- 
ministration believes assistance for the Youth Corps Program is a 
valid use of Highway Trust Fund resources budgeted for the de- 
plo3rment of the Intelligent Vehicle-Highway System. 

[The information follows:] 

Based on a legal ruling, federal-aid highway funds maybe used for community 
service projects. However, the projects must fall within the parameters of the work 
that is authorized by the particular federal-aid program under which the project is 
to be funded. There are no restrictions on activities of the Secretary or other Depart- 
mental officials to encourage the integration of community service projects into pro- 
grams using federal-aid funds. The Department does not have the authority to man- 
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date that the States use a portion of their federal-aid funds for community service 
projects. 

As Urban Youth Corps are estabhshed in accordance with the National and Com- 
munity Service Trust Act there may be opportunities to incorporate IVHS oriented 
activities into these programs. FHWA is continusilly looking for opportunities to use 
existing programs to increase awareness about IVHS and is rel3ang on the networks 
established by existing organizations to conduct a broad based IVHS outreach effort. 

Mr. Carr. Provide some information about the Youth Corps Pro- 
gram including its purpose and sources of funding. 
[The information follows:] 

Under the National and Community Service Trust Act of 1993, federal agencies 
are eligible to sponsor and apply for ftinding for community service programs. The 
Act also establishes an Urban Youth Corps in the Department of Transportation 
and the Department of Housing and Urban Development and authorizes these agen- 
cies to enter into agreements with or provide states with funding for qualified 
Urban Youth Corps. Urban Youth Corps service projects are defined as "any project 
for the rehabilitation, reclamation, or beautification of urban public housing and 
public works and transportation resources or facilities." The purpose of the Act indi- 
cates that these projects are to be performed in urban areas suffering from high 
rates of poverty where work will not be performed by existing employees. 

rVHS PROGRAM AND SYSTEMS SUPPORT GRANT RECIPIENTS 

Mr. Carr. The 1995 budget includes $12,300,000 for IVHS pro- 
gram and systems support, the same amount as budgeted in 1994. 
For 1993 and 1994, provide a listing of each grant or contract recip- 
ient made under this activity valued at $100,000 or more. 

[The information follows:] 

[In millions of dollars — the amounts tiave been rounded to the nearest $0.1] 



Contract 



Obli- 
gated 
1993 



Planned 
1994 



0.1 

0.8 
1.6 
0.2 
0.2 
0.2 



Program Support: 

Systems Engineering and Program Support for IVHS (MITRE) $4.2 

Support of IVHS AMERICA 2.5 

Support Services for Operations of FHWA's IVHS Program 0.4 

Purchase of TravTek Vehicles 

Program Planning and Systems Architecture Technical Support (Consultant) 

Institutional Issues: 

Humphrey Institute Earmark' 

George Mason University Earmark^ 

Regional and Metropolitan Traffic Management Coordination 

Analysis of Legal Issues Relating to Implementation of the IVHS Program 

Analysis of Federal and State Privacy Laws and Development of Privacy Safeguards 

Applying Research Techniques to Understand Traveler Needs and Preferences 

User Acceptance and Willingness to Pay 

Lessons Learned in Other New Technologies for Deploying ATIS and ATMS 0.3 

Societal Impacts of IVHS and Relationships to Other Information Technology Policy Initiatives 0.2 

Institutional Case Studies and User Response in Operational Tests (VNTSC task order) 0.6 

Energy and Environmental Impacts (VNTSC task order) 

Contracting in IVHS Grants and Cooperative Agreements 

Legal Constraints and Fair Access Issues Related Shared Use of Communications Technologies 

Along Highway Rights of Way 

Streamlining IVHS Procurement 

Small and Disadvantaged Business Consortia 

Preagreement Conference in Operational Test 

Technology Transfer: 

Congestion Management Systems Prototype 0.2 

Marketing Services Support 0.2 

Traffic Engineering Database 0.2 

Commuter Lane Pricing 0.1 

Travel Demand Management Video 0.1 

ATMS Training Simulator 0.5 



$5.1 
2.7 
0.4 
0.5 
0.1 

1.0 



0.2 
0.8 
0.2 



0.6 
0.6 
0.3 

0.3 
0.2 
0.1 
0.1 



0.6 
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[In millions of dollars — the announts have been rounded to the nearest $0.1] 



Contract ga^ted '"'?""?<' 

1993 '^^' 



IVHS/Traffic Management Outreach & Information Dissemination 0.4 0.5 

Contribution to Development of the TRANSIMS Simulation Model (Los Alamos) 0.5 

Incident Management Assistance & Support 0.5 

HOV Operations, Safety, Enforcement & Occupancy Requirements Studies 0.5 

Lxical Government IVHS Partnership and Technology Transfer Program 0.4 

IVHS Deployment and the Planning Process 0.4 

Product Review & Marketing 0.4 

Incident Management (Los Alamos) 0.3 0.2 

Expert System for TRANSYT-7F <0.1 0.2 

Support to Field Offices for Traffic Management Initiatives 0.2 

Public-Private Partnerships for Enhanced Traffic Engineering 0.2 

Integrated Traffic Control System Workshop 0.1 

' Humphrey Institute will provide recommendations for incorporating IVHS in State and local environmental planning processes. 

'George Mason University is (a) assessing market factors affecting deployment of ATIS, (b) evaluating the impact of investments in IVHS 
in comparison with other surface transportation financing mechanisms, (d) assessing socio-environmental issues relating to IVHS, and (e) 
analyzing market techniques for IVHS outreach. 

MITRE SUPPORT CONTRACT 

Mr. Carr. Fiscal year 1994 is scheduled to be the final option 
year of the Mitre support contract. By fiscal year, what has been 
the total cost of the Mitre support provided to the IVHS program? 

[The information follows:] 

Mitre's performance under our systems engineering and program support contract 
has been exemplary. We continue to use them to assist in developing and managing 
specific and important program initiatives. Examples include national program 
planning, the system architecture, the automated highway system, and spectrum ac- 
quisition. Mitre is also used to support a broad anay of activities in the R&D and 
operational test program categories. The funding history is as follows: fiscal year 
1991— $2.1 M; fiscal year 1992)— $4.1 M; fiscal year 1993— $4.2 M; and planned fis- 
cal year 1994— $5.1 M. The total funding is $15.5 M over the four-year period. 

Mr. Carr. The FHWA plans to recompete in 1995 for the systems 
engineering support services contract, is that correct? What is the 
estimated range of the value of such a contract? 

[The information follows:] 

We certainly see a continuing need for systems engineering and program support 
services. We are currently in the process of negotiating the final option year of our 
current contract with Mitre. It is scheduled to commence on April 15. Shortly aft«r 
that negotiation is complete, we will reassess ovu- specific needs for these types of 
services. We have budgeted $5.0 million for this purpose in fiscal year 1995, in line 
with the expected cost of the final option year of the current Mitre contract. This 
estimate will be refined based on our assessment, and we will also determine how 
we will procure the necessary services. 

IVHS PROGRAM BY CATEGORY 

Mr. Carr. For fiscal years 1993, 1994 and 1995 provide for the 
record a breakdown of the IVHS program by category, as depicted 
in the 1994 conference report. Explain in detail any deviations in 
the 1994 program from the amounts shown in the conference re- 
port. 

[The information follows:] 

The following tables show the actual obligations for the IVHS program in fiscal 
year 1993, and the fiscal year 1994 and fiscal year 1995 program budgets, by cat- 
egory as depicted in the 1994 conference report. The GOE amounts shown in the 
fiscal year 1994 budget table correspond to the amounts identified for the various 
IVHS program categories in the 1994 conference report. 
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Also included is the actual fiscal year 1994 IVHS program spending plan, which 
includes carryover from fiscal years 1992 and 1993 of $25.8 million in GOE, $17.2 
million of which is for an fiscal year 1992 earmark. The spending plan also shows 
$8 million in carryover from fiscal year 1993 in the ISTEA other activities category. 
$61.7 million in earmarked corridor program funds was also carried over from fiscal 
years 1992 and 1993 because the recipients have not yet advanced projects for the 
use of the funds. 

The fiscal year 1994 spending plan, as discussed below, has been adjusted from 
the original budgeted amounts to reflect current program priorities, and the impact 
of Congressional earmarking of the IVHS corridor program funding that is provided 
under the ISTEA. 

Research and development (R&D) — ^As shown in the fiscal year 1994 budget table, 
the identified needs for IVHS R&D activities totaled $45.1 million, which included 
$9.1 million to be funded through the "high risk" provision of the corridors program 
which allows 100 percent federal share. Due to the earmarking of corridor program 
funds for specific projects, however, this $9.1 million is not available for R&D activi- 
ties. In addition, $6.9 million of the $28 million in GOE identified in the 1994 con- 
ference report for R&D activities is supporting other high priority areas, including 
expanded technology transfer, institutional and legal issues, and prograni support 
activities necessitated by the large increase in the size of the program in recent 
years. Thus the spending plan shows only $21.1 million in GOE for R&D activities. 
Critically needed R&D activities, which are focusing on the dual use and conversion 
of defense and aerospace technologies, are being funding from the Advanced Tech- 
nology Applications category. As shown in the spending plan, this brings the total 
available for IVHS R&D activities in fiscal year 1994 to $41 million, $4.1 million 
less than the amount required in the original fiscal year 1994 budget, but a $4 mil- 
lion increase over the fiscal year 1993 level. 

Automated Highway System (AHS)— The fiscal year 1994 budget table shows $20 
milUon for AHS activities, including $10 million to be spent under the "high risk" 
provision of the corridor program. Again, due to the earmarking of corridor program 
ninds for specific projects, the full $10 miUion is not available. $4.3 million in cor- 
ridor program funds will be spent on the AHS in fiscal year 1994 to satisfy the legis- 
lative requirement that at least 5 percent of the $86 million in corridor program 
funding go to high risk activities each year. An additional $5.7 million in GOE is 
identified for the AHS, bringing the total to $10 million. This will meet the pro- 
gram's needs in fiscal year 1994, since AHS activities have advanced more slowly 
than anticipated due to the complexities of forming the consortia required for the 
demonstration phase. The balance of the $10 million in GOE identified for the AHS 
in the 1994 conference report will be used to support critically needed operational 
tests and commercial vehicle activities as discussed below. 

Operational Test — The fiscal year 1994 conference report identified $15 million in 
GOE funding for the operational test program. The DOT fiscal year 1994 budget 
table included an additional $19.9 milBon in corridor program funding to support 
new and ongoing operational tests. As shown in the fiscal year 1994 spending plan, 
this figure is now $32 million, based on the directions of congress for funding pri- 
marily ongoing projects. Some of the GOE funding not needed for the AHS in fiscal 
year 1994 will be used to support new operational test projects which will be se- 
lected through an open solicitation process, focusing on needed activities to advance 
the IVHS program as identified in the National IVHS Program Plan. 

Commercial Vehicle Operations (CVO) — ^This is an especially significant element 
of the IVHS program and is identified as a separate funding category for the first 
time in fiscal year 1994. An additional $3.4 milUon, above the $10 million depicted 
in the 1994 conference report, will provide for operational testing of promising tech- 
nologies and systems to accelerate the achievement of the productivity and safety 
benefits of the CVO part of the IVHS program. 
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FY 1994 Budget Table (Millions) 



Program Category 


Funding Category | 


GOE 


Othm 
Act.viliei 


Coffidof 
Program 


Total 


Research and Development 


28.0 


8.0 


9.1 


45.1 


Operational Tests 


15.0 




19.9 


34.9 


Commercial Vehicle Operations 


10.0 




4.0 


14.0 


Automated Highway Systems 


10.0 




10.0 


20.0 


Advanced Technology Applications 


15.0 






15.0 


Priority Corridors 






43.0 


43.0 


Deployment Planning 




7.0 




7.0 


Program & System Support 
Institutional & Legal Issues 
Technology Transfer 
Program Support 


2.4 
3.0 
6.9 






2.4 
3.0 
6.9 


System Architecture 




12.0 




12.0 


FY-94 FHWA IVHS Funds 


90.3 


27.0 


860 


203.3 



FY 1994 Spending Plan (Millions) 



Program Category 


Funding Category 


GOE 


OthM 
Acti-iti«s 


Corndof 
Proflfam 


Total 


Research and Development 


21.1 


5.0 




26.1 


Operational Tests 


23.4 


8.0 


32.8 


64.2 


Commercial Vehicle Operations 


13.4 






13.4 


Automated Highway Systems 


5.7 




4.3 


10.0 


Advanced Technology Applications 


14.9 






14.9 


Priority Corridors 






85.1 


85.1 


Deployment Planning 




7.0 




7.0 


Program & System Support 
Institutional & Legal Issues 
Technology Transfer 
Program Support 


4.8 
4.9 
9.5 






4.8 
4.9 
9.5 


System Architecture 


.2 


12.0 




12.2 


Other Designated Projects 


18.2 


3.0 


25.5 


46.7 


FY-94 FHWA IVHS Funds 


116.1' 


35.0' 


147.7' 


298.8 



1 Includes S25.8 in carryover from FYs 92 and 93. SI 7.2 of this amount is earmarked. 

2 Includes $8 million in carryover from FY 93. 

3 Includes S61 .7 million in carryover from FYs 92 and 93 for earmarked projects. 
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Intelligent Vehicle Highway Systems (IVHS) 
FY 1993 DOT Program Obligations (Millions) 



Program Category 




Funding 


Category 




GOE 


Other 
Activities 


Corridor 
Pro-am 


Total 


Research and Development 


15.4 


6.8 


14.8 


37.0 


Operational Tests 


0.0 


32.8 


2.7 


35.5 


Commercial Vehicle Oper. 


0.0=' 


0.0 


0.0 


0.0 


Automated Highway Systems 


0.0 


2.6 


11.4 


14.0 


Advanced Tech. Applications 


0.0" 


0.0 


0.0 


0.0 


Priority Corridors 


0.0 


0.0 


31.1 


31.1 


Deployment Planning 


0.0 


7.0 


0.0 


7.0 


Program & System Support 
Inst. & Legal Issues 
Technology Transfer 
Program Support 


1.1 
1.9 
7.1 


4.0 
1.4 
0.2 


0.0 
0.0 
0.0 


5.1 
3.3 
7.3 


System Architecture 


1.8 


4.0 


0.0 


5.8 


Other Designated Projects 


8.8 


0.0 


0.0 


8.8 


Total FY 93 FHWA Obligations 


36.1 


58.8 


60.0 


154.9 


Total NHTSA FY 93 Obligations 








7.1 


Total FTA FY 93 Obligations 








3.0 


Total DOT IVHS Obligations 








165.0 



A separate CVO program category did not exist in FY-93. CVO 
projects were funded out of the research and development, 
operational tests, and institutional issues program categories. 

■• The Advanced . Technology Applications program category was 
created in FY-94 with the Rebuild America initiative. 
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FY 1995 PROPOSED BUDGET 
INTELLIGENT VEHICLE/HIGHWAY SYSTEMS (IVHS) 



Category 


President's 
Request 


ISTEA 
Enacted 


TOTALS 


(GOE) 


Other 
Activities 


Corridors 
Program 


Research and Development 


38.51* 


8.0 


4.3 


50.81 


Operational Tests 


30.00 


0.0 


38.7 


68.70 


Commercial Vehicle Oper. 


10.00 


0.0 


0.0 


10.00 


Automated Highway Systems 


20.00 


0.0 


0.0 


20.00 


Advanced Technology Applications 


30.00 


0.0 


0.0 


30.00 


Priority Corridors 


15.00 


0.0 


43.0 


58.00 


Deployment Support | 


Deployment Planning 


7.00 


7.0 


0.0 


14.00 


Technology Transfer 


3.00 


0.0 


0.0 


3.00 


'rogram & System Support 


Inst. & Legal Issues 


4.00 


1.5 


0.0 


5.50 


Technology Transfer 


3.00 


0.0 


0.0 


3.00 


Program Support 


5.30 


0.0 


0.0 


5.30 


System Architecture 


0.00 


10.5 


0.0 


10.50 


Total FHWA IVHS budget 


165.81 


27.0 


86.0 


278.81 


NHTSA IVHS budget * * 








7.50 


FTA IVHS budget * » 








3.00 


TOTAL DOT IVHS BUDGET 








289.31 



• Includes $10 million to be transferred to NHTSA for IVHS collision avoidance activities. 



*• Safety and public transportation IVHS projects are also supported with funds in FHWA's IVHS 
budget. 
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LONG-TERM PAVEMENT PERFORMANCE 

Mr. Carr. The long-term pavement performance program experi- 
ences significant growth in the 1995 budget, increasing from 
$7,000,000 to $13,000,000. With funding previously provided, the 
program has been able to identify and establish 1800 test sections 
located throughout the United States and Canada. The budget doc- 
umentation submitted to date provides scant justification to sup- 
port an 85 percent increase in this activity. What additional ration- 
ale do you have in support of this large increase? 

[The information follows:] 

The Long-Term Pavement Performance (LTPP) program was funded by the Stra- 
tegic Highway Research Program (SHRP) for 5 years as a part of the $150 million 
SHRP legislative package included in the Surface Transportation Assistance Act of 
1987. An annual LTPP budget of $10 million was established, during this period, 
broad program goals and objectives were established. In addition, most of the nec- 
essary field data collection guides were prepared; experimental pavement desigris 
were identified; material handUng and testing methods were established; and equip- 
ment calibration procedures were specified. The initial round of field data collection 
was completed on 800 existing, in-service General Pavement Study (GPS) sections. 

On July 1, 1992, the Federal Highway Administration (FHWA) assumed the re- 
sponsibility to continue the LTPP program for its remaining 15 years. LTPP activi- 
ties for the second 5-year period (1992-1997) are focused on: 

( 1) Refining LTPP system operation and continuing data collection on all 800 GPS 
sections. 

(2) Finishing all specially designed and constructed experimental test sections 
identified in the Specific Pavement Study (SPS). These sections will be included into 
the data collection process as they become available. 

(3) Integrating LTPP and other SHRP activities (SHRP research in asphalt, con- 
crete and structures, and highway maintenance). 

(4) Refining the SUPERPAVE performance model and starting SPS-9 experi- 
mental design for the validation of SUPERPAVE. 

(5) Continuing international cooperation (particularly with the 14 countries that 
have used the LTPP guidelines and established their own LTPP program). 

(6) Conducting seasonal monitoring studies on 64 selected GPS sections. These 
sections are to be instrumented with Time Domain Reflectometry (measure mois- 
ture), Thermistors or Thermocouples (measure temperature), Resistance Probe 
(measure ftt)st depth), and Piezometer (measure groundwater level). 

(7) Conducting data analyses and special studies and providing implementable 
findings to aU user agencies. 

The SPS experiment involves the construction and/or reconstruction of selected 
highway projects. Unlike the GPS experiment, most of these sections will require 
continuous weight-in-motion traffic monitoring, pavement response instrumentation 
and weather station measurements. To date, about 1000 SPS sections have been 
added to the field data collection process. As the recruitment of SPS continues, it 
is anticipated that 300 to 400 SPS sections will be added to the program annually 
until 1997 when the majority of all SPS-1 through SPS-8 experiments are com- 
pleted. At that time, the program should have nearly 3,000 carefully selected, de- 
signed and constructed in-service pavement test sections throughout North America. 

In an effort to timely accomplish the goals and objectives of the LTPP program, 
the level of effort for the post SHRP LTPP program increased significantly. With 
the additional need to replace worn out field testing and survey equipment, the 
budget level for the post-SHRP LTPP work was estimated at $15,000,000 annually, 
which would be made available through the combination of ISTEA (SHRP Imple- 
mentation and LTPP continuation) and General Operating Expresses (GOE) line 
item for LTPP work. For fiscal vear 1992, the program was fiinded at $14,000,000 
($10,000,000 GOE, $4,000,000 ISTEA). For fiscal year 1993, the program was fiind- 
ed at $12,000,000 ($6,000,000 GOE, $6,000,000 ISTEA). For fiscal year 1994, the 
program was fiinded at $15,000,000 ($7,000,000 GOE, $8,000,000 ISTEA). 

For fiscal year 1995, the GOE line item estimate was made at $13,000,000. The 
program will also receive $6,000,000 from the ISTEA source, making a total of 
$19,000,000. As indicated above, the program will need a minimum of $15,000,000 
to carry out the planned work. The additional $4,000,000 was included to: 

(1) Offset the equipment replacement cost (about $2,000,000) that was delayed 
from fiscal year 1993 planned activities. 
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(2) Conduct forensic engineering analyses on selected GPS and SPS sections. 

(3) Conduct analyses on the supplemental SPS sections that the participating 
State transportation agencies designed and constructed along side the LTPP SPS 
sections. 

(4) Establish additional SPS experiments on crumb rubber modified asphalt pave- 
ments, and pavements utilizing European design concept practices (on both portland 
cement and asphalt pavements). 

FEDERAL LANDS HIGHWAYS 

Mr. Carr. Elaborate on precisely how the relative need is deter- 
mined for federal lands highways projects and who makes the de- 
termination. 

[The information follows:] 

The allocation of funds on the basis of relative need varies with the funding cat- 
egory. 

FOREST HIGHWAYS PORTION OF THE PUBUC LANDS HIGHWAY 

Section 202(b) of Title 23 U.S.C. provides for 66 percent of the public lands high- 
way funds to be allocated by a forest highway administrative formula that also has 
two parts; 34 percent to be allocated by a relative needs formula and 66 percent 
to be allocated by a 1958 land area and land value formula. 

The relative needs formula provides for 50 percent to be based on transportation 
related resource planning factors and 50 percent based on forest related cost to im- 
prove forest highways. The planning factors are recreation visitors days and timber 
harvest volumes. The forest related cost to improve forest highways is determined 
by multipljdng percent forest related traffic times the cost to improve a section of 
forest highways. 

The resource planning information is provided by the Forest Service. The cost to 
improve and percent traffic is derived from the forest highway inventory data main- 
tained by FHWA. 

The fiinds are allocated by Forest Service region in accordance with House Report 
102-402, Conference Report to the ISTEA. Also, an attributed share of funds for for- 
est highways are identified for each State having forest highways, using the same 
formula. 

Relative Need Allocation=V2 (TV + RVD)+y2 (Cost x Percent FS Traffic) 

Where: TV is percent of total timber harvest volume. RVD is percent of total 
recreation visitor days. Cost is improvement cost to bring forest highways to a given 
standard. Percent FS Traffic is the percent of average daily traffic that is forest re- 
lated. 

The remaining 66 percent are allocated according to a 1958 land area and land 
value formula as prescribed in Section 134 of the Surface Transportation and Uni- 
form Relocation Assistance Act of 1987 (P.L. 100-17). 

The Forest Service, state transportation agencies and FHWA annually meet and 
jointly develop the multi-year priority program of forest highway projects within 
available funding. The criteria for selection are provided in Part 660, 23 CFR. 

DISCRETIONARY PORTION OF THE PUBLIC LANDS HIGHWAY 

Thirty-four percent of the Public Lands Highway Funds are used for the Public 
Lands Highway Discretionary Program. 

Section 202(b) of Title 23 USC provides for state transportation agencies to sub- 
mit applications for funding of specific projects in response to an annual request by 
FHWA. The amount of funds requested in state applications have historically ex- 
ceeded the amount of available mnds. The selection and subsequent allocation of 
funds are determined by FHWA using the following criteria: 

FHWA makes the allocations of funds based on the following selection criteria: 

Projects that significantly enhance or benefit federal land and resource manage- 
ment activities. 

Current status and adequacy of the present road with regard to route continuity, 
capacity, safety, and state or federal agency transportation plans. 

Relationship of the proposed improvement to the adequate development of a com- 
pleted highway section. 

Previous funding of the route. 

Priority ranking of projects by the FHWA regional office. 

Projects located in States having 3 percent or more of the total Federal lands. 
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Schedule for physical construction as funds must be obligated during the fiscal 
year. 

Consideration of Congressional earmarking. 

Equitable distribution of funds to the states based on the State's percentage of 
Federal lands. 

INDIAN RESERVATION ROADS (IRR) 

In January 1993, a new relative need formula was approved by the Bureau of In- 
dian AfTairs (BIA) and the FHWA after more than six years of study and discussions 
with tribes. Under this formula, IRR funds are allocated to the 12 BIA Area Offices 
based on Indian population (20%), vehicle miles of travel (30%), and cost to improve 
IRR Roads (50%). The old allocation formula was based on Indian population (33%), 
Reservation (trust lands) area (33%), and existing BIA owned road mileage (33%). 
The transition from the old formula to the new formula will occur over a 4-year pe- 
riod (fiscal years 1993-1996). In fiscal year 1994, each formula is applied to one half 
of the amount of available IRR funds. 

The Tribal governments develop a priority program of Indian reservation roads 
projects within available funding. 

PARK ROADS AND PARKWAYS (PRP) 

The National Park Service has a national servicewide priority setting process for 
infrastructiu"e projects including park road projects. Through the national service 
wide setting process, various infrastructiu"e projects are conceived and evaluated 
through the estabUshed NPS planning process. This planning process responds to 
Congressional mandates that all units of the Service have their operations guided 
by a formal planning process (i.e., general management plans) that include public 
transportation. The process establishes a multi-year national priorities for all major 
capital repair, rehabilitation, and new construction activities for the entire agency, 
regardless of which design and construction office performs work. 

The National Park Service develops a multi-year program of PRP projects using 
the service-wide priority and available park road planning, road and bridge manage- 
ment information. The program of projects takes into consideration available fund- 
ing, schedules to complete various environmental and project development and de- 
sign work. Most of the projects involves rehabilitation or reconstruction of park road 
and bridge infrastructure. There are some new construction projects for completing 
uncompleted sections of the Natchez Trace Parkway and Foothill Parkway. 

Mr. Carr. Does the FHWA use rate of return or cost-benefit 
analyses in determining the relative need? 
[The information follows:] 

No. 

FEDERAL LANDS HIGHWAYS ALLOCATIONS 

Mr. Carr. Does the Federal Highway Administration try to 
achieve any roughly equal geographical distribution in the alloca- 
tion of federal lands highway funding? 

[The information follows:] 

The discretionary portion of the Public Lands Highway category is the only cat- 
egory where FHWA tries to achieve some rough geographical distribution of fund- 
ing. It tries to distribute the funds geographically based on the percent of the total 
federal land in a state. 

Mr. Carr. Provide data for the record for the last three fiscal 
years indicating the state and projects that received funding under 
the federal lands highway program. 

[The information follows:] 



79-406O-94-8 
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FEDERAL LANDS HIGHWAY PROGRAM 

ALLOCATION OF FUNDS FOR FOREST HIGHWAYS 
SHOWN BY STATE BOUNDARY - FY91-FY93 





FY 91 


FY 92 


FY 93 


STATE 


ALLOCATIONS 


ALLOCATIONS 


ALLOCATIONS 




($1000) 


($1000) 


($1000) 


ALABAMA 


263.02 


448.86 


545.57 


ALASKA 


4,129.37 


6,023.04 


7.320.74 


ARIZONA 


2.098.79 


5,117.57 


6.220.19 


ARKANSAS 


663.26 


1.209.66 


1.470.29 


CAUFORNIA 


7.007.41 


11.958.49 


14.535.04 


COLORADO 


4.039.84 


6.894.19 


8.379.59 


CONNECTICUT 


0.00 


0.00 


0.00 


DELAWARE 


0.00 


0.00 


0.00 


D.C. 


0.00 


0.00 


0.00 


FLORIDA 


368.36 


604.91 


735.24 


GEORGIA 


207.05 


377.06 


458.29 


HAWAII 


0.00 


0.00 


0.00 


IDAHO 


4.833.87 


8,249.24 


10,026.59 


ILLINOIS 


103.47 


176.58 


214.63 


INDIANA 


71.72 


122.39 


148.76 


IOWA 


0.00 


0.00 


0.00 


KANSAS 


0.00 


0.00 


0.00 


KENTUCKY 


182.91 


312.15 


379.40 


LOUISIANA 


163.57 


279.14 


339.29 


MAINE 


6.50 


38.25 


46.50 


MARYLAND 


0.00 


0.00 


0.00 


MASSACHUSfcllS 


0.00 


0.00 


0.00 


MICHIGAN 


242.05 


1.181.01 


1,435.47 


MINNESOTA 


1,077.62 


1.472.11 


1.789.29 


MISSISSIPPI 


378.25 


645.51 


784.59 


MISSOURI 


105.62 


547.16 


665.05 


MONTANA 


4.111.58 


7,016.61 


8.528.38 


NEBRASKA 


22.69 


118.58 


144.13 


NEVADA 


1.340.04 


1.262.91 


1.535.01 


NEW HAMPSHIRE 


744.36 


464.64 


564.75 


NEW JERSEY 


0.00 


0.00 


0.00 


NEW MEXICO 


2.388.17 


3,563.56 


4.331.36 


NEW YORK 
NORTH CAROUNA 


0.00 


0.00 
1.120.04 


0.00 
1.361.36 


' " '-7^^ 


NORTH DAKOTA 


45.77 


239.24 


290.79 


OHIO 


75.22 


128.36 


156.02 


OKLAHOMA 


68.43 


116.78 


141.94 


OREGON 


6,692.36 


12.444.78 


15,126.09 


PENNSYLVANIA 


198.10 


338.06 


410.90 


PUERTO RICO 


28.87 


49.27 


59.89 


RHODE ISLAND 


0.00 


0.00 


0.00 


SOUTH CAROLINA 


69.85 


365.14 


443.81 


SOUTH DAKOTA 


616.98 


891.77 


1.083.91 


TENNESSEE 


278.44 


475.17 


577.55 


TEXAS 


281.84 


480.98 


584.61 


UTAH 


1.722.67 


2.939.82 


3,573.23 


VERMONT 


97.69 


166.71 


202.63 


VIRGIN ISLANDS 


0.00 


0.00 


0.00 


VIRGINIA 


810.15 


1.136.63 


1.381.52 


WASHINGTON 


3,904.38 


6.663.01 


8,098.60 


WEST VIRGINIA 


313.01 


534.17 


649.26 


WISCONSIN 


410.24 


710.63 


863.74 


WYOMING 


1.819.61 


3.025.39 


3,677.23 


FH TOTALS 


52,685.00 


89,909.55 


109,281.20 
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FEDERAL LANDS HIGHWAY PROGRAM 

FUNDING OF PUBLIC LANDS HIGHWAYS DISCRETIONARY PROJECTS 
SHOWN BY STATE BOUNDARY - FY91-FY93 





FY 91 


FY 92 


FY 93 


STATE 


ALLOCATIONS 


ALLOCATIONS 


ALLOCATIONS 




($1000) 


($1000) 


($1000) 


ALABAMA 


0.00 


0.00 


0.00 


AUSKA 


1.000.00 


4,200.00 


0.00 


ARIZONA 


4,000.00 


4,000.00 


5,800.00 


ARKANSAS 


2,000.00 


2,000.00 


0.00 


CAUFORNIA 


4,000.00 


3,500.00 


6,300.00 


COLORADO 


4.369.00 


1,300.00 


2.854.00 


CONNECTICUT 


0.00 


0.00 


0.00 


DELAWARE 


0.00 


0.00 


0.00 


D.C. 


1.500.00 


1,900.00 


3,361.00 


FLORIDA 


0.00 


300.00 


0.00 


GEORGIA 


0.00 


0.00 


0.00 


HAWAII 


872.00 


0.00 


0.00 


IDAHO 


2.500.00 


2.500.00 


3.100.00 


ILLINOIS 


0.00 


0.00 


700.00 


INDIANA 


0.00 


0.00 


0.00 


IOWA 


0.00 


0.00 


0.00 


KANSAS 


0.00 


0.00 


0.00 


KENTUCKY 


0.00 


0.00 


0.00 


LOUISIANA 


0.00 


0.00 


0.00 


MAINE 


0.00 


0.00 


0.00 


MARYLAND 


0.00 


0.00 


0.00 


MASSACHUShllS 


0.00 


0.00 


400.00 


MICHIGAN 


250.00 


1.518.00 


0.00 


MINNESOTA 


0.00 


0.00 


560.00 


MISSISSIPPI 


0.00 


0.00 


0.00 


MISSOURI 


0.00 


0.00 


518.00 


MONTANA 


4,000.00 


1,000.00 


7,200.00 


NEBRASKA 


0.00 


0.00 


0.00 


NEVADA 


0.00 


4,000.00 


4,500.00 


NEW HAMPSHIRE 


0.00 


950.00 


0.00 


NEW JERSEY 


0,00 


0.00 


0.00 


NEW MEXICO 


2.000.00 


3,880.00 


3.700.00 


NEW YORK 


0.00 


0.00 


0.00 


NORTH CAROLINA 


-- 4,500.00 


5.500.00 


6,000.00 


NORTH DAKOTA 


0.00 


0.00 


0.00 


OHIO 


0.00 


0.00 


0.00 


OKLAHOMA 


0.00 


0.00 


0.00 


OREGON 


4,500.00 


0.00 


5,200.00 


PENNSYLVANIA 


0.00 


2,800.00 


0.00 


PUERTO RICO 


0.00 


0.00 


0.00 


RHODE ISLAND 


0.00 


0.00 


0.00 


SOUTH CAROLINA 


0.00 


439.00 


250.00 


SOUTH DAKOTA 


0.00 


0.00 


0.00 


TENNESSEE 


0.00 


0.00 


0.00 


TEXAS 


0.00 


0.00 


0.00 


UTAH * 


0.00 


4.006:00 


0.00 


VERMONT 


250.00 


0.00 


0.00 


VIRGIN ISUNDS 


0.00 


0.00 


0.00 


VIRGINIA 


489.00 


3,300.00 


0.00 


WASHINGTON 


3,600.00 


0.00 


3.350.00 


WEST VIRGINIA 


0.00 


0.00 


1,540.00 


WISCONSIN 


0.00 


0.00 


30.00 


WYOMING 


2.000.00 


0.00 


2,500.00 


PLH DISCR. TOTALS 


41,830.00 


47,087.00 


57.863.00 
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FEDERAL LANDS HIGHWAY PROGRAM 

ALLOCATION FUNDING OF IRR PROJECTS 
SHOWN BY STATE BOUNDARY - FY91-FY93 





FY 91 


FY 92 


FY 93 


STATE 


ALLOCATIONS 


ALLOCATIONS 


ALLOCATIONS 




($1000) 


($1000) 


($1000) 


ALABAMA 


39.00 


0.00 


0.00 


ALASKA 


26.00 


6.210.00 


8,728.00 


ARIZONA 


17.211.00 


41.965.00 


56,938.00 


ARKANSAS 


0.00 


0.00 


0.00 


CAUFORNIA 


1.416.00 


2.784.00 


8.616.00 


COLORADO 


853.00 


1,728.00 


2.797.00 


CONNECTICUT 


0.00 


0.00 


0.00 


DELAWARE 


0.00 


0.00 


0.00 


D.C. 


0.00 


0.00 


0.00 


FLORIDA 


281 .00 


1,075.00 


1.071.00 


GEORGIA 


0.00 


0.00 


0.00 


HAWAII 


0.00 


0.00 


0.00 


IDAHO 


673.00 


2,423.00 


1,807.00 


ILLINOIS 


0.00 


0.00 


0.00 


INDIANA 


0.00 


0.00 


0.00 


IOWA 


158.00 


114.00 


24.00 


KANSAS 


195.00 


1,518.00 


1,654.00 


KENTUCKY 


0.00 


0.00 


0.00 


LOUISIANA 


I.PD 


221.00 


273.00 


MAINE 


101.00 


361.00 


1.348.00 


MARYLAND 


0.00 


0.00 


0.00 


MASSACHUShMS 


0.00 


0.00 


895.00 


MICHIGAN 


318.00 


902.00 


644.00 


MINNESOTA 


1.327.00 


2,049.00 


9,256.00 


MISSISSIPPI 


529.00 


542.00 


888.00 


MISSOURI 


0.00 


0.00 


0.00 


MONTANA 


6,834.00 


12,778.00 


20,638.00 


NEBRASKA 


39.00 


233.00 


503.00 


NEVADA 


5.037.00 


5,432.00 


6,670.00 


NEW HAMPSHIRE 


0.00 


0.00 


0.00 


NEW JERSEY 


00 


0.00 


0.00 


NEW MEXICO 


17.477.00 


26,117.00 


29,271.00 


NEW YORK 


52.00 


149.00 


805.00 


NORTH CAROLINA 


765.00 


734.00 


2.320.00 


NORTH DAKOTA 


4.946.00 


2,195.00 


2,909.00 


OHIO 


0.00 


0.00 


0.00 


OKLAHOMA 


7,079.00 


12,418.00 


833.00 


OREGON 


2.055.00 


3.973.00 


3.566.00 


PENNSYLVANIA 


0.00 


0.00 


0.00 


PUERTO RICO 


0.00 


0.00 


0.00 


RHODE ISLAND 


0.00 


81.00 


0.00 


SOUTH CAROLINA 


0.00 


0.00 


0.00 


SOUTH DAKOTA 


2,411.00 


12.435.00 


12,132.00 


TENNESSEE 


0.00 


0.00 


0.00 


TEXAS 


1.00 


1.00 


6.00 


UTAH 


1.633.00 


3,535.00 


327.00 


VERMONT 


0.00 


0.00 


0.00 


VIRGIN ISLANDS 


0.00 


0.00 


0.00 


VIRGINIA 


0.00 


0.00 


0.00 


WASHINGTON 


4,205.00 


5.931.00 


8,210.00 


WEST VIRGINIA 


0.00 


0.00 


0.00 


WISCONSIN 


'■W'w'::^^^o.oo 


X:S:v:K:Bx 2.008.00 


2,666.00 


WYOMING 


1.178.00 


1.027.00 


0.00 


IRR TOTALS 


78,050.00 


150,939.00 


185,795.00 



225 



FEDERAL LANDS HIGHWAY PROGRAM 

FUNDING OF PARK ROADS AND PARKWAYS PROJECTS 
SHOWN BY STATE BOUNDARY - FY91 -FY93 





FY 91 


FY 92 


FY 93 


STATE 


ALLOCATIONS 


ALLOCATIONS 


ALLOCATIONS 




($1000) 


($1000) 


($1000) 


ALABAMA 


74.72 


184.88 


131.00 


ALASKA 


89.80 


496.10 


0.00 


ARIZONA 


4,366.69 


2,830.09 


3,299.80 


ARKANSAS 


28.74 


439.98 


196.84 


CALIFORNIA 


925.54 


6,746.22 


13.796.17 


COLORADO 


149.59 


86.06 


65.50 


CONNECTICUT 


0.00 


0.00 


0.00 


DELAWARE 


0.00 


0.00 


0.00 


D.C. 


4,813.65 


976.23 


2,963.04 


FLORIDA 


0.00 


339.14 


0.00 


GEORGIA 


570.26 


154.64 


7.98 


HAWAII 


0.00 


5.51 


0.00 


IDAHO 


0.00 


0.00 


61.65 


ILLINOIS 


0.00 


0.00 


0.00 


INDIANA 


24.36 


0.50 


41.81 


IOWA 


3.55 


0.48 


1 1 .41 


KANSAS 


0.00 


0.00 


0.00 


KENTUCKY 


0.00 


0.00 


0.00 


LOUISIANA 


0.00 


0.00 


0.00 


MAINE 


398.01 


1,195.13 


194.77 


MARYLAND 


714.09 


7,413.68 


4,809.14 


MASSACHUSbllS 


154.46 


22.79 


10.13 


MICHIGAN 


40.13 


45.70 


54.16 


MINNESOTA 


27.00 


230.28 


486.05 


MISSISSIPPI 


1.024.79 


3,800.55 


934.33 


MISSOURI 


502.57 


464.26 


3.86 


MONTANA 


4,127.27 


1,141.47 


3.545.58 


NEBRASKA 


20.89 


2,089.54 


196.00 


NEVADA 


60.00 


198.71 


3,588.38 


NEW HAMPSHIRE 


0.00 


0.00 


0.00 


NEW JERSEY 


996.84 


0.52 


2.65 


NEW MEXICO 


164.43 


0.00 


0.00 


NEW YORK 


0.00 


52.00 


257.85 


NORTH CAROUNA 


1,135.54 


1,178.43 


73.49 


NORTH DAKOTA 


25.00 


0.00 


7.00 


OHIO 


0.00 


0.00 


0.00 


OKLAHOMA 


440.00 


0.00 


278.00 


OREGON 


784.67 


436.72 


224.68 


PENNSYLVANIA 


110.50 


1,324.84 


940.54 


PUERTO RICO 


0.00 


0.00 


0.00 


RHODE ISLAND 


0.00 


0.00 


0.00 


SOUTH CAROUNA 


0.00 


0.00 


0.00 


SOUTH DAKOTA 


20.00 


0.00 


19.00 


TENNESSEE 


782.75 


1,693.88 


5,662.12 


TEXAS 


2,414.36 


2,170.67 


589.13 


UTAH 


336.60 


4,131.71 


2,862.94 


VERMONT 


0.00 


0.00 


0,00 


VIRGIN ISLANDS 


3.347.27 


417.35 


0.00 


VIRGINIA 


3,069.52 


9,271.62 


8.904.56 


WASHINGTON 


1,485.59 


2,862.51 


1,866.55 


WEST VIRGINIA 


119.13 


0.00 


0.00 


WISCONSIN 


770.00 


0.00 


0.00 


WYOMING 


4,183.08 


12.675.34 


13,897.97 


PRP TOTALS 


38,301.41 


65,077.56 


69,984.08 
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MISCELLANEOUS PROGRAMS 

Mr. Carr. Last year's justification materials showed 
$906,049,000 in contract authority for miscellaneous programs. 
This year the 1995 amount is only $63,250,000, and the 1994 
amount has been revised to $62,686,000. 

What are the reasons and authority for the significant change in 
miscellaneous programs? 

[The information follows:] 

The fiscal year 1994 budget submission included the Hold Harmless equity pro- 
grams (sections 1015(a>-1015(c) of ISTEA) within the Miscellaneous Programs cat- 
egory, while the fiscal year 1995 budget submission more properly includes Hold 
Harmless within the Surface Transportation Program category. At the time of the 
fiscal year 1994 budget submission, the indefinite contract authority associated with 
Hold Harmless was estimated at nearly $843 million. Therefore, the contract au- 
thority for the Miscellaneous Programs category decreases by that amount, from 
$906 million to $63 million, between the fiscal year 1994 and fiscal year 1995 sub- 
missions. 

The revision of the contract authority for the remaining miscellaneous programs, 
from $63,250 million to $62,686 million, is due to the rescissions enacted in P.L. 
103-122, the fiscal year 1994 Department of Transportation and Related Agencies 
Appropriations Act. These rescissions of unobligated balances associated with pro- 
grams subject to the Federal-aid highways obligation limitation are offsets to the 
fisc£d year 1994 contract authority. 

Mr. Carr. For the record, provide a detailed breakout of the ele- 
ments composing miscellaneous programs in both fiscal years 1994 
and 1995. 

[The information follows:] 

Miscellaneous Programs— As Presented in the Fiscal Year 1995 Budget 

Submission 

programs authorized prior to istea ^ 

Consolidated primary, Rural secondary. Urban systems. Planning, Hazard elimi- 
nation, Rail/Highway Crossing, and Combined Road Plan. 

PROGRAMS AUTHORIZED UNDER ISTEA 

Ferry boat construction. Scenic byways technical assistance. Interim scenic by- 
ways,2 University transportation centers. University research institutes. Tax eva- 
sion. Bureau of transportation statistics, and Safety Belt/Helmet incentives.^ 

LIMITATION ON GENERAL OPERATING EXPENSES 

Mr. Carr. The 1995 request for general operating expenses of 
the Federal Highway Administration is $598,545,000, an increase 
of nearly $130,000,000 above the 1994 level. Of the total increase, 
$75,000,000 is for the Intelligent Vehicle-Highway System program 
and $18,475,000 is for other highway research and development. 
Full-time equivalents decline by 52 for savings of $2,750,000. What 
is the distribution of the FTE reduction in Washington and the 
field? 

[The information follows:] 

We estimate that approximately 27 FTEs and $1,428 million would be related to 
the Washington headquarters and 25 FTEs and $1,322 million for the field. 



1 These programs received no new contract authority beyond fiscal year 1991, and will have 
obligations only through fiscal year 1994, after which time they expire. 

2 This program has contract authority and estimated obligations only through fiscal year 1994. 

3 This program has no new contract authority in fiscal year 1994-1995, and is estimated to 
have obligations only through fiscal year 1994. 
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Mr. Carr. What are the specifics behind the additional $933,000 
requested for health benefits? 
[The information follows:] 

The annual rate increases for the government share of health insurance pre- 
miums is published by 0PM at the beginning of each fiscal year. For fiscal year 
1993 the increase was 12 percent. Based on that expense, we have estimated a 12 
percent increase, or $933 thousand, for fiscal year 1995. 

Mr. Carr. What is total amount included within the LGOE limi- 
tation for health benefits? 
[The information follows:] 

Our fiscal year 1995 budget includes $8,708 million for health benefits. 

RENTAL PAYMENTS 

Mr. Carr. The request reflects $893,00 for anticipated rent in- 
creases in 1995. Subsequent to the submittal of the budget, the 
General Services Administration advised the Committee that 
charges would actually be declining in 1995 for certain depart- 
ments, among them the Department of Transportation. Based on 
the later information, what should the revised number be for rent 
charges? 

[The information follows:] 

Based on revised information from the General Services Administration, new GSA 
rent rates for certain locations will reduce the Federal Highway Administration's 
projected increase to cover GSA rent charges. The Federal Highway Administra- 
tion's revised increase to cover GSA rent charges in fiscal year 1995 is $687,000. 
This represents a $206,000 reduction in our requested ftinding level. 

HIGHWAY RESEARCH AND DEVELOPMENT 

Mr. Carr. Included in the LGOE limitation is the highway re- 
search and development program. The 1995 requested program 
level is $61,000,000, an increase of $18,475,000 above 1994. The 
area reflecting the largest increase in 1995 is safety, which goes 
from $5,738,000 in 1994 to $11,284,000 in 1995. The Committee 
does not believe that the justification material by itself supports a 
doubling of the highway research and development eflbrt. Provide 
additional data in support of the requested amount, including de- 
tail of how the $11,284,000 would be allocated among highway 
safety information management, human factors research for high- 
way safety, and highway safety design practices and criteria. 

[The information follows:] 

In fiscal year 1994 FHWA requested $5,738,000 in GOE funds for highway safety 
research. FHWA also planned to use $4,212,000 ISTEA funds for highway safety. 
The two sources of funds taken together were $10,050,000 for highway safety re- 
search. In fiscal year 1995 FHWA requested $11,284,000 which is $1,234,000 great- 
er than the total fiscal year 1994 highway safety funds. 

The distribution of how the fiscal year 1995 funds will be spent is as follows: 

Research area: Percent 

Information management 15 

Human factors research for highway safety 30 

Advanced traffic control devices 11 

Pedestrian and bicycle safety 12 

Highway safety design practices and criteria 31 

Total 100 

Mr. Carr. Describe how the FHWA allocates resources among 
the various categories of safety research, and describe how the 
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FHWA coordinates with the National Highway Traffic Safety Ad- 
ministration to avoid dupUcation of efforts. 
[The information follows:] 

The FHWA has established a process for allocating resources among the various 
categories of safety research. This process involves identifying high priority research 
areas based on a review of accidents trends and problems identified by the highway 
community. The allocation among the high priority areas is accomplished through 
a series of working group meetings. 

The FHWA and NHTSA coordinate their research activities in areas of common 
interest. This coordination is achieved through both formal and informal means. For 
example, in the area of pedestrian and bicyclist research a DOT working group has 
been established which meets periodically to review and discuss both ongoing and 
planned research activities. In the area of roadside safety coordination is achieved 
through joint funding of research that is of mutual interest. FHWA and NHTSA also 
meet regularly to review and coordinate research activities in the areas of driver 
behavior, safety information management, and highway visibility during adverse 
weather conditions. 

Mr. Carr. Provide details on the allocation of resources for 1992, 
1993, and 1994 to date by organization or company, indicating 
which entities are for profit and which not for profit. 

[The information follows:] 

The allocation of resources for 1992, 1993, and 1994 are provided separately to 
the Committee. Detailed records showing recipients are not available for all ex- 
pended funds. The following table shows the total amounts and the breakdown by 
organizations for profit and not for profit: 

Type of organization 1992 1993 1994 

For-Profit 50,310,401 62,332.694 72,330,087 

Not-for-profit 17,071,613 43,588,392 36,144,836 

Total 67,382,014 105,921.086 108,474,923 

CURB CUT RAMPS 

Mr. Carr. One of the planned activities in 1995 for the pedes- 
trian and bicycle safety category is corroboration of the Architec- 
tural and Transportation Barriers Board's work on curb cut ramps. 
Why shouldn't the Access Board be conducting this research? 

[The information follows:] 

The Access Board is currently funding an initial study in this area. As FHWA is 
committed to providing a highway system that is "friendly" to all users it is appro- 
priate to cooperate with the Access Board in the research effort. 



CATHODIC PROTECTION OF BRIDGES 

Mr. Carr. The materials activity within highway research and 
development increases by 52 percent in the 1995 budget request, 
from $3,685,000 to $5,614,000. What work related to cathodic pro- 
tection of bridges does the high priority areas of corrosion control 
of structural elements include? 

[The information follows:] 

Currently, the structures division has six studies relating to cathodic protection 
in progress. They are: cathodic protection developments for prestressed (concrete) 
members, field evaluation of cathodic protection on prestressed concrete bridge 
members, long term effects of cathodic protection on prestressed (concrete) members, 
and sacrificial cathodic protection systems I, II and III. The first of these studies 
is virtually complete, but the others have a way to go. 

Mr. Carr. Show the amounts allocated to the four high priority 
areas for 1993, 1994, and 1995 proposed. 



229 

[The information follows:] 



(Allocation in thousands] 



Higti priority area 



Fiscal years- 



1993 1994 1995 



Geotechnology $825 $1,225 $1,475 

Corrosion control of structural elements 2,099 1,500 1.862 

Structural composites and adhesives 2,000 600 1,660 

Performance related specifications 140 2,700 1,780 

PAVEMENT RESEARCH AND DEVELOPMENT 

Mr. Carr. The 1995 request for the pavement activity of the re- 
search and development is $8,737,000, an increase of $1,478,000 
above the 1994 level. Explain the research to be conducted in 1995 
on crumb rubber modified asphalt. What is the estimated cost of 
this research? 

[The information follows:] 

Research will be underway in 1995 to develop guidelines for the pavement struc- 
tural design, asphalt mix design, hot mix asphalt production, and construction of 
asphalt pavements containing crumb rubber modifier (CRM). This research will in- 
clude the long term performance evaluation of in service pavements containing CRM 
to validate the guidelines. The total cost estimate for this research exceeds $4 mil- 
lion of which $1.5 million is 1995 funds. Research on accelerated evaluation of the 
performance of CRM asphalt pavements is planned for initiation in 1995. This work 
is designed to provide early validation of guidelines to facilitate the implementation 
of CRM technology. This research is estimated to cost in excess of $1 million of 
which $600 thousand is planned for 1995 funding. In addition studies related to as- 
phalt worker exposure to CRM asphalt fumes and health effects are planned to be 
underway with the National Institute of Occupational Safety and Health and the 
Environmental Protection Agency. Cost estimates for this effort exceed $500 thou- 
sand. At this time fiscal year 1995 funding for CRM in the pavements activity of 
the highway research and development program is $2.1 million. 

STRUCTURES RESEARCH 

Mr. Carr. A total of 7,614,000 has b^en requested in 1995 for re- 
search on structures. This represents an increase of 56.6 percent 
above the amount available in 1994. In 1993, the FHWA provided 
$400,000 to the New Mexico Alliance for Transportation Research 
"to evaluate several sophisticated nondestructive technologies as 
phase II of a larger three phase $1,600,000 study on the 1-40 
bridge in Albuquerque, New Mexico." Please explain exactly what 
this research seeks to determine. Indicate the total cost, schedule, 
and accomplishments to date. Also indicate whether the initial con- 
tract was the result of an unsolicited proposal and whether the con- 
tract was awarded competitively. 

[The information follows:] 

The $400,000 represents phase II of a research proposal by the Strategic New 
Mexico Alliance for Transportation Research (ATR) to develop nondestructive eval- 
uation techniques for studying the structural integritv of bridges. The long range 
objective, in plain terms, is to see if existing NDE methods can be enhanced or new 
NDE methods developed to permit reliable monitoring of existing bridges and the 
determination of the severity and location of serious defects in these bridges. To 
that end, a bridge on 1—40 in Albuquerque, that is slated for replacement, was to 
be instrumented with various NDE systems and then tested. Successful develop- 
ment of such NDE techniques would represent a major advance in bridge inspection 
and safety monitoring. On a broader sense, this project represents an attempt to 
adapt defense-oriented technology to infrastructure preservation and renewal. 



230 



The total cost of this NDE research by ATR is $1.8 million of which $1.4 million 
is state SP&R funds plus the $400,000 in FHWA RD&T research funds to which 
this question alludes. Phase II was slated to last 24 months and be finished by the 
end of 1994. At this point, the initial instaillation and testing of NDE systems has 
been done and the data is being studied. This summer, ATR plans to conduct fur- 
ther testing of the more promising methods. The researchers expect to finish on 
time or close to it. 

The contract resulted from an initial solicitation by the New Mexico Highway De- 
partment for research in nondestructive evaluation of bridges and was competitive 
within New Mexico. The contribution of $400,000 by FHWA was in response to a 
direction, contained in Senate Report 102-351 and Conference Report 102-924, that 
the fiscal year 1993 RD&T appropriation be made available to the ATR for develop- 
ment of NDE techniques to study the structural integrity of bridges. 

ENVIRONMENTAL RESEARCH 

Mr. Carr. In the environment research activity, the budget in- 
cludes $5,760,000, an increase of $1,680,000 above the 1994 
amount. One of the program elements to be emphasized in 1995 is 
providing technical assistance to the states, MPOs, and local gov- 
ernments in response to the issuance of the Environmental Protec- 
tion Agency's conformity regulation. Please explain how this tech- 
nical assistance will be made available. Also, indicate whether as- 
sistance concerning compliance with nitrogen oxide standards will 
be given any special emphasis. 

[The information follows:] 

One of the primary vehicles that FHWA will use to provide technical assistance 
to states, MPOs, and local governments is a grant to the National Association of 
Regional CouncUs (NARC), the national association of MPOs. Co-funded with the 
Environmental Protection Agency (EPA) end the Federal Transit Administration, 
the intention of this project is to conduct air quality planning and policy research 
and to provide a forum where practitioners, mostly at the MPO level, can share in- 
formation, offer technical assistance, and provide input to personnel at all three fed- 
eral agencies. Examples of already completed work include a series of technical 
workshops on the employee commute options program, the development of a manual 
of advanced transportation and air quality modeling practice, a regularly-published 
newsletter on air quality issues, extensive forums on related transportation issues, 
and a series of conferences on transportation and air quaUty planning. Ongoing ef- 
forts include a report on the effectiveness of transportation control measures, a 
study of effective public education strategies, and a series of informational papers 
on air quality issues intended for MPO officials. This grant was established in fiscal 
year 1992 and FHWA is planning to renew the activity in fiscal year 1994 and fiscal 
year 1995. 

FHWA regularly makes its own technical experts on air quality modeling avail- 
able to the states and MPOs to the extent possible. FHWA experts on urban plan- 
ning and air quality modeling have recently traveled to both Delaware and Ohio to 
assist those states in reviewing their models in relation to nitrogen oxides (NOx). 
We have been assisting the states in assessing the reductions that can be expected 
from NOx control measures such as speed enforcement and various travel demand 
measures. 

FHWA is planning to participate with EPA in their long range efibrt to enhance 
their mobile source emissions models. FHWA wishes to stress the effects of fleet age 
on mobile source emissions and the methods used to estimate heavy duty diesel ve- 
hicle emissions. Both of these topics are important to improved understanding of 
NOx emissions. 

Another NOx related project is now before the committee that selects projects for 
the National Cooperative Highway Research Program. It will characterize the activ- 
ity and emissions levels of heavy duty vehicles which are significant contributors 
to the NOx problem. FHWA's representatives will strongly support the project. 
Should it be selected for the program, FHWA may provide additional funding if nec- 
essary. Should it not be selected, FHWA may undertake the research itself. 
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POLICY RESEARCH 

Mr. Carr. The 1995 request for policy research is $7,481,000, a 
9 percent increase above the 1994 level. As applicable for each of 
the 13 research areas listed for 1994 and the 16 1995 areas, pro- 
vide the appropriate section reference in ISTEA that is the basis 
for the research. 

[The information follows:] 

All the 13 research areas listed in FHWA's fiscal year 1995 budget submission 
are based on programs established in section 6001 of the ISTEA. 

NATIONAL PERSONAL TRANSPORTATION SURVEY 

Mr. Carr. One of the items listed for 1995 is conducting the Na- 
tional Personal Transportation Survey. Why is this work being per- 
formed under this activity and not by the Bureau of Transportation 
Statistics? 

[The information follows:] 

The National Personal Transportation Survey (NPTS) is still being prepared by 
staff within FHWA. There are several reasons for this. First of all, FHWA has the 
expertise to perform the survey having performed the survey before. Secondly, the 
formation of the Bureau of Transportation Statistics (BTS) was intended to supple- 
ment, not replace, the statistics offices within the modes. Thirdly, FHWA has closely 
coordinated with BTS in order to seek survey design and implementation assistance 
and avoid any duplication of effort. 

FISCAL YEAR 1995 PLANNING RESEARCH BUDGET 

Mr. Carr. The $5,264,000 budget request for planning research 
reflects a 20 percent increase above 1994. Since the statewide plan- 
ning and metropolitan planning regulation was issued last October, 
why does this activity require such a large percentage increase in 
1995? 

[The information follows:] 

The goal of the planning research program is to develop and disseminate im- 
proved intermodal statewide and metropoUtan transportation planning methods, 
congestion management procedures, and an improved Highway Performance Mon- 
itoring System (HPMS) to assist State and local transportation agencies and the 
DOT in meeting the legislatively mandated ISTEA intermodal planning and CAAA 
air quality planning requirements. 

Now that the planning regulations have been issued, planning research has be- 
come even more important to develop reliable and valid technical tools, including 
travel demand models and GIS aids. These tools are needed for states and MPOs 
to meet the new and expanded requirements which include the legislatively man- 
dated 15 factors to be considered in the metropolitan planning process and 23 fac- 
tors to be considered in the statewide planning process. Extensive technical assist- 
ance will need to be provided to assist the states and MPOs in meeting these re- 
quirements as soon as possible. 

In addition, a portion of the research budget will be used to enhance the tools 
(HPMS, GIS) needed by the FHWA to report to Congress on the status and condi- 
tion of the nation's transportation infrastructure and to develop and implement the 
NHS. An increase in funding is also needed to undertake research that had been 
deferred or delayed to cutbacks in earlier budget requests and to undertake research 
requested by the Office of the Secretary and the GAO; such as the effects of trans- 
portation demand management measures and multimodal evaluation procedures 
which are necessary to make better transportation infrastructure decisions. 

GEOGRAPHIC INFORMATION SYSTEM IN NORTH CAROLINA 

Mr. Carr. The conference agreement on the 1994 Transportation 
Act included $1,500,000 for geographic information system develop- 
ment for the State of North Carolina. Please bring the Committee 
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up to date on the status of this work. Has the 1994 funding been 
awarded yet? 
[The information follows:] 

The North Carolina Department of Transportation (NCDOT) was provided with 
$1,000,000 in 1992, $1,200,000 in 1993, and $1,500,000 in 1994 for the development 
of a geographic information system (GIS). To develop a digital database (including 
layers for transportation, hydro, and other important geographic features), the 
NCDOT has been digitizing from the 562 United States Geological Survey (USGS) 
quad maps for the State. To date, this work is about 80 percent completed. Since 
many of these quad maps are out of date, the digitized data will be updated using 
aerial photographs and construction drawings. W^en the work is completed, it will 
become part of USGS's national GIS database. 

COMMERCIAL DRIVERS SLEEP APNEA RESEARCH 

Mr. Carr. The motor carrier research activity reflects a large in- 
crease in 1995, rising from $5,345,000 in 1994 to a requested 
$8,804,000 in 1995. Elements being explored in the commercial 
driver proficiency areas include driver fatigue and medical quali- 
fications. Provide the Committee the status of the research con- 
ducted by the American Trucking Association related to apnea and 
the effects of long distance driving, along with any tentative find- 
ings and scheduled completion date. 

[The information follows:] 

A task order contract was signed with the American Trucking Associations' Truck- 
ing Research Institute (TRI) in September 1993 that included a task on studying 
the incidence of sleep apnea among commercial truck drivers. The TRI has begun 
a literature review of current technologies used to assess persons with sleep apnea 
as well as laws and rules relating to driving and sleep disorders. Initial efforts to 
contact potential companies and drivers to participate in the study have also begun. 
Because the study is in its initial stages, no data have been collected thus far. The 
study is scheduled to run through 1996. 

The ongoing baseline study of driver fatigue and alertness has concluded its col- 
lection of physiological and psychological data from driver engaged in over-the-road 
operations in the United States and Canada. Analysis of these data for significant 
findings about commercial driver alertness are continuing. Both the FHWA and TRI 
are currently planning to conclude the baseline study by the end of the fiscal year. 
The related study on commercial driver rest and recovery is in its initial stage in- 
volving the signing of an interagency agreement. 

AUTOMATED COMMERCIAL ROADSIDE INSPECTIONS 

Mr. Carr. The conference report accompanying the 1994 Depart- 
ment of Transportation and Related Agencies Appropriations Act 
included $425,000 for development and testing of automated com- 
mercial roadside inspections. Is this work under contract yet? 

[The information follows:] 

The conference report accompanying the 1994 Department of Transportation and 
Related Agencies Appropriations Act provided $425,000 to "develop and test various 
technologies to automate commercial vehicle roadside inspections, including those 
that allow computerized imaging and reporting on the safety conditions of the un- 
derside of a commercial vehicle." 

In response to this mandate, the Office of Motor Carriers is drafting a request 
for proposals that will result in a contract to develop and test imaging technologies 
to automate commercial motor vehicle roadside inspections as described above. We 
anticipate the contract award and work to begin in late fiscal year 1994. This effort 
will be coordinated with existing contracts designed to increase the efficiency of 
roadside inspection activities, including; innovative brake testing devices, standard- 
ized electronic diagnostic devices for maintenance and expert systems that will as- 
sist the enforcement officer in deciding which vehicles and drivers to inspect. 
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Mr. Carr. Similarly, the 1994 Act included $150,000 for the de- 
velopment of guidelines for inspection and maintenance of wheels 
and bearings. What is the status of this effort? 

[The information follows:] 

We are evaluating whether this contract would duplicate research already done 
by ATA. The development and dissemination of model guidelines on wheels and 
wheel bearings has been addressed by the motor carrier industry, specifically The 
Maintenance Council (TMC) of the American Trucking Association. TMC has pro- 
duced recommended maintenance and inspection practices which are distributed by 
both TMC and manufacturers. We are reviewing the existing research on this sub- 
ject before we initiate the study to develop additional guidelines. 

MOTOR CARRIER RESEARCH PROGRAM 

Mr. Carr. The Motor Carrier research program is seeking a 65 
percent increase in 1995. What are the FHWA's 5-10 highest motor 
carrier research efforts for 1995 and the associated funding re- 
quested? 

[The information follows:] 

In "Moving Out, the FHWA's 5-Year Motor Carrier Research and Development 
Plan," the Office of Motor Carriers (OMC) developed a strategic approach to re- 
search for the 1990's. Potential projects were grouped into 7 selected categories de- 
signed to reflect the organization's major safety and productivity goals and activi- 
ties. New research in fiscal year 1995 falls under the following categories: driver 
proficiency; vehicle safety and performance; regulatory compliance and enforcement; 
and safety analysis and information. 

Driver Proficiency. In fiscal year 1995, OMC is pursuing the plan's goals and pro- 
posed projects. A major new project will address driver training and proficiency 
needs by validating potential training simulators. These simulators oner States, 
motor carriers and training organizations efficient and effective methods to prepare 
commercial motor vehicle (CMV) drivers for safe operation on the nation's highways 
and to re-check the drivers proficiency over time. Drawing on pilot studies in several 
states, another driver-related safety project will be done with states to implement, 
at the state level, a medical evaluation package that states can use in certifying 
CMV drivers. A determination of effective fitness for duty technologies for use in- 
vehicle will also be completed. Funding associated with these activities is projected 
at $2 million for fiscal year 1995. 

Commercial Vehicle Safety and Performance. Several planned vehicle safety and 
performance projects also will be initiated. A study to evaluate and develop effective 
anti-lock brake inspection technologies and procedures will generate guidance to 
help inspectors accurately check the increasing number of trucks and trailers with 
ABS equipment. Another project wiU identify the causes of incompatibility of tractor 
and trailer brake system components and will recommend effective counter- 
measures. Standards for CMV tire tread depth, as well as the safety and rehability 
of retread tires in CMV operations, will be explored to determine if new standards 
are needed. Training for inspectors on the safe handling of alternative fuels in 
CMVs will be undertaken in order to enable them to safely assess vehicles using 
the cleaner fuels. As part of ovu- efforts to improve the motor coach safety in particu- 
lar, a model preventative maintenance guide for motor coach mechanics will be de- 
veloped in cooperation with the industry. Recognizing that cargo tank vehicles car- 
rying hazardous materials present a special concern for highway safety, a study of 
crashes involving them will be undertaken to identify structural or other changes 
that may reduce their accident and injury risk potential. Funding associated with 
these activities is projected at $1 million for fiscal year 1995. 

Safety Analysis and Information. Noting the success of "black box" technologies 
in other transportation modes, our research will consider the viability of using on- 
board recorders to document driver and vehicle accident information. On an ongoing 
basis, projects will continue to provide timely and accurate information about motor 
carrier status and accident rates. Funding associated with these activities is pro- 
jected at $2.3 million for fiscal year 1995. 

Regulatory Compliance and Enforcement. We will complete phase 2 of our zero 
based regulatory review and develop model performance based regulations. Also in 
fiscal year 1995, we will initiate a review to determine the extent of shipper influ- 
ence on motor carriers and drivers adherence to established hours-of-service rules. 
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Funding associated with these activities is projected at $2 miUion for fiscal year 
1995. 

Mr. Carr. For the nine programs elements in the total highway 
research and development program, for fiscal years 1992, 1993, and 
1994 to date, indicate the dollar amount of contracts that were (a) 
awarded competitively, (b) awarded sole source without competi- 
tion, and (c) awarded pursuant to a peer review Process. 

[The information follows:] 

Fical year — 



1992 1993 19Mthrough 



Competitive $24,700,321 $36,835,747 3.257,962 

Sole source 11,438,495 8,641,041 2,269,917 

Peer review 1,773,503 1,186,336 

PEER REVIEW PROCESS FOR RESEARCH AND DEVELOPMENT 

Mr. Carr. Explain the peer review process used for the highway 
research and development program, along with the guidance pro- 
vided to contracting officers regarding the process. 

[The information follows:] 

When a broad agency announcement is used as another competitive procedure t( 
make a competitive selection of basic and applied research, and that part of develop- 
ment not related to the development of a specific system, a peer or scientific revie^^ 
is necessary. This is because the nature of the requirement does not permit the de- 
velopment of an adequate or sufficiently defined statement of work to use the nor- 
mal competitive research request for proposals, under which proposals are evaluated 
against a common statement or work. Under a broad agency announcement, evalua- 
tion reports on individual proposals will be necessary, but proposals cannot be com- 
pared against each other, since they are not submitted in accordance with a common 
statement of work. Quite often the program oflice does not have the resource to ade- 
quately evaluate the technical proposals submitted under a broad agency announce- 
ment. Program offices should be advised that they must have adequate peer or sci- 
entific review in such situations, and that it is permissible to use experts from out- 
side their office, or outside the government to form their required peer review team. 

MOTOR CARRIER SAFETY PROGRAM 

Mr. Carr. You are requesting a substantial (28 percent) increase 
in the obligation limitation for the Motor Carrier Safety Assistance 
Program from $65 million in fiscal year 1994 to $83 million in fis- 
cal year 1995. Why is such a large increase justified and what im- 
provements in highway safety do you anticipate as a result? 

[The information follows:] 

Full funding ft-om MCSAP is an investment in new enforcement technologies and 
activities which will significantly increase the efficiency of the states' programs. 
Most of the increase in fiinds will support new and enhanced safety enforcement ini- 
tiatives. A small percentage of the increase will provide fuU funding for the states 
as they work to complete and join agreements for fuel tax collection and vehicle reg- 
istration. 

New and enhanced safety enforcement technologies and activities include roadside 
data collection and communication systems, border enforcement, pilots for adding 
medical qualifications to CDLs, and projects to ensure that out-of-service vehicles 
are repaired before they return to the highway. In addition, increased enforcement 
funding will be provided for the states to develop innovative enforcement strategies, 
increase traffic enforcement to target unsafe drivers, and educate the public on 
sharing the road with large trucks. 

If MCSAP is not fully funded, states will be faced with cutbacks from their cur- 
rent level of roadside inspections and carrier reviews. Further, the states will not 
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be able to begin new innovative programs or enhance the effectiveness of current 
activities. 

ROAD SIDE INSPECTIONS 

Mr. Carr. How will FHWA ensure that states do not simply sub- 
stitute the increased federal resources for state resources for road- 
side inspections? 

[The information follows:] 

MCSAP is intended to enhance and add to the states' own commercial vehicle 
safety activities. Since the MCSAP began in the early 1980's, there have been re- 
quirements in the authorizing legislation and the implementing regulations (49 CFR 
350) which prohibit the states from substituting federal funds for state funds. This 
maintenance of effort (MOE) commits the states to continuing their past efforts in 
commercial motor vehicle safety activities. 

The criteria for determining a state's MOE is set in authorizing legislation. Also, 
49 CFR Part 350 requires states to certify in their State Enforcement Plan (SEP) 
that the average aggregate expenditvu-e of funds will be maintained by the state for 
commercial motor vehicle and highway hazardous materials safety programs. 

Process reviews and audits are conducted by FHWA as part of its grants manage- 
ment functions to ensure that the states are meeting these requirements. If, at any- 
time, it is determined that a state has failed to meet its MOE requirement, an 
amount equal to the deficiency would be deducted from the state's current alloca- 
tion. 

EQUIPMENT REPLACEMENT 

Mr. Carr. The justifications indicate that the 1995 request will 
allow for replacement of aging equipment that has been deferred 
in recent years. How much of the additional funds requested will 
be allocated to equipment replacement and what type of equipment 
will be purchased? 

[The information follows:] 

We estimate that the states will use a small percentage of their basic grant alloca- 
tions for replacement of computers, motor vehicles, and other equipment. Specific 
funds wiU not be allocated for this purpose. 

Because the level of MCSAP funding has not increased with inflation, many states 
have delayed equipment purchases rather than cutting personnel costs. At this 
point, equipment replacement is critical in some states. Many officers are using ve- 
hicles with high mileage which is resulting in increased major repairs. In addition, 
computer equipment, including laptops, must be updated to accommodate use of de- 
veloping technologies. Some states have also delayed purchasing uniforms and other 
required personal equipment, which contributes to the officers' safety and perform- 
ance and must be replaced soon. 

MCSAP agencies must be funded at a level which not only supports personnel 
costs, but which allows for timely replacement of required equipment to ensure effi- 
cient management of their programs. 

COMPLIANCE REVIEWS 

Mr. Carr. In recent years, the Office of Motor Carriers has 
placed more emphasis on in-depth compliance reviews of motor car- 
riers by state as well as federal inspectors. What is the rationale 
for this shift in emphasis? 

[The information follows:] 

Compliance reviews are the in-depth reviews of motor carriers safety management 
practices and compUance with the safety regulations. The compliance review is per- 
formed on motor carriers identified by the criteria listed below: 

Factor one is the potential severity of accidents in which the carrier is likely to 
be involved which is measured by the commodity classes being transported, with 
greater weight given to hazardous materials or passengers transported. 
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Factor two is the exposure of the motor carrier to the nation's highways, which 
is measured by miles traveled by the motor carrier and months elapsed since the 
previous rating. 

Factor three is the past safety performance of the motor carrier which is meas- 
ured by the result of roadside inspections and the recordable preventable accident 
rate. 

Factor four is the past compliance of the motor carrier with the Federal Motor 
Carrier Safety Regulations (FMCSRs) and the Hazardous Materials Regulations 
which is measured by the past safety fitness rating, parts of the FMCSRs rated un- 
satisfactory, and the number of prior enforcement cases. 

This program has demonstrated that as the safety and compliance of carriers im- 
prove, their accident rates generally decline. The FHWA also recognizes that with 
Limited resources it will be impossible to rate all motor carriers. 

Mr. Carr. Will increased safety compliance reviews (CRs) by 
state inspectors come at the expenses of additional roadside inspec- 
tions? 

[The information follows:] 

No, with full funding for MCSAP, the states will maintain the current level of 
roadside inspections. Part of the increased number of CRs performed will be by state 
inspectors who are no longer performing safety reviews. The safety review is being 
replaced with an enhanced education and technical assistance contact. This will in- 
clude new educational information and materials that will be available to individual 
motor carriers and groups of motor carriers to assist them in complying with the 
regulations and preventing accidents. It will include, for example, brochures, acci- 
dent countermeasure techniques, training videos, and training. 

Also, a portion of the $18 milUon increase in MCSAP funding will be used to fund 
the increase in the number of CRs performed by state inspectors. 

Increasing the number of CRs performed by state inspectors is part of our goal 
of having our state partners fully participate in aU aspects of a comprehensive 
motor carrier safety program. The CRs are an important element of this program 
as they evaluate motor carriers' safety management practices in addition to compli- 
ance with regulations. They are the tool for the in-depth assessment of motor car- 
riers' safety/compliance. 

PROGRAM EVALUATIONS 

Mr. Carr. Has the Office of Motor Carriers conducted any pro- 
gram evaluations to determine whether additional safety compli- 
ance reviews or roadside inspections have the greatest safety pay- 
off? 

[The information follows:] 

A major safety strategy is building a state and federal safety compliance and en- 
forcement program that targets problem motor carrier operations for improvement. 
The roadside inspection and the on-site compliance reviews are both important tools 
and complement each other in changing the safety behavior of problem motor car- 
rier operations and reducing the risks of death, injuries, and property damage on 
our nation' highway. 

The FHWA is continually analyzing the data and evaluating the national program 
to find the optimal balance of activities that supports the strategy of contacting 
identified problem motor carrier operations for compliance reviews without signifi- 
cantly reducing the roadside inspection data base or our ability to immediately re- 
move high risk drivers and vehicles from the highway. 

The positive results in the reduction of accidents, fatality rates, reduced driver/ 
vehicle out-of-service orders, violation rates, and problem motor carriers achieving 
compliance are the result of these comprehensive safety programs that incorporate 
both the elements of roadside inspections and motor carrier reviews. Therefore, the 
greatest safety payofi" to highway safety is the balancing of these compliance and 
enforcement activities in an efficient and effective manner to maximize the use of 
state and federed resources. 
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SAFETY REVIEWS 

Mr. Carr. Please provide a breakdown of the number of safety 
reviews conducted and the resulting safety rating for the last three 
years. 

[The information follows:] 

The number of safety reviews entered in the Motor Carrier Management Informa- 
tion System (MCMIS) for each fiscal year is as follows: 

Fiscal Year Total Satisfactoty Conditional Unsatisfactory 

1991 16.196 6,954 (43%) 5,628 (35%) 3,614 (22%) 

1992 12,299 5,742 (47%) 3,935 (32%) 2,622 (21%) 

1993 10,357 4,894(47%) 3,311 (32%) 2,152(21%) 

There has been a decrease in the number of safety reviews (SRs) conducted by 
FHWA and the states in the past few years. This is understandable since the origi- 
nal purposes of the SRs were to rate all motor carriers, to identify problem motor 
carrier operations, and to provide educational and technical assistance (ETA) during 
the initial motor ceurier contacts. 

Now, with increased safety performance data available from SAFETYNET and 
MCMIS, FHWA has targeted problem carriers and generated more CRs. CRs are 
much more in-depth than the SRs, and are a better indicator of a carrier's safety 
compliance. Recognizing that the ETA aspects of the SR program continue to have 
great value, we are in the process of developing an enhances ETA program to be 
utilized during compliance reviews and other contacts with industry. This will in- 
clude new educational information and materials that will be available to individual 
motor carriers and groups of motor carriers to assist them in compljdng with the 
regulations and preventing accidents. 

Mr. Carr. How many motor carriers has FHWA closed down due 
to unsatisfactory safety ratings over the last three years? 
[The information follows:] 

The following are the numbers of carriers that were issued operations out-of-serv- 
ice orders during each fiscal year. 
FY 1991—11, 
FY 1992—19, 
FY 1993—25. 

Mr. Carr. What civil fines have been assessed and how much 
has been collected in each of the last three years? 
[The information follows:] 

The amounts listed below represent the total dollars initially assessed through 
claim letters, and the total dollars settled for all civil enforcement cases closed dur- 
ing the given fiscal year. 





Fiscal year 


Assessed 


Collected 


1991 




$9,891,985 


$8,387,583 


1992 




12,142,209 


10.155,278 


1993 




12,122,027 


10.026,083 











ROADSIDE INSPECTIONS 

Mr. Carr. The Office of Motor Carriers may be considering elimi- 
nating its requirement that states conduct 25 percent of roadside 
inspections during off-peak hours so that unsafe vehicles cannot 
evade detection. If this is true, what would be the benefit of elimi- 
nating this requirement? 

[The information follows:] 

The goal of conducting 25 percent of roadside inspections was established as many 
States were just beginning in MCSAP. The intent was to ensure that inspections 
are conducted throughout a 24-hour period. This goal has not changed and we are 
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working with those states that are not meeting this goal to ensure that their full 
program, including enforcement activities beyond MCSAP, meet the intent of this 
requirement. 

Mr. Carr. Which states currently do not meet the 25 percent off- 
peak hour inspection requirement and what is the Office of Motor 
Carriers doing to improve compHance? 

[The information follows:] 

This requirement was established to prevent states from concentrating inspection 
activities only during daylight hours. This policy helps to ensure that commercial 
motor vehicle regulations are enforced at various times and locations to provide 
more complete exposure to potential violators. 

Delaware, Georgia, New York, Ohio, Pennsylvania, Utah, Virginia, West Virginia, 
and the District of Columbia reported below 25 percent in fiscal year 1993. The low- 
est, Ohio, was experiencing a statewide prohibition on payment of shift differential 
or overtime, thereby requiring inspections to be done during normal hours. This 
temporary difficulty has been resolved. Shortfalls in other states are addressed and 
resolved as they are identified. Nationally, 38 percent of all inspections in fiscal year 
1993 were conducted during off-peaks periods. 

LEVEL I INSPECTIONS 

Mr. Carr. Approximately 80 percent of the states participating 
in MCSAP currently meet the program's requirement that 30 per- 
cent of roadside inspections be level I inspections. Which states are 
not meeting this requirement and what is the Office of Motor Car- 
riers doing to improve compliance? 

[The information follows:] 

In the early years of the MCSAP, FHWA required that at least 75 percent of each 
state's total inspections be level I. The level I inspections are important because ve- 
hicles that pass these inspections receive a CVSA decal which limits roadside rein- 
spection of that vehicle for the next three months. This benefits the industry in sav- 
ing time on reinspections and benefits the states in not reinspecting vehicles that 
have recently been inspected. As the states' programs have matured, we have pro- 
vided the states more flexibihty to design their enforcement program with the mix 
of enforcement strategies that best meets their state's needs. 

For example, sometimes a level I inspection cannot be conducted because of the 
location of the inspection or adverse weather conditions. This is particularly true in 
urban areas where many of the local agencies operate, and northern tier states 
which experience severe winter weather conditions. Further, level II (walk-around) 
and level III (driver only) inspections may be more effective in detecting certain vio- 
lation types. Our data indicate that level III inspections are more effective in detect- 
ing driver violations, such as falsification of records of duty status and other hoiirs- 
of-service related violations. 

In view of this, 30 percent of states' total inspections are currently required te 
be level I. FHWA believes this allows the states the flexibility to conduct the level 
of inspection which is adaptable to the specific geographical location and weather 
conditions, or which may address a specific problem or emphasis area unique to that 
state. We will work with those states that want to experiment with a different mix 
of inspection levels to evaluate the impact on the national program. 

The States of Alabama, Iowa, Illinois, Maryland, Nebraska, Ohio, Oklahoma, 
Texas, and West Virginia fell below the goal of 30 percent level I inspections. The 
two lowest, Iowa and Illinois, have large niunbers oi inspections performed by fully 
uniformed traffic officers, many times as a result of a traffic enforcement contact. 
These inspections, of necessity, are usually level II or III, thereby diluting the over- 
all percentage of level I inspections. The other states have level I percentages vary- 
ing between 22 and 29 percent, and any shortfalls that occur are addressed. In some 
instances, these percentages are impacted by the inclusion of level II and III inspec- 
tions not done with MCSAP funding. Even so, in fiscal year 1993 the national ratio 
of level I inspections to all inspections was 47 percent. 

Over the next few year, emerging IVHS technologies, such as the brake testing 
dynamometer and roadside data access and communication will increase the speed 
and efficiency of the roadside inspection process. These technologies will redefine 
our roadside inspections and enforcement strategies. 
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Mr Carr. How many of the roadside inspections performed in 
1993 were the more comprehensive level I inspections as compared 
to 1992, and how did the out-of-service rates compare on these for 
both drivers and vehicles? 

[The information follows:] 

In 1992, 60 percent of MCSAP inspections were level I, with a vehicle out-of-serv- 
ice rate of 36.8 percent, and a driver out-of-service rate of 5.85 percent. In fiscal 
year 1993, 54 percent of all inspections were level I, with a vehicle out-of-service 
rate of 34.8 percent and a driver out-of-service rate of 4.8 percent. 

OUT-OF-SERVICE RATES 

Mr. Carr. What have been the out-of-service rates for level II 
and level III inspections? 
[The information follows:] 

The following chart shows the percentage of vehicles and of drivers placed out of 
service for level II and level III inspections for the last three fiscal years. 

[In percent) 







Fiscal year 






1991 


1992 


1993 


Level II: 

Vehicle 


21.4 


22.16 
8.6 

15.27 


20.5 


Driver 


8.3 


8.0 


Level III Driver 


20.4 


13.4 









The different levels of inspections provide the enforcement agency with several 
"tools" for various enforcement activities. The states design their mix of the different 
levels of inspection based on commercial motor vehicle enforcement problems in 
their state. 

Level II Inspections, also known as walk-around inspections, provide for detection 
of vehicle violations which are obvious by simply walking around the vehicle (i.e., 
a flat tire). It also includes the driver portion of the National Uniform Inspection 
criteria. It was developed to allow uniformed officers to conduct inspections without 
requiring them to go under the vehicles (as is required by level I inspections) to find 
vehicle violations. The level II inspection is also employed during severe weather, 
or at sites where the complete level I inspection is not feasible or would present a 
safety hazard to the inspector. 

Level III inspections, otherwise referred to as driver only inspections, were also 
developed to allow for conditions not conducive to level I requirements. This level 
has b<^n found to be more effiective in detecting certain driver violations than the 
comprehensive level I, and are especially useful during traffic enforcement activities. 

MOTOR CARRIER SAFETY ASSISTANCE PROGRAM DISTRIBUTION 

FORMULA 

Mr. Carr. ISTEA requires that FHWA develop an improved 
MCSAP distribution formula that provides incentives to states with 
innovative, successful, cost-efficient or effective programs. What 
steps has the Office of Motor Carriers taken to implement this pro- 
vision. 

[The information follows:] 

The FHWA has met the ISTEA requirement for improving the formula distribu- 
tion. In the rulemaking implementing the requirements of the ISTEA for MCSAP, 
the FHWA explored several alternatives for the formula distribution factors. Based 
on the comments to the docket from the states, industry, and others, we determined 
formula factors based on the size of the motor carrier population operating in each 
state. To be eligible for these funds, the state must achieve a number of things such 
as compatible regulations, data requirements, and uniforms enforcement. In addi- 
tion, supplemental and special grants are provided for new and innovative enforce- 
ment strategies. 
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Further, the OMC has announced an interim final rule to modify the MCSAP dis- 
tribution formula which limits the participation of states that have incompatible 
intrastate regulations. These states would receive 50 percent of their basic formula 
beginning in fiscal year 1995. The formula funds withheld from these incompatible 
states will be made available to those states with comprehensive programs to con- 
duct certain high priority projects that are innovative, successful, cost-efficient and 
cost-effective. 

Mr. Carr. What consideration has the Office of Motor Carriers 
given to revising the MCSAP distribution formula so that all or a 
portion of MCSAP funds are awarded to states based on perform- 
ance? 

[The information follows:] 

The revised MCSAP formula published on February 3, 1994 provides additional 
funds to high performing States. 

We consider a high performing state as one that has and enforces compatible reg- 
ulations and conducts a wide range of safety activities including roadside inspec- 
tions; compliance reviews; traffic enforcement; hazardous materials training; drug 
and alcohol enforcement; a fully-implemented SAFETYNET program, and as other- 
wise defined by the FHWA. 

Mr. Carr. FHWA has announced an interim final rule to modify 
the MCSAP distribution formula to limit the participation of states 
that do not have compatible interstate regulations. Please describe 
how the proposed modification would work and indicate which 
states would be affected by the new rule. 

[The information follows:] 

The interim final rule does not change the eligibility for funding for states with 
incompatible interstate regulations. States which have incompatible interstate regu- 
lations on October 1, 1994, will be ineligible for continued MCSAP funding. The in- 
terim final rule does allow states with incompatible intrastate regulations on Octo- 
ber 1, 1994, to participate in MCSAP at one-half their basic formula amount. The 
withheld funds will be available to states with comprehensive programs. They will 
also be available to the states with incompatible intrastate regulations, but they will 
only be permitted to use them in activities which will assist them in achieving intra- 
state compatibility. 

Had this interim rule not been published, states with incompatible intrastate reg- 
ulations would not have been eligible for any MCSAP funding after September 1994. 
Reduced funding permits these states to continue their MCSAP activities albeit at 
a reduced level. This will provide continued support for the national program while 
encouraging these states to achieve the required level of compatibility. FHWA be- 
lieves that the 50 percent reduction in funding will allow the states to continue to 
conduct their basic MCSAP, but is severe enough to act as incentive for achieving 
compatibility. 

States with incompatible interstate regulations are: Alaska, Arizona, California, 
Maryland, Minnesota, Mississippi, Nebraska, Pennsylvania, Washington and Wis- 
consin. Those with incompatible intrastate regulations are: Alaska, Arizona, Califor- 
nia, Iowa, Kentucky, Maiine, Maryland, Minnesota, Mississippi, Nebraska, Penn- 
sylvania, Washington and Wisconsin. Letters have been sent to the Governor of each 
of the involved states stating the existing incompatibility and enlisting the Gov- 
ernor's assistance and support in achieving the necessary compatibiUty. 

STATES NOT PARTICIPATING IN MCSAP PROGRAM 

Mr. Carr. Please discuss why Florida and South Dakota cur- 
rently do not participate in the MCSAP program. 
[The information follows:] 

Although Florida and South Dakota do not participate in MCSAP, they do have 
commercial motor vehicle safety programs. We have held meetings with officials 
from both states to discuss opportunities for training and data sharing. Both states 
are also participating in national programs, such as Challenge '94. At this time. 
South Dakota does not plan to participate in MCSAP because of the attendant fed- 
eral requirements. 
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The State of Florida has not participated in MCSAP since fiscal year 1989, when 
the state enacted incompatible intrastate regulations. 

In fiscal year 1993, Florida received a special grant for $197,148, enabling the 
state to begin uploading roadside inspection data to the Federal SAFETYNET sys- 
tem in anticipation of joining the MCSAP in fiscal year 1994. The state submitted 
a State Enforcement Plan for fiscal year 1994 requesting $2.5 million in basic for- 
mula funds, with participation contingent upon the state's adopting compatible 
intrastate legislation. If the state does not adopt compatible intrastate require- 
ments, it will still be eligible to receive 50 percent of its Basic grant fiinding in fiscal 
year 1994. 

UNSATISFACTORY SAFETY RATINGS OF HAZARDOUS MATERIALS 

CARRIERS 

Mr. Carr. How many hazardous materials carriers have unsatis- 
factory safety ratings and what is the Office of Motor Carriers 
doing to reduce this number? 

[The information follows:] 

At the end of fiscal year 1993, there were 595 hazardous materials carriers with 
an unsatisfactory safety rating. Not all these carriers transport placarded quantities 
of hazardous materials. These carriers are placed on a priority list for follow-up re- 
views. When a hazardous materials carrier receives an unsatisfactory rating, it has 
45 days to improve the rating in order to continue transporting hazardous materials 
which require placarding. The safe transportation of hazardous materials is a high 
priority, and we will assist the industry through education and technical assistance, 
public outreach programs, and providing sound technical recommendations to im- 
prove compliance. 

HAZARDOUS MATERIALS REGULATION 

Mr. Carr. ISTEA provides that $1.5 million of MCSAP funds be 
allocated for training for state MCSAP inspectors to enforce haz- 
ardous materials regulations. What has been accomplished since 
this funding set aside was enacted? 

[The information follows:] 

The current training strategy for HM and our other programs is to develop and 
coordinate standard courses for both state and federal safety staff to promote a uni- 
formed and consistent national compliance and enforcement program. In fiscal year 
1993, $1 million was allocated to the States (by formula) for hazardous materials 
(HM) training. In addition, $0.5 million was allocated for HM training development 
through a grant to Missouri. In fiscal year 1994, the States are receiving $1.25 mil- 
lion for HM training and, an additional $0.25 million is being used for further train- 
ing development under a grant to Missouri. 

The increase in HM training has shown direct results with increases in the num- 
ber of MCSAP HM inspections. In fiscal year 1992, 143,000 roadside HM inspections 
were conducted and in fiscal year 1993, 155,000 were conducted. Similar increases 
are anticipated in fiscal year 1994 and beyond. 

HAZMAT COMPLIANCE REVIEWS 

Mr. Carr Please provide data for each of the last three years 
concerning the number of reviews of HAZMAT shippers, number of 
enforcement cases against HAZMAT shippers for alleged violations 
of HAZMAT regulations: amount of civil penalties associated with 
these violations; and the amount of civil penalties collected. 

[The information follows:] 

The following figures are the number of compliance reviews (CRs) conducted on 
hazardous materials (HM) shippers for each year. The first column reflects CRs that 
were either performed on HM shippers who do not operate their own vehicles to 
transport the materials or were performed only on the shipper portion of a shipper/ 
carrier operation. The second column represents CRs that included reviews of both 
the HM shipper and carrier compliance by a shipper who also provides transpor- 
tation of the HM. 
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HM Shipper operations 

Fiscal year: 

1992 389 

1992 388 

1993 421 

HM Carrier / Shipper operations 

Fiscal year: 

1991 1,138 

1992 1,245 

1993 1,316 

The table below lists the nvimber of enforcement cases on shipper only operations 
(first column above) which had cites for HM violations. Also included are the 
amounts assessed and settled for the HM counts. 

No. *'!'''''"• Amount 

"^" (ciS) ^'«'«<' 

Fiscal year: 

1991 24 $113,400 $100,460 

1992 16 83.500 37,275 

1993 45 268.200 188,760 

The table below lists the number of enforcement cases on carrier/shipper oper- 
ations which had cites for HM violations. Also included are the amounts assessed 
and settled for the HM counts. Please note that these numbers include all HM cites, 
including carrier violations, as it is impossible to separate shipper and carrier cites. 

Nc. *™''"' Amount 

..— assessed ,.hi».) 

<="« (claimed) ^'"'"' 

Fiscal year: 

1991 91 $376,250 $299,599 

1992 119 576.701 461.784 

1993 190 883,635 727,129 

TRAFFIC ENFORCEMENT 

Mr, Carr The Office of Motor Carriers is requesting $6,375 mil- 
lion for commercial motor vehicle traffic enforcement. How do you 
determine the effectiveness of MCSAP funding for traffic enforce- 
ment? 

[The information follows:] 

Traffic enforcement is an important part of the comprehensive MCSAP because 
it targets problem drivers. It also provides for commercial vehicle enforcement in 
unannounced locations, and may involve non — MCSAP agencies. In addition, we en- 
courage the MCSAP lead agencies to involve more local agencies in traffic enforce- 
ment activities. 

We are able to use our data to monitor and evaluate the effectiveness of traffic 
enforcement activities. We know, for example, that traffic stops made for speeding, 
following too closely, improper lane change, reckless driving and other serious viola- 
tions result in an average of about 12 percent of the drivers being placed out-of-serv- 
ice. This is nearly twice the average driver out-of-service rate of 6.6 percent result- 
ing from all inspections and nearly 3 times the driver out-of-service rate of 4.8 per- 
cent resulting from level I inspections. We are also able to associate certain other 
driver out-of-service violations with the traffic stops. For example, drivers stopped 
for speeding tend to have a high rate of log falsification. Thus, commercial motor 
vehicle traffic enforcement is consistent with ISTEA and with our efforts to increase 
the focus on problem drivers. 

Mr. Carr. The fiscal year 1995 request for MCSAP would double 
the amount available for traffic enforcement. What is the justifica- 
tion for the proposed increase? 

[The information follows:] 
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We believe that additional emphasis should be placed on human-factor related 
safety concerns. This emphasis is consistent with the provision in ISTEA. Prelimi- 
nary data from 1993 also reveals that drivers receiving traffic infractions have other 
driver safety violations — hours-of-service violations — at rates higher than all 
MCSAP-related driver violations. 

Increased traffic enforcement funding will allow the states to broaden their en- 
forcement and inspection efforts, to assist in targeting problem drivers, and to sup- 
port roadside alconol and drug activities. We are also working with the states to 
evaluate the effectiveness of the traffic enforcement citations as an indicator of a 
motor carrier's safety management practices. 

LEVEL II INSPECTIONS 

Mr. Carr. How many states are conducting level II inspections 
in conjunction with stops for moving violations? 
[The information follows:] 

Forth-six States (in addition to the District of Columbia, Puerto Rico, Guam, and 
American Samoa) conducted traffic enforcement under MSCAP. 

Mr. Carr. Are these inspections resulting in more driver out-of- 
service violations, given their surprise nature compared with those 
conducted at weigh stations? 

[The information follows:] 

Traffic stops during levels II and III inspections were made for speeding, following 
too closely, improper lane change, reckless driving and other serious moving viola- 
tions and resulted in about 12 percent of the drivers being placed out-of-service. 
This is nearly twice the fiscal year 1993 average driver out-of-service rate of 6.6 per- 
cent resulting from all inspections and nearly three times the driver out-of-service 
rate of 4.8 percent resulting from level I inspections. 

We are evaluating this data to determine if the higher out-of-service rates result 
from the location of the enforcement, the training of traffic enforcement officers, or 
other factors. 

TRAFFIC CITATIONS 

Mr. Carr. Please provide state-by-state data on the number of 
traffic citations issued to commercial truck drivers for moving vio- 
lations, and the number of inspections resulting from traffic en- 
forcement. 

[The information follows:] 

Traffic citation data are not collected in SAFETYNET. In fiscal year 1993, the 
states reported over 151,000 inspections resulting from traffic stops. 

We have also initiated a pilot study with several states to identify the motor car- 
rier on traffic citations issued to commercial motor vehicle drivers for traffic viola- 
tions. The states participating in this pilot already collect the U.S. DOT number of 
their traffic tickets. In this pilot, the States will evaluate if traffic citation data is 
a good indicator that the emplo3dng motor carrier have serious safety management 
problems and should be subject to a compUance review. The results of this pilot will 
also be evaluated as part of the Commercial Vehicle Information System. 

INTERNATIONAL REGISTRATION PLAN AND THE INTERNATIONAL FUEL 

TAX AGREEMENT 

Mr. Carr. ISTEA mandates that after September 30, 1996, 
states may only collect motor carrier fuel tax and registration fees 
through base state agreements such as the International Registra- 
tion Plan (IRP) and the International Fuel Tax Agreement (IFTA). 
Your 1995 request includes $6.0 million related to these activities. 
How much has been allocated to this effort to date and what 
progress has been made regarding state participation in the IRP 
and IFTA? 

[The information follows:] 
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Congress authorized $6 million per year for 6 years (fiscal years 1992-1997). Of 
this amount, $5 milUon was in the form of grants to states and $1 million was to 
provide staff support to a working group comprised of State officials to assist States 
in their efforts to comply with the mandate. 

States have been allocated a total of $12 million to date ($6 million in fiscal year 
1992, $3 million in fiscal year 1993, and $3 million in fiscal year 1994). For IRP, 
45 of the 49 affected jurisdictions are members (non-member States include New 
Jersey, Rhode Island, Delaware, and D.C.) For IFTA, 27 of the 46 jurisdictions (ex- 
cluding the 3 Regional Fuel Tax Agreement States of Maine, Vermont, and New 
Hampshire) are members of IFTA. 

Mr. Carr. What would be accomplished with the $6.0 million re- 
quested for fiscal year 1995? 
[The information follows:] 

The FHWA will allocate $5.5 million in fiscal year 1995 to states, with new mem- 
ber states receiving a double share, to accomplish a number of critical activities so 
that they will meet the congressional requirement to join the International Registra- 
tion Plan (IRP) and International Fuel Tax Agreement (IFTA) by September 1996. 
Currently, three states are not members of IRP and 19 states are not members of 
IFTA. The funds will be used by states and the respective IRP and IFTA reposi- 
tories to support accelerated training, technical assistance and data processing to 
handle the surge of new members between now and the 1996 deadline. The remain- 
ing $500,000 would be used by the base state working group to develop procedures 
for dispute resolution among the states, providing assistance to new States, and 
carefully monitoring progress. 

WEIGHT ENFORCEMENT ACTIVITIES 

Mr. Carr. In 1991, the Inspector General recommended that the 
FHWA work more closely with the states to improve weight en- 
forcement activities. Please provide an update on the status of the 
FHWA's implementation of the eight recommendations made in the 
Inspector General's 1991 report. 

[The information follows:] 

The OIG's final report originally did include eight recommendations. However, 
after additional consultation with the FHWA the eighth item was removed from the 
report. The status of implementation of the remaining seven recommendations in- 
cluded in report No. RO-FH-2-003 (DOT— Inspector General, November 21, 1991) 
is as follows: 

Recommendation 1: Develop weigh-in-motion (WIM) calibration standards. Com- 
pleted December 1993. 

Recommendation 2: Promote increased use of WIM. Completed March 1992 by 
providing guidance to field to work with States to implement WIM. 

Recommendation 3: Improve analysis of state weight enforcement plans. Com- 
pleted May 1993 by providing guidance and disk for automation. 

Recommendation 4: Obtain statutory authority to prohibit certain tjrpes of per- 
mits. FHWA responded in November 1991 that we did not have that authority and 
were not requesting it. 

Recommendation 5: Evaluate existing state fine structures. Completed December 
1993 by requesting comments in the ANPRM on a series of questions on the subject. 

Recommendation 6: Promote state adoption of relevant evidence. Responded Octo- 
ber 1993 by funding four States to implement and evaluate that procedure. 

Recommendation 7: Ehminate scale tolerances. Completed November 1991 by 
writing the six states identified in the report that used tolerance and reviewing 
their enforcement plans and laws for compliance. Further, requested responses to 
this subject in ANPRM. 

Mr, Carr. How many states are using MCSAP funds for weight 
enforcement activities? 
[The information follows:] 

Twenty-five states conducted size and weight enforcement activities in FY 1993. 
The states are required to conduct an appropriate level of inspection in conjunct ion 
with a size and weight activity. 
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EFFICIENCY OF ROADSIDE INSPECTIONS 

Mr. Carr. What new technologies are being developed to help in- 
spectors conduct more efficient inspections and to monitor vehicle 
weights and maintenance quality? 

[The information follows:] 

The FHWA's effect to improve the efficiency of roadside inspection activities is 
being accomplished by: ( 1) developing systems to provide carrier, driver and vehicle 
safety information to the inspection site to assist inspectors in determining which 
vehicles and items to check, and (2) developing technologies to reduce the time need- 
ed to conduct an inspection. Further, the FHWA is developing technologies and in- 
formation systems to "electronically clear" a vehicle by assessing a vehicle's safety, 
weight and credentials at highway speeds which will minimize the need for roadside 
inspections. 

During fiscal year 1994, we have several initiatives underway directed at improv- 
ing the efficiency of roadside inspection activities. The Office of Motor Carriers is 
currently working with the National Highway Traffic Safety Administration 
(NHTSA), several States, and Battelle Corporation, on a project entitled "Develop- 
ment, Evaluation, and Application of Brake Testing Devices" to evaluate and test 
devices that show substantial promise of increasing the efficiency of roadside inspec- 
tions by reducing the time needed to check a vehicle's brake system. Brake testing 
devices that will be tested and evaluated include roller dynamometers, skid-pad, 
infra-red, and "torque" type brake testing devices. The FHWA believes that the use 
of innovative brake testing technologies such as these and others could reduce the 
time to check a vehicle's brake system from 20-30 minutes to as little as 5-10 min- 
utes. 

In order to more efficiently monitor weight, the FHWA is assessing the reliability 
and accuracy of high speed weigh-in-motion equipment that can be used to monitor 
weight 24 hours a day. This equipment could also be used to screen vehicles for en- 
forcement. Further, we expect to fiind an operational test of technologies for mobile 
weighing. Finally, the FHWA will start a project in 1994 that will recommend de- 
signs and technologies for weigh stations to improve efficiency. 

The FHWA is also assessing the feasibility of standardized electronic devices that 
could be used by motor carriers in their maintenance operations, by roadside inspec- 
tors to identify safety and emissions problems, and by drivers for pre-trip inspection. 

OVERWEIGHT VEHICLES — PENALTIES AND PERMITS 

Mr. Carr. What were the results of FHWA's latest "Overweight 
Vehicles — Penalties and Permits" report with respect to trucks 
weighed, divisible load multiple-trip permits issued, and citations 
issued for the last three years? 

[The information follows:] 

The year ending September 30, 1992 is the most recent time period for which 
complete data are available. National totals for that year and the two preceding 
years are as follows: 





Fiscal year 


TrucKs weighted 


DIvisible-load 

multiple-tnp 

permits 


Citations 


1990 




149,186,594 


140.697 
160,914 
136,288 


667,954 


1991 




150,427,618 


663,204 


1992 




160,535,591 


677,976 











CITATION RATE OF TRUCK WEIGHT ENFORCEMENT 

Mr. Carr. What is being done to increase the citation rate, espe- 
cially in states with a low rate? 
[The information follows:] 

The FHWA has never considered the citation rate, per se, as an accurate measure 
of truck weight enforcement effectiveness. The use of citation rate must be combined 
with information on the scale types used to obtain a true picture of weight enforce- 
ment effort. In recent years, citation rates alone have become even less meaningful 
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due to the increased use of weigh-in-motion (WIM) as a screening tool. WIM allows 
many more legal trucks to be automatically included in the weighed data base. An 
enforcement action, however, continues to require a more time-consuming static 
weight of a vehicle, and manual issuance of the citation or warning. This results 
in a lower number of citations issued per number of trucks weighed. 

Our field offices are continuing to work with State weight enforcement agencies 
to strengthen and improve the efficiency and effectiveness of weight enforcement ef- 
forts through the annual enforcement plan review and approval process. Today the 
basic strategy in weight enforcement is to staticly weigh a truck. We are researching 
additional tools that might ultimately be used in the enforcement effort, including: 
issuing citations directly off of low-speed WIM, the use of relevant evidence to cite 
shippers instead of earners, and technologies like high-speed WIM in the IVHS/CVO 
program to assist in weight limit compliance monitoring. 

WEIGHT ENFORCEMENT 

Mr. Carr. The Office of Motor Carriers recently issued an ad- 
vanced notice of proposed rulemaking to revise vehicle size and 
weight monitoring regulations. How will the process be changed 
and what criteria will be used to evaluate state effectiveness at en- 
forcing weights? 

[The information follows:] 

On December 16, 1993, the FHWA published an advance notice of proposed rule- 
making (ANPRM) at 58 FR 65830. The purpose was to seek public comment on 
ways in which the annual enforcement certification process might be improved. The 
notice included nine topic areas of size and weight enforcement which are often 
cited as causing problems since the current enforcement certification rules were is- 
sued in August 1980. At this time, the docket is open and is being extended to May 
15, 1994. We will analyze the comments to decide a course of action. 

Mr. Carr. What is the Office of Motor Carriers doing to add 
weight enforcement violations to the data available on carrier per- 
formance through SAFETYNET or other data systems? 

[The information follows:] 

We will be awarding a contract by the end of this fiscal year to develop the next 
major series of enhancements to the SAFETYNET software. Part of this contract 
will be a study of adding a weight enforcement violation module to SAFETYNET. 

In addition, we are reviewing a study conducted by the State of Oregon which 
analyzed weight enforcement violations as it relates to a carrier's safety perform- 
ance. The study concluded that carriers who had weight enforcement violations also 
had a high number of safety violations. We will be using the results of the study 
in determining whether such a SAFETYNET function is required. 

Mr. Carr. How have states used additional grant funds available 
under MCSAP for weight enforcement. 
[The information follows:] 

Limited size and weight enforcement activities are eligible for MCSAP funding 
under ISTEA. These activities are limited so as to not take away from safety activi- 
ties of MCSAP. However, when both size and weight and MCSAP activities are con- 
ducted by the same agency, this funding flexibility is cost effective and beneficial 
to both programs. 

MCSAP mnded size and weight activities are conducted at non-fixed sites with 
portable scales. Further, for these activities to be eligible for MCSAP funding, the 
states are required to conduct an appropriate level of vehicle and/or driver safety 
inspection in conjunction with the size and weight activity. 

The states do not receive additional funds for size and weight activities. Those 
states that conduct size and weight activities use funding received in their Basic 
grant. 

DRUG INTERDICTION ASSISTANCE PROGRAM 

Mr. Carr. Please provide the number of arrests, seizures, and 
other activities under the drug interdiction assistance program for 
each of the past three years. 
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[The information follows:] 

FY 1991: The Drug Interdiction Assistance Program (DIAP) team trained 1,864 
officers in 36 sessions, and reported 27 major seizures from drug laden commercial 
motor vehicles (CMVs). 

FY 1992: The DIAP team trained 3,302 officers in 57 sessions, and reported 70 
major seizures from drug laden CMVs. 

FY 1993: The DIAP team trained 3,318 officers in 56 sessions, and reported 102 
major seizures from drug laden CMVs. 

FY 1994: The DIAP team has trained 1,523 officers in 34 sessions, and reported 
42 major seizures from drug laden CMVs, as of March 15, 1994. 

Under the present criteria for documenting major drug seizures from CMVs, DIAP 
only documents drug/currency seizures that exceed certain weights/amounts. Hun- 
dreds of seizures and arrests are not recorded. Additionally, arrests are not docu- 
mented with the exception of the operator of the drug laden CMV. 

As of March 15, 1994, 253 drug seizures from CMVs have been documented, total- 
ing over 200,000 pounds of marijuana, over 50,000 pounds of cocaine; $4.2 million 
in currency seizxires and $12.1 million in property seizures. DIAP instructor team 
has provided training to over 13,000 Federal, State and local officials. 

O^er activities include the initiation of training for U.S. CustomsAJ.S. Border Pa- 
trol agents along both Canadian and Mexican borders. In fiscal year 1994 training 
is on-going with 21 sessions completed in 10 locations. Over 1,000 Federal officers 
have been trained as part of this effort. 

This initiative was in response to the anticipated increase of CMV traffic due to 
NAFTA. 

Mr. Carr. Please provide a state-by-state breakdown of the drug 
interdiction assistance program funds for fiscal years 1993 and 
1994. 

[The information follows:] 

All states are encouraged to participate in DIAP activities and to integrate this 
activity into their basic grant. A number of states conducted DIAP activities under 
their basic grants in fiscal year 1993. These states are listed below. While the states 
reported data on DIAP activities, they were not required to specify funds spent on 
those activities since they were conducted as part of regular MCSAP inspections. 

Connecticut, Massachusetts, New Hampshire, Rhode Island, Vermont, Delaware, 
Virginia, West Virginia, Alabama, Georgia, Mississippi, North Carolina, Tennessee, 
Illinois, Ohio, New Mexico, Oklahoma, Iowa, Nebraska, Colorado, North Dakota, 
Wyoming, Arizona, and Idaho 

Further, grants in addition to the states' basic grants are available to states for 
special commercial vehicle drug interdiction activities. In fiscal year 1993 funds 
were sillocated to five states for those activities. Additional funds have not been allo- 
cated to date in fiscal year 1994, but we are reviewing a number of requests and 
anticipate awarding funds for some of these activities shortly. The five states receiv- 
ing these funds in fiscal year include: 

State Amount 

New Jersey $500,000 

Arizona 70,000 

Kentucky 50,000 

Missouri 54,732 

Nevada 47,580 

SAFETYNET 

Mr. Carr. What progress has been made in improving 
SAFETYNET, such as adding carrier information to traffic cita- 
tions and providing electronic access to the commercial driver li- 
censing information system? 

[The information follows:] 

SAFETYNET is continuously being improved. The status of the two examples 
cited in this question follow: 

Development of electronic access from roadside MCSAP sites to commercial driver 
license status information is currently being studied and a requirements analysis 
is proceeding. We expect a functioning pilot sometime this summer, and progress 
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toward finalization and distribution of a product to roadside sites Eiround the coun- 
try will proceed promptly, with at least 100 sites operational in 1996. 

The effectiveness of adding carrier information to traffic citations and transferring 
that information to the Motor Carrier Management Information System (MCMIS) 
is also under study. We expect a recommendation on what direction to take by later 
this summer. 

These two items would provide the Office of Motor Carriers with more information 
to support our vision of improving the safety operations of motor carriers by ena- 
bling us to have better data to identify problem carriers, prioritizing resources to 
conduct on-site reviews, and providing enforcement officials with better data on 
drivers. 

Mr. Carr. How many states have uploaded all of the required 
1993 inspection data to SAFETYNET and when will all States 
have their 1993 data on line? 

[The information follows:] 

All but 5 MCSAP states (total of 43) and the District of Columbia have uploaded 
all their 1993 inspection data. We expect the remaining 5 states to have uploaded 
all their 1993 data by August 1994. 

Mr. Carr. Which states have delays in uploading their inspection 
data to SAFETYNET and what is being done to improve the situa- 
tion in those states? 

[The information follows:] 

The following states have delays in uploading their inspection data through 
SAFETYNET: California, New Jersey, New York, Tennessee, and Texas. 

New York, Tennessee, and Texas are converting their data to the latest 
SAFETYNET FORMAT. We are monitoring their progress and have provided tech- 
nical assistance. In addition, Tennessee is experiencing data entry delays and don't 
expect all of their 1993 data to be entered until August 1994. 

We conducted a review of SAFETYNET operations in New Jersey to determine 
the reasons for delays in uploading their inspection data. During the on-site review, 
recommendations were made to state officials. Correspondence has been sent to the 
state outlining the actions they must take to upload their inspection data in a time- 
ly manner to comply with their grant. 

California is currently experiencing technical problems with SAFETYNET which 
has prevented them from uploading all of the 1993 data. The Regional Office as well 
as the SAFETYNET Technical support staff are working closely with the state to 
solve these problems. 

Throughout the year, we produce reports which are used to monitor each state's 
progress in uploading their inspection data. These reports are sent to the field staff 
and any timeliness problems are discussed with the State. 

NATIONAL GOVERNORS' ASSOCIATION ACCIDENT DATA ELEMENT 

Mr. Carr. How many states have now modified their accident re- 
porting forms and reporting criteria to include all of the National 
Governors' Association (NGA) accident data elements? 

[The information follows:] 

In September 1993, we found that 28 states had modified their reporting forms 
to include the NGA accident data elements. 

Mr. Carr. When will all states have this process completed? 
[The information follows:] 

We expect that by the end of 1995 almost all states will have modified their re- 
porting forms and reporting criteria. 

Mr. Carr. How many states now consistently upload all 22 of the 
NGA accident elements to SAFETYNET's accident module, as op- 
posed to only those entered under phase I? 

[The information follows:] 

Ninteen states now consistently upload all 22 of the NGA accident data elements. 
Fifteen other states upload some of the NGA data elements. 
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The FHWA is actively promoting state adoption of the NGA accident data ele- 
ments. The major part of our implementation effort is the production and distribu- 
tion of training materials for state and local law enforcement agencies. These mate- 
rials include: a the train-the-trainer course; a compact disc interactive (CD-I) train- 
ing course; a video tape, and a four part video tape series produced by the Law En- 
forcement Television Network (LETN) and broadcast in June 1993. 

The FHWA has also organized a joint federal-state task force to develop and im- 
plement strategies to assist states to adopt the NGA data elements. In addition we 
have distributed grant funds to all States requesting funds to help them adopt the 
data elements. 

Mr. Carr. How many states are consistently entering only the 5- 
element phase one data? 
[The information follows:] 

Of the 34 states uploading accident data through SAFETYNET, 8 are consistently 
entering and uploading only the 5-element phase one data. The remaining 26 states 
are either uploading all or a majority of the 22 NGA data elements. 

Mr. Carr. Are all NGA reportable accidents investigated by state 
police now being reported to SAFETYNET as was required by Jan- 
uary 1, 1994? 

[The information follows:] 

Since it may take a state several months to accumulate accident reports in a 
central location, enter the accidents onto a state computer, sort out those that must 
be reported through SAFETYNET, and then send data on the accidents to us, we 
are giving states a 180 day grace period to report the accidents to us. Thus, data 
on an accident that occurs on January 1, 1994 will not be due to OMC until July 
1, 1994. 

While we do not expect this 6 month delay to be permanent, some delay in truck 
and bus accidents being received by OMC will remain. Typical delays which pres- 
ently exist in the system between the investigating officer and OMC's SAFETYNET 
data base in Washington, DC are: Delivery of the report to the officer's superior, 
verification and check of the report by the superior, mailing the report to the home 
of the state data base, entry of the accident into the state's computer data base, ex- 
traction of the report from the state's computer data base and entry into the state's 
SAFETYNET file, and electronic transfer from the state's SAFETYNET file to 
OMC's SAFETYNET file. 

The FHWA is working to reduce delays in processing data entry through training 
and technical support for laptop and other technologies to enter data on real time. 

Mr. Carr. Which states are not reporting all of these accidents 
and why? 
[The information follows:] 

States have a grace period until July to report the data, and we expect aU states 
to provide data by the deadline. 

Mr. Carr. What has the FHWA done to encourage states to im- 
prove their NGA accident reporting? 
[The information follows:] 

The OMC is actively promoting state adoption of the NGA accident data elements. 
The major part of our implementation effort is the production and distribution of 
training materials for State and local law enforcement agencies. These materials in- 
clude: A half day course in the NGA elements that includes an instructors manual, 
an officers manual, a set of 17 overheads, and a set of 217 slides; a the train-the- 
trainer course that OMC taught in four cities in 1993; a compact disc interactive 
(CD-I) training course for individual officers which will be available this summer; 
a video tape produced by the Idaho State Police; and a four part video tape series 
produced by the Law Enforcement Television Network (LETN) and broadcast in 
June 1993. Copies of the series are available from LETN. 

In addition the OMC has organized a joint federal-state task force to develop and 
implement strategies to assist States to adopt the NGA data elements. 

Mr. Carr. How many states are now reporting intrastate acci- 
dents? How long will it take for all states to do so? 
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[The information follows:] 

All 34 states currently uploading accident data through SAFETYNET are 
uploading intrastate accidents. We expect all states to be uploading intrastate acci- 
dents by 1996. 

Mr. Carr. What assurances do you have that all accidents that 
meet the NGA criteria are actually being reported to SAFETYNET? 
[The information follows:] 

We compared our new accident reporting system which uses accident reports com- 
pleted by state and local police (NGA/SAFETYNET data) with our old accident re- 
porting system which relied on carrier self-reported accident data (MCS 50T/50B). 
The preliminary results look promising. 

In order to have a good quantity of data to compare, we selected three states 
which adopted the NGA elements well in advance of the ISTEA deadline and used 
data collected in 1992 for both 50-T data and NGA/SAFETYNET data. 1992 was 
selected as a comparison year because this is the only year in which the two will 
overlap. 

In Pennsylvania the number of reported accidents increased from 1,972 to 6,993, 
a jump of 254 percent. In Colorado the number of accidents rose from 448 to 2,087, 
a leap of 365 percent. In Wyoming accident reports climbed from 300 to 706, an in- 
crease of 135 percent. 

We cannot be certain that the new reporting system using the NGA data elements 
will result in all accidents being reported, but the sharp increases reflected above 
indicate that we are building a better database. 

In 1995 we will begin a number of activities to determine if all relevant accidents 
are being reported. They include: continuous monitoring of the records that states 
are submitting comparing results to other existing accident data systems, especially 
the ones operated by NHTSA and accident systems within the states; in-depth anal- 
ysis in selected states, particularly if we suspect underreporting; and special studies. 

TRUCK AND ACCIDENT GRANTS 

Mr. Carr. What is the justification for the proposed doubling of 
truck and accident grants to $2 million in fiscal year 1995? 
[The information follows:] 

Full funding of the program at $2 million in fiscal year 1995 and subsequent 
years should enable all states to address the legislative, institutional, and oper- 
ational changes needed to adopt, report, and upload the National Governor's Asso- 
ciation accident elements. While many states have taken steps towards meeting this 
deadline, 21 still have substantial work in terms of training and computer systems 
to do to meet the requirement. 

Mr. Carr. What results do you expect to achieve with the addi- 
tional funding? 

[The information follows:] 

We expect to use the additional funding for: 

Training. — The training needed for aU state and local police officers in the collec- 
tion of a new set of accident data elements is a massive task. Revisions must be 
made to the accident collection course given to new officers in State and local poUce 
academies, and in-service covu^es must be developed and offered for officers already 
in the field. Course materials, manuals, and test must be produced; and 

Computer Systems. — State computer systems have to be modified to accept new 
data elements. In many states special programs have to be written to extract the 
truck and bus reportable accidents from the main state computer so the data can 
be uploaded via SAFETYNET. 

CDL ENFORCEMENT 

Mr. Carr. How much MCSAP funding is now used for CDL en- 
forcement, counting both basic and supplemental grants? 
[The information follows:] 

All MCSAP enforcement activities include CDL enforcement elements. The full $1 
million earmarked in ISTEA for CDL enforcement is allocated to all states as part 
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of their basic MCSAP grant allocation. In addition, $4.25 million in supplemental 
grants were distributed for traffic enforcement which includes CDL checks. 

Mr. Carr. How many states electronically input disqualifying 
convictions and how many have long lag times between conviction 
and entry into CDLIS? 

[The information follows:] 

In the fourth quarter of 1993, 44 states were transmitting out of state convictions 
electronically to a CDL holder's home state. Only six states: Kansas, Minnesota, 
North Carolina, North Dakota, Rhode Island, Utah and the District of Columbia did 
not send any convictions electronically. While we are not currently tracking "lag 
times" of specific states between convictions and electronic entry into CDLIS, our 
experience indicates that the major portion of the problem lies with the transfer of 
conviction data ft-om the judicial system to the state licensing agencv. Once the con- 
viction data is entered into the CDLIS, the transfer to the drivers home state is 
instantaneous. 

Mr. Carr. What is being done to encourage the slower states to 
adopt electronic transfer of conviction information? 
[The information follows:] 

While the final rule on state compliance with the Commercial Driver's License 
Program, which is ciurently under review, does not mandate electronic transfer of 
conviction data, it stresses the importance of timely transfer of conviction data to 
the driver's home state. We are also working with the states through AAMVA to 
explore options for providing timely data transfer. We will initiate a separate rule- 
making on this important issue once this work is completed. 

Mr. Carr. Are National Driver Register suspensions/revocations 
input into CDLIS in a timely manner: What assurance is there 
that all such violations are entered into this system? 

[The information follows:] 

The NDR and CDLIS are separate systems. Data entered into the NDR on sus- 
pensions and revocations of driving privileges is governed by regulations issued by 
the NHTSA. Under those regulations, the accuracy of the drivers' current status will 
improve as all states implement the Problem Driver Pointer System. 

The FHWA is working to assure that commercial driver suspensions, revocations, 
and disqualifications are accurate through determination of State compliance with 
CMVSA of 1986. Several components of this determination will help improve the 
data and help remove problem drivers from commercial motor vehicles. These in- 
clude: the requirement that states check the NDR file before issuing or renewing 
a CDL and deny the CDL if the applicant is currently under revocation, and the 
requirement that states report out-of-state convictions to the licensing state. 

In addition, the Office of Motor Carriers is in the preliminary stages of a joint 
effort with NHTSA to study the effectiveness of the national information systems 
that support driver licensing; the CDLIS, the NDR, and the Driver Licensing Reci- 
procity program. The results of this study will help improve the data. 

DISTRIBUTION OF MCSAP RESOURCES 

Mr. Carr. Please provide a table that shows the MCSAP base 
program amount and each of the ISTEA program elements for fis- 
cal years 1993, 1994 and 1995. 

[The information follows:] 

DEPARTMENT OF TRANSPORTATION, FEDERAL HIGHWAY ADMINISTRATION— MOTOR CARRIER 
SAFETY ASSISTANCE PROGRAM— DISTRIBUTION OF RESOURCES 

[Dollars in thousands] 

1993 1994 1995 

Maintenance of the Basic Program $50,438 $51,088 $60,962 

ISTEA Program Elements:. 

Traflice Enforcement 4.250 4,250 6,375 

CDL Enforcement 1.000 1,000 1,000 
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DEPARTMENT OF TRANSPORTATION, FEDERAL HIGHWAY ADMINISTRATION— MOTOR CARRIER 
SAFETY ASSISTANCE PROGRAM— DISTRIBUTION OF RESOURCES— Continued 

[Dollars in thousands] 

1993 1994 1995 

Hazardous Materials Training 1,500 1,500 1,500 

Truck & Bus Accident Grants 1,000 1,000 2.000 

Research and Development 500 500 775 

Public Education 350 350 850 

Uniformity Issues: 

Uniformity Grants 2,500 3,000 5,000 

Uniformity Working Group 500 1.000 

Commercial Vehicle Information System (not to exceed) 1.500 1.500 2,000 

Administrative Takedown 812 812 1,038 

Drug Interdiction Assistance Program 650 500 

Total 65,000 65,000 83,000 

MCSAP DISCRETIONARY FUNDS BY STATE 

Mr. Carr. Please provide a state-by-state breakdown of the dis- 
cretionary funds provided to MCSAP states in fiscal year 1993, in- 
cluding the use of the funds. 

[The information follows:] 

A chart which shows how reallocated funds were distributed along with the use 
of the funds follows: 

FISCAL YEAR 1993 REALLOCATIONS 

state Amount Activity 

Arizona $94,450 High Risk Driver Project; DIAP activities. 

California 121.320 Intergovernmental staff development; Data Evaluation. 

Delaware 25,000 Additional Traffic Enforcement. 

Florida 197.148 SAFETYNET implementation. 

Idaho 80.100 Video project. 

Indiana 65.000 Intergovernmental staff development. 

Kansas 174.048 Additional Traffic Enforcement. 

Kentucky 100.000 Data input services; DIAP activities. 

Massachusetts 100,000 Rush Hour Enforcement project 

Michigan 228.558 Truck Show and new display; 1-year detail to CVSA. 

Minnesota 95.775 Additional Traffic Enforcement 

Missouri 102,611 Additional Traffic Enforcement; DIAP activities. 

Nebraska 50,000 Premier Carrier Project. 

Nevada 47.580 DIAP activities. 

New York 50,000 Industry Education — Cargo Securement 

North Dakota 73,000 Evaluation of Enforcement Strategies. 

Ohio 90,400 Additional Traffic Enforcement; SAFETYNET upgrades. 

Pennsylvania 45,000 Covert activities, bus. ramps, and additional HM Train- 
ing. 

Texas 142,824 Laptop computers for CRs. 

Utah 112,361 Local Enforcement activities. 

Vermont 29,600 Training, SAFETYNET upgrades, and laptop computers. 

Virginia 21,120 Mainframe reprogramming. 

Washington 122,874 Additional Traffic Enforcement. 

District of Columbia 60,000 Additional motor carrier safety enforcement. 

Guam 5,000 Bus inspection ramps. 

EXPENDITURES FOR THE MCSAP PROGRAM 

Mr. Carr. Please provide a table that shows state-by-state ex- 
penditures for the MCSAP program, excluding the federal grants 
for fiscal years 1990 through 1993. 

[The information follows:] 
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In MCSAP, the states must continue to fund their own commercial motor vehicle 
programs and not use MCSAP funds to replace states funds. The FHWA no longer 
requires the states to report this information annually as part of their grant applica- 
tion. Under 49 CFR part 350, the states certify in their State Enforcement Plan 
(SEP) that they meet these requirements. Periodically, process reviews and audits 
are conducted by FHWA as part of its grants management functions to insure that 
the states are meeting these requirements. 

ALLOCATION OF MCSAP FUNDS BY STATE 

Mr. Carr. Please provide information on how the MCSAP funds 
are allocated by state and include a table that shows the state allo- 
cations for fiscal year 1994. 

[The information follows:] 

The MCSAP basic and supplemental grants (traffic enforcement and hazardous 
materials training) are distributed according to an allocation formula based on the 
most recent data concerning Uie following factors in equal proportion: (1) road mile- 
age; (2) vehicle miles travelled; (3) number of commercial vehicles over 10,000 
pounds (gross vel'dcle weight rating); (4) population; and (5) special fuel consump- 
tion. 

Attached is a table which shows the allocation for each state in fiscal year 1994. 

Funds from those states that did not request traffic enforcement funds or hazard- 
ous materials training were distributed to the other states through the formula. 



79-406 O -94 -9 
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FISCAL YEAR 1994 MCSAP ALLOCATIONS 


STATE 


FY 1994 

BASIC 

ALLOCATION 

BASED ON 
$50,565,417 


FY 1994 
TRAFFIC 

ENF. 

BASED ON 

$4,250,000 


FY 1994 

H/M 

TRAINING 

BASED ON 

$1,250,000 


Alabama 


$1,067,671 


$90,320 


$6,000 


Alaska 


$225,000 


$18,590 


$5,468 


American Samoa 


$225,000 


$23,590 


$6,250 


Arizona 


$699,029 


$65,136 


$21,031 


Arkansas 


$651,206 


$0 


$16,203 


California 


$2,500,000 


$265,074 


$100,000 


Colorado 


$740,320 


$76,923 


$18,420 


Connecticut 


$437,534 


$36,439 


$10,717 


Delaware 


$225,000 


$18,590 


$4,765 


Dist. of 
Colvimbia 


$225,000 


$20,000 


$6,250 


Florida 


$2,500,000 


$206,550 


$60,750 


Georgia 


$1,628,411 


$137,251 


$40,517 


Guam 


$225,000 


$25,000 


$6,250 


Hawaii 


$225,000 


$0 


$5,468 


Idaho 


$412,737 


$42,886 


$10,269 
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Illinois 


$2,279,744 


$192,859 


$56,723 


Indiana 


$1,456,537 


$123,218 


$36,241 


Iowa 


$982,445 


$102,081 


$24,444 


Kansas 


$942,889 


$97,971 


$25,104 


Kentucky 


$919,069 


$77,750 


$22,868 


Louisiana 


$837,416 


$70,843 


$20,836 


Maine 


$283,777 


$24,007 


$7,061 


Maryland 


$765,826 


$79,573 


$23,041 


Massachusetts 


$790,983 


$82,187 


$19,681 


Michigan 


$1,792,926 


$151,676 


$44,610 


Minnesota 


$1,236,335 


$128,462 


$30,762 


Mississippi 


$655,784 


$55,477 


$16,317 


Missouri 


$1,368,082 


$142,150 


$25,475 


Montana 


$404,226 


$34,196 


$10,058 


Nebraska 


$695,530 


$72,269 


$20,926 


Nevada 


$358,217 


$37,221 


$10,777 


New Hampshire 


$225,000 


$18,590 


$5,468 


New Jersey 


$1,047,605 


$84,653 


$24,898 


New Mexico 


$471,698 


$39,904 


$11,736 


New York 


$2,248,975 


$233,681 


$55,958 


North Carolina 


$1,514,928 


$128,158 


$37,693 


North Dakota 


$467,040 


$15,000 


$11,200 


Northern 
Marianas 


$225,000 


$0 


$0 


Ohio 


$2,057,402 


$174,050 


$51,191 


Oklahoma 


$1,004,040 


$82,432 


SO 


Oregon 


$860,428 


$89,403 


$21,409 


Pennsylvania 


$2,325,547 


$196,734 


$69,966 


Puerto Rico 


$225,000 


$18,590 


$5,468 


Rhode Island 


$225,000 


$18,590 


$5,468 


South Carolina 


$762,028 


$64,465 


$18,960 


South Dakota 


$0 


$0 


$0 
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Tennessee 


$1,085,002 


$109,530 


$32,643 


Texas 


$2,500,000 


$0 


$60,000 


Utah 


$411,149 


$34,782 


$10,230 


Vermont 


$225,000 


$25,000 


$5,468 


Virgin Islands 


$0 


$0 


$0 


Virginia 


$1,278,848 


$132,879 


$31,819 


Washington 


$1,078,093 


$112,020 


$26,824 


West Virginia 


$408,380 


$42,433 


$12,286 


Wisconsin 


$1,247,120 


$105,502 


$31,030 


Wyoming 


$286,963 


$25,315 


$7,003 


TOTAL 


$49,936,940 


$4,250,000 


$1,250,000 



^ ' l-riii... 



257 



ROADSIDE INSPECTIONS 

Mr. Carr. Please provide a table that shows the number of road- 
side inspections conducted, and the number of vehicles and drivers 
placed out-of-service as a result of these inspections for each of the 
fiscal years 1990 through 1993. 

[The information follows:] 

Table 

Inspections Vehicle OOS Drivers OOS 

Fiscal year: 

1990 1,601,230 541,575 1,123,817 

1991 1,574,188 497,117 126,517 

1992 1,655,668 461,715 119,900 

1993 1,946,833 506,467 128,680 

STATE BY STATE DATA ON INSPECTIONS 

Mr. Carr. Please provide a table showing state-by-state data for 
the most recent year available on the number of drivers/vehicles in- 
spected; the number of drivers/vehicles found in violation of out-of- 
service orders; the number of drivers/vehicles reinspected; the num- 
ber of reinspected drivers/vehicles found in violation; the amount of 
fines levied for violation of out-of-service orders; and expenditures 
on covert verification activities. 

[The information follows:] 

The numbers provided on the following table show reinspection activities for both 
out-of-service verification and covert activities. The dollar amounts are projected dol- 
lars provided by the states in their grant applications. We are working with those 
states that reported no covert activities to ad<h"ess this requirement. 

We have not required the states to provide the amount of fines levied for violation 
of out-of-service. It is impractical for the states to report information related to the 
amount of the fine for several reasons: (1) In many instances, and as a normal pro- 
cedure, the court does not report back to the enforcement agency the amount of the 
fine levied; (2) the states are not in the position to require the courts to report fine 
information to the enforcement agency; and (3) under MCSAP we do not have juris- 
diction over the courts. The ISTEA recognized these issues and did not mandate 
specific fines, but directed that, "to the maximum extent practicable," the states 
seek to implement the recommended fine schedule published by the Commercial Ve- 
hicle Safety Alliance (CVSA). In a state's MCSAP grant application, they are re- 
quired to report on their penalty structures, the reasonableness and appropriateness 
of the penalties, and the steps they are taking to approximate the CVSA fine sched- 
ule. 
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OOS VERIFICATION AND COVERT ACTIVITIES - FY 93 

DOS VERIFICATION 



COVERT ACTIVITIES 





DRIV/ 


TOT 


VEH 






DRIV/VEH 


FY 93 




VEH 


VEH 


REPAIRED 


t TOWED 


DRIV/VEHI 


STILL IN 


COVERT S 


ST 


INSP. 


OOS 


AT SCENE 


ESCORTED 


REINSPECTED 


VIOLATION 


PROJECTED 


CT 


15,160 


5,095 


1,109 


144 


41 


4 


$4,800 


MA 


24,235 


4,722 


153 





114 


27 


S2,700 


ME 


4,750 


2,012 


42 


2 


40 


5 


S2,800 


NH 


12,051 


2,293 


252 


46 


1 





SI, 800 


NJ 


10,673 


2,191 


496 


271 


178 


5 


$70,000 


NY 


29,641 


11,241 








17 


5 


$2,745 


PR 


3,874 


1,439 








36 





$7,000 


Rl 


4,780 


1,043 


226 


100 


27 


7 


$1,350 


VT 


5,394 


1,054 


246 





12 


1 


$2,500 


DC 


4,392 


747 


7 





5 





SO 


DE 


5,322 


1,608 


242 


3 


2 


2 


$1,000 


MD 


69,437 


10,046 








20 


2 


S8,000 


PA 


44,412 


26,258 








76 


4 


$90,000 


VA 


35,390 


8,965 


5,217 


919 


115 


4 


$15,000 


WV 


14,381 


3,047 


346 


410 


54 


12 


$30,000 


AL 


17,791 


3,864 


1,013 


851 


14 


1 


$2,000 


GA 


27,599 


8,219 


3,130 


1,302 


68 


4 


$10,000 


KY 


90,818 


24,427 


13,693 


831 


50 


15 


$9,800 


MS 


22,274 


5,776 


5,176 


32 


42 


2 


SO 


NC 


58,703 


12,324 


2,099 


545 


992 


4 


$12,480 


SC 


20,442 


3,741 


1,305 


334 


20 


3 


$5,717 


TN 


117 784 


37,841 


16,938 


1,966 


1,838 


2 


N/A 


IL 


90,261 


14,796 


3,040 





9 


1 


518,400 


IN 


67,856 


14,693 


5,235 


2,236 


3 


3 


$5,000 


Ml 


40,533 


11,164 














S9,500 


MN 


33,064 


7,686 


6,311 


2,163 








$500 


OH 


72,985 


23,568 


1,119 


405 


143 


29 


$18,000 


Wl 


26,866 


7,366 


836 


49 


31 ' 


24 


$16,733 


AR 


36,539 


5,925 


1,303 


278 








$2,000 


LA 


31,975 


8,730 


3,877 





2 


2 


$1,836 


NM 


17,984 


4,893 


5,419 


36 


21 


5 


$3,400 


OK 


13,176 


3,176 


212 


272 


28 


1 


$1,728 


TX 


79,416 


17,824 


3,705 


2,613 


45 


20 


S9,120 


lA 


50,122 


8,402 


958 


3 


1,065 


74 


$7,367 


KS 


17,915 


5,137 


1,716 


84 


144 


34 


$9,864 


MO 


80,797 


24,610 


8,054 


284 








S3, 000 


NE 


20,291 


4,261 


1,276 


1,727 


55 


23 


$33,979 


CX) 


47,588 


9,443 


2,788 


576 


312 


11 


$16,776 


MT 


18,333 


2,696 


472 


49 








$3,450 


NO 


9,360 


1,506 


512 


275 


18 





$1,000 


OT 


15,707 


5,631 


3,788 


291 


101 


9 


$46,673 


WY 


8,747 


1,298 


1,023 





66 


13 


$1,750 
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AS 


2,042 


683 


49 


69 


AZ 


27,612 


7,784 


2,398 


34 


CA 


369,541 


104, 188 








GU 


5,573 


1,251 








HI 


6,191 


658 


581 


194 


NV 


6,615 


2,070 


734 


954 


AK 


1,478 


516 


202 


89 


ID 


7,163 


1,917 


1,288 


112 


OR 


24,855 


8,106 


927 





WA 


76,945 


18,536 


856 








75 

300 





82 



2 

31 

6 






SO 


1 


S8,235 


2 


S6,000 





SO 





SO 


13 


S8,640 





S2,720 


1 


SI, 250 


4 


$50,000 


3 


S945 
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DISTRIBUTION OF SAFETY RATINGS 



Mr. Carr. Please update the distribution of safety ratings for 
carriers rated in fiscal year 1993. 
[The information follows:] 



Fiscal year 



1991 1992 1993 



Satisfactory 6,954 (43%) 5,742 (47%) 4,894 (47%) 

Conditional 5,628(35%) 3,935(32%) 3,311 (32%) 

Unsatisfactory 3,614 (22%) 2.622 (21%) 2,152 (21%) 

All Ratings 16,196 (100%) 12,299 (100%) 10,357 (100%) 

FATAL ACCIDENT RATES 

Mr. Carr. Please provide a table that shows fatal accident rates 
for combination vehicles, medium and heavy trucks, and all vehi- 
cles for fiscal years 1985 through 1993. 

[The information follows:] 

FATAL ACCIDENT RATES 
[Per 100-million miles of travel] 





rear 


Fatal acci- 
dent rate 

combination 
vehicles 


Fatal acci- 
dent rate 
medium and 
heavy trucks 


Fatal acci- 
dent rate all 
vehicles 


1985 




4.9 




38 
3.7 
3.5 
3.5 
3.2 
3.0 
2.7 
2.5 
(') 


22 


1986 




4.7 


22 


1987 . . . 




44 


22 


1988 




4.4 


2.1 


1989 




3.9 


1.9 


1990 




3.7 


19 


1991 




3.2 


1.7 


1992 




2.9 


1.6 


1993 




(') 


(') 











> Data not available. 

Source: Fatal Accident Reporting System. 

Mr. Carr. Please provide a table showing truck accidents re- 
ported to the Office of Motor Carrier Safety similar to that shown 
on page 584 of the 1993 hearing record. 

[The information follows:] 

Truck Accidents Reported to the Office of Motor Carriers 1979 to 1992 

Effective in 1986, the minimum reporting threshold for property damage accidents 
was increased from $2,000 to $4,200, and again in 1987 and subsequent years to 
$4,400 in order to more accurately account for the effects of inflation. This caused 
what appeared to be a dramatic decrease in accident counts from 1985 to 1986. 
Therefore, the Office of Motor Carriers has applied an adjustment factor equivalent 
to an approximate GNP deflator to property damage accident counts and property 
damage value for the years prior to 1986. The following table reflects the adjusted 
property damage and total accident counts: 
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ADJUSTED TRUCK ACCIDENT STATISTICS 1979 TO 1991 

[The following statistics may vary slightly from previously reported statistics due to refinements in the data) 

calendar year '^l^l^^' Fatalities '"^^ In.unes lZ£ '^^l^' S 

1979 2,528 3.072 19,605 32,126 10,189 32,322 2,624 

1980 2,058 2,528 16,959 27.149 9,203 28.220 2,820 

1981 2.191 2,810 17.062 28,533 8.519 27.772 3,065 

1982 1,978 2.456 16.354 26,117 8,669 27,001 3.350 

1983 2,031 2.528 16.022 26,692 7,979 26.032 3.675 

1984 2,195 2,721 17,792 29.149 9,592 29.579 3.897 

1985 2.161 2,646 18,135 28,988 8,772 29,068 4,047 

1986 2.101 2,616 15.084 25,105 9,044 26.229 4,200 

1987 2,410 2.907 16.734 28.018 8.335 27.479 4.400 

1988 2,675 3,309 18,504 31.295 11,599 32,778 4,400 

1989 2,642 3,451 19.556 34,653 13,143 35,341 4,400 

1990 2.569 3.258 19.144 33.771 18.322 40.035 4.400 

1991 2.417 3.036 18,800 32.889 13.188 34,405 4,400 

1992 2,196 2,669 18,355 31,727 13,547 34.098 4,400 

Note— Prior to March 4, 1993, motor carriers were required to file accident reports (MCS 50-T. MCS 50-8) with the Federal Highway Ad- 
ministration. There is substantial evidence that a significant number of accidents were not being reported by carriers. Since March 4. 1993. 
carrier reporting has been replaced by the States reporting information directly from police accident reports. The police reports are expected to 
contain more reliable accounts of individual accidents and will likely give us a considerably better accounting of the number of accidents oc- 
curring annually. 

ROADSIDE INSPECTIONS, SAFETY AUDITS, INVESTIGATIONS AND 

ENFORCEMENT 

Mr. Carr. Please provide a table showing the number of driver/ 
vehicle roadside inspections, safety audits, investigations, enforce- 
ment cases and funds collected for fiscal years 1990 through 1993 
and the estimates for fiscal years 1994 and 1995. 

[The information follows:] 

Fiscal year 
1990 1991 1992 1993 1994 1995 

No. driver/vehicle inspections (in millions) 1.60 1.57 1.66 1.95 1.95 2.3 

No. carrier reviews 20.494 25,386 20.288 18,523 19,000 15,500 

No. of investigations 1.756 2.289 1.907 2,540 2.500 2.750 

No. enforcement cases prosecuted and closed 1.551 1,824 2,224 2.290 2.300 2,450 

Amount of fines settled ($000s) 7.302 8,387 10,155 10.026 10.000 10,500 

The number of inspections will increase with Florida entering MCSAP and 
uplading SAFETYNET data. The number of inspections will also increase with 
added funding for traffic enforcement. 

We anticipate that the States will conduct 50 percent fewer safety reviews in FY 
1995 consistent witJi the shift away from safety reviews. As part of this, we estimate 
the States will conduct about 500 more compUance reviews in FY 1995. This will 
continue to increase in the out years as more States become fully trained in the 
compliance review process. As compliance reviews are more indepth than safety re- 
views and take more time, we expect the overall number of carrier reviews to de- 
cUne in 1995 compgired to 1994 — reflecting the shift of emphasis to compliance re- 
views from safety reviews. The amounts for investigations, cases and fines are esti- 
mates based on the States conducting more compliance reviews. 

CARRIERS AND SAFETY INVESTIGATIONS 

Mr. Carr. Also please provide a table showing total carriers, 
safety investigators, and the ratios of staff to motor carrier sand 
staff to drivers. 

[The information follows:] 
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Fiscal year 
1991 1992 1993 1994 1995 

Total interstate carriers 238,000 247,000 261,000 282,000 293,000 

Safety specialists 366 397 389 389 389 

Ratio of staff to interstate carriers 1:716 1:657 1:671 1:725 1:753 

Ratio of staff to CDL drivers 1:15,027 1:13,854 1:16.195 1:17.224 1:17,481 

The numbers shown in this table for "safety specialists" include safety investiga- 
tors and program managers. These are generally located in division ofBces who are 
responsible for reviews, enforcement, technical assistance, and managing the direct- 
Federal and state compliance and enforcement activities. 

The ratio of staff to drivers in this table is based on the number of CDL licensed 
drivers. Since this group does not include most drivers licensed for commercial 
motor vehicles having gross weights between 10,001 and 26,000 pounds, and it does 
include CDL drivers who are not subject to the Federal Motor Carrier Safety Regu- 
lations (FMCSRs) (e.g., government employees including transit and school bus driv- 
ers), a ratio may not be meaningful. Currently there is no accurate source of identi- 
fying how many of the smaller vehicle drivers are subject to the FMCSRs. 

ZERO-BASE REVIEW OF MOTOR CARRIER SAFETY REGULATIONS 

Mr. Carr. What has been accompHshed as a result of the Office 
of Motor Carriers zero-base review of the Federal Motor Carrier 
Safety Regulations and when do you expect the review to be com- 
pleted? 

[The information follows:] 

The first Federal Motor Carrier Safety Regulations were issued in 1937. In the 
ensuing half century the regulations have been amended and added to numerous 
times in response to safety needs. Addressing these issues individually over time 
has resulted in complexity, formality and impracticality. Although our goal has been 
to estabUsh a regulatory system that would best enhance commercial motor vehicle 
safety, we recognize that the motor carrier industry has changed. Our regulations 
have not kept pace with technological and highway safety advancements, in the 
areas of highway construction, vehicle design, and driver knowledge and ability. 

The zero base review is a unique approach to national safety standards for trucks 
and buses and their drivers. Zero base was designed to examine all facets of com- 
mercial motor vehicle safety as though no regulations existed. It represents a multi- 
year, comprehensive effort to develop understandable, reaUstic, and effective regula- 
tions. The first phase began in fiscal year 1992. 

In phase I, OMC conducted an extensive outreach effort to the motor carrier in- 
dustry, state, and local enforcement community, to determine the regulations for the 
rulebook of the future. Hundreds of interested parties provided oral testimony and 
thousands of written comments were received to a regulatory docket. A final phase 
I report analyzing the comments and recommendations was completed in Septem- 
ber, 1993. Based on many of the phase I comments and recommendations, a rule- 
making to delete obsolete or redundant requirements that have no significant im- 
pact on safety has been proposed. 

Many of the outreach recommendations will also provide the basis for a com- 
prehensive literature search scheduled to begin this fiscal year in phase II. The lit- 
erature search is being performed in an attempt to validate many of the rec- 
ommendations. The research will provide a sound basis for OMC to change existing 
regulations, or for the promulgation of completely new regulations in some areas. 
Phase II is scheduled to be completed in early fiscal year 1996. 

Phase III will begin in fiscal year 1996 and will involve writing and promulgating 
the rule book of the fiatvire. We anticipate Phase III will take 1 year. 

Phase IV will be the final phase of the project. Dvu-ing this phase, we will develop 
user-ftiendly guides for drivers and motor carriers based on the new rule book. We 
will develop a marketing and education plan to get the word out. We expect this 
final phase of zero base to be completed in fiscal year 1997. 

Mr. Carr. What are some examples of "outdated" motor carrier 
regulations identified through the zero-base review? 
[The information follows:] ' •- ' ' 
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The Office of Motor Carriers conducted 11 public hearings and 14 focus-group ses- 
sions to sohcit advice and recommendations from the regulated industry and the en- 
forcement community on ways to improve our regulations. We received and have 
taken under consideration a significant number of the recommendations. Many of 
the commenters recommended we remove sections of the regulations that are obso- 
lete, redundant, or that no longer reflect the operational realities of the industry. 
In response to some of the recommendations, we initiated a rulemaking in January 
that proposes to remove numerous sections of the regulations. Examples of the 
motor carrier regulations identified through the zero-base review and proposed to 
be removed are: 

391.69 Drivers operating in Hawaii. This section contains a limited exemption for 
Hawaiian drivers. Drivers who will reach the age of 21 no later than April 1, 1976, 
may continue to drive within the State of Hawaii. Since this date has passed, the 
provision should be removed. 

392.30 Lighted lamps; Moving vehicles. This section prohibits a motor vehicle to 
be driven unless the required lamps are lighted during the period of one-half hour 
after sunset to one-half hour before sunrise or whenever there is not sufficient light 
to discern persons and vehicles on the highway at a distance of 500 feet. This sec- 
tion is duplicated by state laws and can only be enforced by state or local agencies. 

392.65 Sleeper berth; transfer to and from. This section prohibits a person to 
transfer to or from the sleeper berth while a motor vehicle is in motion unless by 
means of a direct access between the cab and the berth. This section is obsolete be- 
cause there are very few truck tractors still in use that require entry into the sleep- 
er berth from outside the vehicle. 

Mr. Carr. The Office of Motor Carriers has a large backlog of 
rulemakings under development. In light of the backlog, why do 
you believe it prudent to devote staff resources to your zero-base 
review when several Congressionally-mandated rulemakings have 
been delayed? 

[The information follows:] 

The Office of Motor Carriers has made significant progress in reducing its regu- 
latory backlog in the past year. We have completed several significant rulemakings: 
radar detector ban, seven drug and alcohol testing rules, and private motor carriers 
of passenger rule. 

We believe we have a responsibility to address not only ciurent rulemaking activi- 
ties, but future safety regulatory requirements. The zero-base review, which is at- 
tempting to create effective, performance-based regulations and responding to our 
customers needs, is an important strategy. 

Mr. Carr. Once zero-base review is completed, how will the 
FHWA disseminate the revised regulations to the 250,000 inter- 
state motor carriers and how much will it cost? 

[The information follows:] 

The new rule book developed as a result of the zero-base review will be published 
in the Federal Register and by the Government Printing Office. However, prior to 
the final publication of the new rules, we will initiate phase IV of the zero-base re- 
view, which is Uie "education and marketing" phase. Under this phase, we will 
widely circulate user-friendly guidebooks and brochures that summarize the new 
rules for drivers, motor carriers, and different segments of the regulated industry 
such as the motorcoach operators, private operators, farmers, etc. We may also de- 
velop videotapes explaining the differences between the old and new regulations. In 
addition, we will issue nvunerous news releases, prepare articles for trade magazines 
and give briefings at motor carrier industry functions, including motorcoach and 
trucking conventions and truck shows. We plan to have a substantive recorded tele- 
phone message about the new regulations that may be accessed by calling OMC's 
1-800 number. We also plan to develop a presentation package complete with a 
script and overheads to be used by both our headquarters and field staff" in briefing 
the industry, the state and local enforcement community, as well as Congress. State 
personnel will also be provided with the presentation package to educate the indus- 
try as well. Additionally, the new rules will be made available through the FHWA's 
Electronic Bulletin Board System (FEBBS), and through industry bulletin boards 
such as those maintained by the American Association of Motor Vehicle Administra- 
tors and the United Bus Owners of America. 
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MOTOR CARRIER STAFFING 

Mr. Carr. In the Senate report on the 1994 appropriations bill, 
the Office of Motor Carriers was directed to maintain the same 
number of personnel in the Office of Motor Carrier Standards dur- 
ing fiscal year 1994 as in fiscal year 1993. Please provide the fiscal 
year 1993 number of full-time equivalent staff for this office and 
indicate how you plan to comply with the directive in fiscal year 
1994? 

[The information follows:] 

The number of full-time equivalent (FTE) staff for this office in fiscal year 1993 
was 33. 

During fiscal year 1994, we estimate at least this level of FTE. Furthermore, we 
have met the underljdng concern of the Senate report language regarding the regu- 
latory backlog. Several major rulemakings were pubUshed — including the radar de- 
tector ban, the drug and alcohol testing standard for motor carriers and the private 
motor carriers of passenger rule — and the first phase of the zero-base review was 
completed. Several other rulemakings will be issued shortly. The FHWA, with as- 
sistance from the Department, has also initiated a regulatory tracking system which 
identifies and shortens delays in regulatory processing. 

In addition, we are developing an overil strategic plan which will include a two 
year rulemaking plan. The overall plan will address organizational needs, structure 
and staffing. 

DRIVER QUALIFICATION STANDARDS 

Mr. Carr. In October 1992, FHWAA issued a notice of proposed 
rulemaking regarding the issuance of waivers to commercial truck 
drivers who are insulin-using diabetics. Please discuss any risk as- 
sessments and medical evidence that supports the proposed regu- 
latory action and indicate when a final rule will be issued. 

[The information follows:] 

The FHWA proposed revisions to the driver qualification standards for diabetes 
and initiated the waiver program for insulin-using diabetics in response, in part, to 
a petition from the American Diabetes Association. Comments to the October 1992 
Notice of Proposed Rulemaking were analyzed and a Notice of Final Disposition was 
issued on July 29, 1993, that instituted a federal waiver study program for insulin- 
using drivers of commercial motor vehicles. Thirty-seven drivers have received the 
waiver. 

Among the considerations that led the FHWA to begin issuing waivers from its 
diabetes standard is an analysis of a 1991 study conducted by the University of 
Pittsburgh, "Review of 49 CFR 391.41(b)(3) Regarding Diabetic Conunercial Motor 
Vehicle Drivers." The analysis indicated that without any regulations to control 
driving privileges among insulin-using individuals, only 14 additional accidents per 
year would be likely to occiu*. 

It is precisely because there is very Uttle risk assessment information on a na- 
tional level that the FHQA undertook the Federal diabetes wavier program. 
Through the program, the Agency is obtaining monthly reports on waived drivers' 
actual driving experiences, including number of miles driven and a breakdown of 
whether it was daylight or nighttime operation. These reports will be compared to 
similar reports from volunteer drivers who do not have diabetes, and the resulting 
"real world" empirical data will help the FHWA make informed decisions on the 
composition of a new federal diabetes standard. In addition, drivers who have re- 
ceived a waiver under this program must mainteiin a safe driving record consistent 
with the general population to remain in the program. 

SAFETY REQUIREMENTS 

Mr. Carr. FHWA recently issued a final rule to make private 
motor carriers of passengers subject to many of the safety require- 
ments required of for-hire motor carriers. Please summarize the 
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scope and impact of the new rule on private motor carriers of pas- 
sengers. 

[The information follows:] 

The final rule, effective January 1, 1995, separates the private bus population into 
two groups (business and nonbusiness) based on whether the carrier is providing 
transportation of passengers in the furtherance of a commercial purpose. The 
FHWA estimates that ninety percent of the private bus population will fall into the 
nonbusiness category. The business group will be subject to all of the safety regjala- 
tions. The nonbusiness group will be subject to the safety regulations as well, but 
will be exempt from the existing controlled substances testing regulations and all 
recordkeeping requirements. 

The effective date of the final rule is being delayed to allow private motor carriers 
of passengers an opportunity to come into compliance with the safety requirements, 
the FHWA has already begun an aggressive outreach program to identify and edu- 
cate private motor carriers of passengers. Through various associations and insiu*- 
ance companies we have obtained commitments to distribute an educational bro- 
chure and registration form directly to over 100,000 private motor carriers of pas- 
sengers. 

In addition, the FHWA plans to attend various conventions and seminars before 
the effective date of the final rule to provide educational assistance and guidance 
on bus inspection procedures. 

EFFECTIVENESS OF PRIVATE SECTOR TRAINING 

Mr. Carr. What is the status of the FHWA's study of the effec- 
tiveness of private sector training for entry level commercial motor 
vehicle drivers and when do you anticipate that a report will be 
submitted to Congress? 

[The information follows:] 

The study of the effectiveness of private sector training to ensure adequate train- 
ing of entry level drivers of commercial motor vehicles is expected to be completed 
in August. We expect to submit the required report to the Congress no later than 
December 31, 1994. 

Mr. Carr. FHWA proposed an advanced notice of rulemaking 
concerning entry level training for commercial motor vehicle driv- 
ers in January 1993. Do you plan to consider the conclusions of the 
FHWA study on private sector truck driver entry level training 
and, if so, why was the advanced notice issued prior to the comple- 
tion of the study? 

[The information follows:] 

The FHWA plans to utilize the information learned from both the study and the 
docket comments to the advanced notice of proposed rulemaking to develop the no- 
tice of proposed rulemaking or the close out notice, whichever is more appropriate. 
The advance notice of proposed rulemaking was published to collect as much infor- 
mation about driver training as possible in order to assist the FHWA arrive at a 
proper proposal. 

ENTRY LEVEL DRIVER TRAINING 

Mr. Carr. What is your schedule for completion of the rule- 
making on entry level driver training? 
[In information follows:] 

A schedule for the entry level driver training rulemaking depends on the results 
of our contractor's study. If warranted, the notice of proposed rulemaking to estab- 
lish entry level driver training standards is targeted for publication in July 1995. 
A final rule, if appropriate, is targeted for July 1996. 

Mr. Carr. What is the rationale for the proposed exclusion of 
transit bus operator from proposed entry level driver training re- 
quirements? 
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[The information follows:] 

The FHWA decided to exclude transit buses from its study because: (1) this group 
is generally not suWect to the Federal Motor Carrier Safety Regulations, except for 
the requirements of the commercial driver's license program, and (2) many transit 
authorities operated by local governments require knowledge and skills training for 
their bus operators. 

MOTOR CARRIER SAFETY RULEMAKINGS 

Mr. Carr. Please provide a list of all rulemakings that are pend- 
ing or under development. 
[The information follows:] 

Motor Carrier Safety Rulemakings Under Development or Consideration as 

OF March 4, 1994 

Title: Alcohol Testing Devices 

Description: This notice will propose performance oriented specifications for alco- 
hol testing devices. 

Title: Qualifications of Drivers; Medical Examination 

Description: This rule is the physician's assistant rule. This rule contains tech- 
nical amendments to the final rule that was published on 07/28/92 (57 FR 33276). 

Title: Qualification of Drivers; Vision 

Description: This notice will propose to amend the vision standards in response 
to data obtained from the vision waiver research program. 

Title: Qualification of Drivers; Diabetes 

Description: This rule will amend the diabetes requirement in response to data 
obtained from the waiver research program. 

Title: Qualification of Drivers; Epilepsy 

Description: This notice will seek comments from interested parties on the need 
to review and, as appropriate, amend the driver requirements relating to epUepsy 
and neurological disorders, and propose a waiver program. 

Title: Medical Regulatory Criteria and Guidelines 

Description: This notice will provide the medical regulatory criteria and guidelines 
which explain and/or provide clarification of the memcal qualification requirements 
contained in Part 391.41 of the FMCSRs. 

Title: Revision of Medical Examination Form and Procedures 

Description: This notice will seek information for the redesign of the existing med- 
ical examination form as well as amending the examination procedures to reflect the 
latest medical and technological advances. 

Title: Qualification of Drivers; Cardiac Disorders 

Description: This notice would propose to amend section 391.41(bX4) and update 
the cardiac portion of the medical criteria. 

Title: Special Equipment 

Description: This notice would propose to accommodate certain types of special 
equipment that are not properly covered by the FMCSRs (e.g., heavy duty farm, con- 
struction, and special purpose equipment that cannot now comply with the FMCSRs 
because of their particular function, yet they are classified as CMVs.) 

Title: Rear Under Ride Protection 

Description: This notice would be a companion rule to NHTSA's rulemaking on 
rear under ride devices. 

Title: Parts and Accessories Necessary for Safe Operation; Intermodal Containers 

Description: Addresses section 393.100(e) and the transportation of intermodal 
containers aboard flatbed vehicles. 

Title: Automatic Brake Adjusters 

Description: The NHTSA published a final rule which amended FMVSS 105 and 
121, requiring automatic brake adjusters on medium and heavy duty vehicles with 
hydraulic and air brake systems and brake adjustment indicators on most air- 
braked vehicles. The FHWA will have to make certain conforming amendments to 
Part 393. 

Title: Parts and Accessories Necessary for Safe Operation; Protection Against 
Shifting or Falling Cargo 

Description: This rule will replace the static breaking strength requirement for 
cargo tiedown assemblies with a working load limit requirement. A table will be 
added to provide a means of determining the niunber of tiedown assemblies re- 
quired. 

Title: Alternative Fuel Systems 
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Description: The NHTSA published an ANPRM on CNG and LPG vehicles in 
which it proposes to amend FMVSS 301. An NHTSA final rule would require the 
FHWA to amend its fuel systems regulations. 

Title: Anti-Lock Brake Systems 

Description: The NHTSA expects to pubUsh a NPRM amending FMVSS 121 to re- 
quire anti-lock brakes on all commercial motor vehicles. The FHwA will have to de- 
velop companion regulations to require motor carriers to maintain the anti-lock sys- 
tem. 

Title: Revision of Part 393 

Description: This notice will make technical amendments to correct errors, omis- 
sions, and contradictions in Part 393. This rulemaking is affiliated with zero-base 
review. 

Title: Parts and Accessories Necessary for Safe Operation; Coupling Devices; Tow- 
ing 

Description: This notice will address a petition requesting the FHWA to amend 
section 393.70. 

Title: Parts and Accessories Necessary for Safe Operation; Front Wheel Brakes on 
Mexican Commercial Motor Vehicles 

Description: Makes the interim final rule pubUshed in 1989 a final rule. 

Title: On-Board Recording Devices 

Description: This notice would seek information with which to update Section 
395. 15 of the FMCSRs to reflect latest technological advances and seek information 
about personal security of information uploaded to computers from the on-board de- 
vices. 

Title: Amendments to the Periodic Inspection Requirements 

Description: This notice will propose to amend the periodic inspection require- 
ments to correct some oversights in original final rule. 

Title: Federal Motor Carrier Safety Regulations; General; Commercial Motor Vehi- 
cle Definition 

Description: Withdraws the ANPRM addressing the commercial motor vehicle 
weight threshold for the applicability of the FMCSRs. 

Title: Parts and Accessories Necessary for Safe Operation; Warning Devices for 
Stopped Vehicles 

Description: This rule will change section 393.95, concerning fusees. 

Title: Learner's Permits for CMV Operators 

Description: This rule will clarify the minimum Federal standards for state-issued 
learners' permits that allow drivers to be trained in the operation of CMVs. 

Title: Violations of Out-of-Service Orders 

Description: This rule will make any violation of an out-of-service order by a driv- 
er of a CMV a disqualifying offense under Parts 383 and 391. 

Title: State Compliance With Commercial Driver's License Program 

Description: This rule will establish compliance standards for states with the CDL 
program and its disquahfication requirements and establishes a process to deter- 
mine the level of compliance with these standards. 

Title: Commercial Driver Physical Fitness as Part of the Commercial Driver's Li- 
cense Process 

Description: This notice will propose to include the medical examiner's certificate 
in the commercial driver's license process. 

Title: Training for Entry Level Drivers of Commercial Motor Vehicles 

Description: This notice would propose standards for the training of all entry level 
commercial motor vehicle drivers. 

Title: Mandatory Minimum Training Requirements for Operators of Longer Com- 
bination Vehicles 

Description: This notice will propose to establish minimum training reqviirements 
for LCV operators and address instructor certification requirements. 

Title: Minimum Uniform Standards for Biometric Identification System to Ensure 
Identification of Operators of Commercial Motor Vehicles 

Description: The Advanced Notices of Proposed Rulemaking pubUshed in 1989 and 
1991 and a concurrent pilot project revealed the shortcomings of present technology. 

Title: Removal of Regulations and Technical Amendments Within Parts 383, 390, 
391, 392, 395, and 399 of the Federal Motor Carrier Safety Regulations 

Description: This notice will propose to remove regulations and make technical 
amendments in the mentioned parts of the FMCSRs. This rulemaking is in response 
to the zero-base review. 

Title: Federal Motor Carrier Safety Regulations; General; Intermodal Transpor- 
tation 

Description: This rule will implement the certification requirements for tenderers 
and motor carriers of intermodal containers and trailers. 



268 



Title: State Laws and Regulations Affecting Interstate Motor Carrier Operations; 
Establishment of a Compliance Date 

Description: Will establish a compatibility date which will eliminate possibilities 
of preemption actions for States participating in MCSAP, that have not yet achieved 
compatibility with the FMCSRs. 

Title: Incorporation of Interpretations of the FMCSRs 

Description: Would codify certain regulatory interpretations in the FMCSRs 

Title: Federal Motor Carrier Safety Regulations; Technical Amendments 

Description: This rule will amend Parts 387 and 397 of the FMCSRs 

Title: Federal Motor Carrier Safety Regulations; General; Motor Vehicle Marking 

Description: This notice will propose to require motor carrier identification num- 
bers to be marked on all CMVs subject to the FMCSRs. 

Title: Certification of Size and Weight Enforcement 

Description: Will extend the comment period. 

Title: Length and Width Exclusive Devices 

Description: This notice will propose criteria for determining what devices are ex- 
cluded from measurements of trailer length and width. 

Title: Truck Size and Weight; Restrictions on Longer Combination Vehicles 
(LCVs) and Vehicles With Two or More Cargo-Carrying Units 

Description: This rule wUl establish vehicle and operational restrictions for LCVs 
and vehicles with two or more cargo carrying units on the Interstate Highway Sys- 
tem. 

Title: Safety Fitness Procedures; Safety Ratings 

Description: This notice will propose to codify the safety rating procedures used 
by FHWA to assign safety ratings to motor carriers. 

MOTOR CARRIER RESEARCH PROGRAM 

Mr. Carr. What are some of the most significant accompHsh- 
ments of the motor carrier research program during the past year? 
[The information follows:] 

In fiscal year 1994, many of the research activities will continue into fiscal year 
1995 and beyond. Some of these activities are: 

DRIVER PROFICIENCY 

Obtaining scientific data on the commercial driver's ability to remain alert in a 
variety of driving situations. 

Establishing a proactive medical advisory board to provide the Office of Motor 
Carriers with input and medical standards and expert mediation on medical conflict 
determinations. 

Evaluating current driver vision requirements for possible regulatory changes. 

VEHICLE SAFETY AND PERFORMANCE 

Beginning an assessment of data to identify the nature and causes of the most 
prevalent brake defects. 

Initiating a cooperative research effort with Transport Canada to investigate and 
establish standards for the safe securement and transportation of loads on heavy 
trucks. 

Initiating research to determine minimum standards for motor coach mechanics 
and recommended training requirements. 

MOTOR CARRIER SAFETY ANALYSIS AND INFORMATION 

Implemented the Office of Motor Carriers Automated Regulations and Interpreta- 
tions System (MCREGIS). 

Completed configurations study of Motor Carrier Management Information Sys- 
tem and began testing feasibility of running major parts of MCMIS on less expen- 
sive computer equipment 

Developing an updated and enhanced SAFETYNET software; e.g., new fields for 
inspections, new safety rating algorithm, new complaint module, enhanced carrier 
census data, and several new management reports. 

Produced a report on bus accidents covering a 5-year period. 

Provided over a thousand motor carrier safety ratings and information about car- 
riers to the public each month. 
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REGULATORY COMPLIANCE AND ENFX)RCEMENT 

Improving enforcement of carrier compliance with vehicle weight provisions. 

Initiating the second phase of the zero-base regulatory review to evaluate rec- 
ommended changes and develop a model of new, performance-based regulations. 

Conducted outreach with interested government agencies and private organiza- 
tions on options to improve the safety fitness rating methodology. 

MEDICAL WAIVER PROGRAMS 

Mr. Carr. Please discuss the research pertaining to commercial 
waivers for epileptic, hearing and vision-impaired drivers, includ- 
ing any risk assessments and medical evidence that support pro- 
posed regulatory actions. 

[The information follows:] 

A major reason behind the ongoing medical waiver programs and those under con- 
sideration is the relative lack of empirical risk assessment information. The monthly 
reports from waived drivers on their actual driving experiences will greatly aid the 
FHWA in making critical decisions about whether the current medical regulations 
need to be revised. In addition, we have convened medical conferences with medical 
experts in these areas and practitioners who help guide our decisions in rulemaking. 
The information obtained from these waiver programs, other research and com- 
ments from the public will assist FHWA in deciding if the current commercial motor 
carrier driver qualifications standards should be changed. 

The FHWA's federal vision waiver study program is nearing the end of its second 
year. Drivers' waivers are valid for 3 years from the date of issue. Prior to proposing 
the vision waiver program, the FHWA contracted with Ketron, Inc., to study the re- 
lationship between visual disorders and commercial motor vehicle safety. The 
Ketron study illvuninated the lack of sufficient empirical data to establish a link be- 
tween such disorders and the safety of drivers operating heavy trucks and buses. 
The study also failed to provide a sufficient foundation on which to propose a satis- 
factory federal vision standard for drivers of commercial motor vehicles. The federal 
vision waiver study program, with its pre-approval safeguards, post-approval con- 
trols on drivers, and driver reporting requirements, will enable the Agency to obtain 
such empirical information without comprising highway safety. 

An advance notice of proposed rulemaking seeking conmients on the need to 
amend the Federal hearing standard was published on December 15, 1993. Also on 
that date, a notice was published stating the FHWA's intent to begin a hearing 
waiver program similar to the diabetes and vision waiver programs. Comments on 
the notices are due on April 5 and 15, 1994, respectively, and will be analyzed in 
detail. 

An epilepsy waiver program is under consideration, but no Federal Register no- 
tices have been published. The FHWA convened a panel of experts in 1988 to review 
the current standard for epilepsy and other neurological conditions. 

EVALUATION OF DRIVER FITNESS FOR DUTY 

Mr. Carr. What have you learned about new, innovative tech- 
nologies for evaluating driver fitness-for-duty? 
[The information follows:] 

The FHWA has learned of several new, innovative technologies and procedures 
available to improve commercial driver highway performance and detect unsafe, fa- 
tigued drivers. Several of these technologies were discovered through research con- 
tracts, soliciting states for new, innovative technologies, and examining how other 
safety agencies are conducting business. However, none of the new technologies 
have been scientifically validated in a real-world condition. 

Currently, under a contract with the Trucking Research Institute, the FHWA is 
evaluating in-terminal and in-vehicle testing technologies and devices. The purpose 
of the research is to evaluate the feasibility of fitness-for-duty testing devices and 
tests by commercial motor carriers of their drivers. Specifically, the testing devices 
include desktop computer platforms; miniaturized, computer platforms installed in 
truck cabs; and other such devices. 

Also, for several years the FHWA funded a special on-the-highway hours-of-serv- 
ice study for the State of Arizona. The Arizona Department of Public Safety devel- 
oped and tested a motor skills testing device and procedures to identify potentially 
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fatigued drivers. While this device may have potential to determine a driver's fitness 
for duty, its use as an enforcement tool has not been tested in the courts. 

DRIVING PERFORMANCE OF OLDER DRIVERS 

Mr. Carr. In the Committee's report on the 1993 Transportation 
Appropriations bill, the Committee directed the Office of Motor 
Carriers to conduct research on the driving performance of older 
truck drivers. What specific research projects were undertaken in 
response to the Committee's directive and what have you learned? 

[The information follows:] 

The FHWA entered into a contractual agreement on September 17, 1993, with the 
American Trucking Association's Trucking Research Institute, in order to respond 
to the Committee's directive. A task order was assigned to the contractor on Sep- 
tember 30, 1993, to begin the initial work. Currently, the Office of Motor Carriers, 
with technical assistance from human factor experts, is completing a review of the 
contractor's literature search, study justification, and proposed work plan. 

BRAKE SYSTEMS RESEARCH 

Mr. Carr. What have been the results of the Office of Motor Car- 
riers' cooperative research with the American Trucking Associa- 
tions on heavy truck brake systems? 

[The information follows:] 

The contract was awarded in September 1993, to the American Trucking Associa- 
tions' Trucking Research Institute (TRI). No results are available at this time. 

The FHWA and TRI are working closely together on this project as the TRI un- 
dertakes the initial phase of this effort. Its purpose is to identify the nature and 
cause(s) of the most prevalent brake defects. The FHWA-supplied data on commer- 
cial vehicle accidents and out-of-service orders are being reviewed by TRI in this ef- 
fort. Also, motor carrier managers and drivers, equipment suppliers, and manufac- 
turers are being contacted to identify the cause(s) of brake defects. This phase is 
expected to be completed in mid 1995. 

The next phase the effort will be to determine if further research is needed to test 
and evaluate potential solutions to the problems identified, and to recommend work- 
able solutions, including regulatory changes, educational efforts, or technological im- 
provements that may enhance commercial vehicle brake performance. 

MOTOR CARRIER CONTRACT RESEARCH PROGRAMS 

Mr. Carr. Please provide a list showing motor carrier contract 
research projects and their costs in each of fiscal years 1992, 1993, 
and 1994. 

[The information follows:] 
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OFFICE OF MOTOR CARRIERS 
RESEARCH PROJECTS FOR FY 92, FY 93 AND FY 94 

(In thousands) 



Project 

Comments to NPRM Docket 

on Hazardous Material Routing 

Regulatory Impact Analysis for 
10,000 to 26,000 lbs. Vehicles 



Ohio Test Track 

SAFETYNET Technical Support 

Optical Disk Scanning Service 

Use of Low Speed Weigh-in-Motion 
for Weight Enforcement 

Staff Support for Uniformity 
Working Group Meeting 

Commercial Motor Vehicle 
Driver Alcohol Testing and 
Regulatory Impact Analysis 

Support for Implementation of 
the April 1, 1992 CDL Deadline 

Regulatory Impact Analysis for 
Drugs and Alcohol 

MCMIS Systems and Configuration 
Study 

Motor Coach Passenger Safety 

IFTA Repository 

Prototype State Medical Review 



FY 92 
Costs 



50 



13 



Training Drivers on Twin Trailers 14 



100 
100 
48 

140 

25 

10 
10 



100 
150 
50 
400 



FY93 
Costs 



FY94 
Costs 



100 



100 
46 
50 
267 



Section 22 HM Uniformity 
Working Group 



250 



221 
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Hazardous Materials Incident 

Countermeasures 75 148 

Pilot of Model State Medical 

Review Standards — 89 

Motor Coach Driver Training — 195 

Safety Performance Data Analysis — 9 

Arrangements for and Management 

of International Symposium on 

Motor Carrier Transportation — 13 

Review and Revise Medical 

Examination Materials and Forms — 20 

Criteria for Training Drivers 

on the Safe Operation of 

Triple Trailer Combination 

Truck Vehicles — 25 

On-Call Bus Driver Human Factors — 100 

Development of Voluntary Criteria 

for Training Drivers in the 

Safe Operation of Turnpike 

Doubles and Rock Mountain 

Combination Truck Vehicles — 25 

Operation of the Information 

and Dissemination and Quality 

Programs of MCMIS 300 149 480 

Fatigue and Driver Alertness 

Study 804 83 42 

Supplement the National Highway 
Traffic Safety Administration's 
General Estimate System 75 75 75 

Trucks Involved in Fatal Accidents 50 75 75 

Zero Based Review of Regulations 

Phase I 150 319 2 

Physiological Measurement of 
CMV Drivers 

Truck Tire Characteristics 

Lap Top Support 



21 - 


153 


3 


50 


50 


50 


150 


100 


250 



716 


650 


150 


310 


150 


150 


155 


150 


75 


250 


100 


100 
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Assess Driver Waiver Program 

(Drivers Vision Evaluation, etc.) 300 

AAMVA/AAMVANET Support 

Pilot Section 22 HM Uniformity 

SAFETYNET Enhancements — 

OMC Informational Materials — 

Relevant Evidence Demo Project 

Quality Improvements for 

Safety Fitness Determination — 300 250 

Motor Carrier Program Safety 

Performance — 125 125 

LCV Accident Study — — 200 

Zero Based Review of Regulations 

Phase II — — 230 

Premier Carrier Program Selection 

Criteria Analysis — — 23 

Medical Analysis of the Impact 

Safety for Diabetics — — 2 

MCREGIS - An Automated Regulations 

and Interpretations Database — — 110 

Alternative for Annual Census 

Update — — 100 

Rest and Recovery Cycles of 
CMV Drivers 

Automated Roadside Inspections — — 425 

Wheels and Bearings Guidelines — — 150 

The Effects of Loading and Unloading 

on Driver Fatigue — — 100 

Canadian Cargo Testing ' — — 50 

Medical Advisory Board — — 150 

LCV Driver Fatigue — — 170 

Analysis of CMV Accident Data — — 130 
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Develop Model Training Curriculum 

for Bus Mechanics — — 100 

CDL Effectiveness Study — — 275 

Motor Carrier Safety Program 

Efficiency Studies — — 150 

TOTALS 3,579 4,183 5,345 
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ONGOING RESEARCH PROJECTS 

Mr. Carr. What portion of the $8.8 million requested for re- 
search and development is needed to continue ongoing research 
projects, and what portion would be allocated to new initiatives? 

[The information follows:] 

Approximately $5.34 million of the $8.8 million requested in fiscal year 1995 is 
needed to continue ongoing research. The remaining funds will be directed to new 
initiatives which are an extension of existing efforts or are in new topic areas. The 
existing efforts focus on driver proficiency, vehicle safety, new technologies, and reg- 
ulatory analysis. Other projects were identified in the FHWA office of Motor Car- 
riers' 5-Year Research and development Plan. 

The following chart describes ongoing, extension of existing projects, and new 
projects for fiscal year 1995: 

OFFICE OF MOTOR CARRIERS PROPOSED FISCAL YEAR 1995 RESEARCH BUDGET 

[In thousands of dollars] 



Ongoing Extension 



New 



Total 



Commercial Driver Proficiency $1,025 

Commercial Vehicle Safety & Performance 475 

Motor Vehicle Safety Analysis & Information 1,870 

Regulatory Compliance & Enforcement 745 

Regulatory Reform 500 

Motor Carrier Industry Economic Health 725 

Advanced Technology 

Totals 5,340 



$500 


$550 


$2,075 





525 


1,000 


342 


115 


2,327 


350 


480 


1,575 








500 


102 





827 





500 


500 



1,294 



2,170 



8,804 



NEW RESEARCH INITIATIVES 

Mr. Carr. What new research initiatives would be undertaken 
during fiscal year 1995 and how do these initiatives relate to the 
Office of Motor Carriers 5-Year Research and Development Plan? 

[The information follows:] 

In "Moving Out, the FHWA's 5-Year Motor Carrier Research and Development 
Plan," the Office of Motor Carriers (OMC) developed a strategic approach to re- 
search for the 1990's. Potential projects were grouped into 7 selected categories de- 
signed to reflect the organization's major safety and productivity goals and activi- 
ties. New research in 1995 falls under the following categories: dnver proficiency; 
vehicle safety and performance; regulatory compliance and enforcement; and safety 
analysis and information. 

Driver Proficiency. In 1995, OMC is pursuing the plan's goals and proposed 
projects. A major new project will address driver training and proficiency needs by 
validating potential training simulators. These simulators offer states, motor car- 
riers and training organizations efficient and effective methods to prepgire commer- 
cial motor vehicle (CMV) drivers for safe operation on the nation's highways and 
to re-check the drivers proficiency over time. Drawing on pilot studies in several 
states, another driver-related safety project will be done with states to implement, 
at the state level, a medical evaluation package that states can use in certifying 
CMV drivers. A determination of effective fitness for duty technologies for use in- 
vehicle will also be completed. Funding associated with these activities is projected 
at $2 miUion for 1995. 

Commercial Vehicle Safety and Performance. Several planned vehicle safety and 
performance projects also will be initiated. A study to evaluate and develop effective 
anti-lock brake inspection technologies and procedures will generate guidance to 
help inspectors accurately check the increasing number of trucks and trailers with 
ABS equipment. Another project will identify the causes of incompatibility of tractor 
and trailer brake system components and will recommend effective counter- 
measures. Standards for CMV tire tread depth, as well as the safety and reliability 
of retread tires in CMV operations, wUl be explored to determine if new standards 
are needed. Training for inspectors on the safe handling of alternative fuels in 
CMVs will be undertaken in order to enable them to safely assess vehicles using 
the cleaner fiiels. As part of our efforts to improve the motor coach safety in particu- 
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lar, a model preventative maintenance guide for motor coach mechanics will be de- 
veloped in cooperation with the industry. Recognizing that cargo tank vehicles car- 
rjdng hazardous materials present a special concern for highway safety, a study of 
crashes involving them will be undertaken to identify structural or other changes 
that may reduce their accident and injxiry risk potential. Funding associated with 
these activities is projected at $1 million for 1995. 

Safety Analysis and Information. Noting the success of "black box" technologies 
in other transportation modes, our research will consider the viability of using on- 
board recorders to document driver and vehicle accident information. On an ongoing 
basis, projects will continue to provide timely and accurate information about motor 
carrier status and accident rates. Funding associated with these activities is pro- 
jected at $2.3 miUion for 1995. 

Regulatory Compliance and Enforcement. We will complete phase 2 of our zero 
based regulatory review and develop model performance based regulations. Also in 
1995, we will initiate a review to determine the extent of shipper influence on motor 
carriers and drivers adherence to established hoiu-s-of-service rules. Funding associ- 
ated with these activities is projected at $2 million for 1995. 

COMMERCIAL DRIVER'S LICENSE PROGRAM 

Mr. Carr. Please provide a summary of your plans to evaluate 
the effectiveness of the commercial driver's license program, includ- 
ing what the total project cost, the amount included in your 1995 
request and the schedule for project completion. 

[The information follows:] 

The FHWA is in the process of developing a plan to adequately measure the im- 
plementation effectiveness of the CDL program nationwide. This plan will also iden- 
tify objective measures necessary to provide the essential foundation to quantify 
program accomplishments. We have long recognized the need to initiate such an ac- 
tion; however, we made the conscious decision to delay the effectiveness study until 
such time as the FHWA promulgated its final rule requiring states to substantially 
comply With the 22 Congressionally mandated items. We believe that by waiting 
until state compliance requirements are mandated, the FHWA will be in a much 
better position to determine the true effectiveness of the program from a national 
perspective. 

We intend to analyze CDL data and systems in each state to ensure compliance 
with CDL. This data and the analysis wiU assist in identifjdng areas that improve 
or enhance driver proficiency in driving representative vehicles and that ultimately 
contribute to the enhancement of highway safety. Moreover, one of the key compo- 
nents of the research strategy is to identify effective mechanisms which assure that 
problem drivers (unqualified) are denied the opportunity or privilege to drive on oiu* 
nation's highways. 

Recently, the Senate Appropriations Committee provided guidance on what they 
believed to be one important measure of the CDL Program's effectiveness; i.e. how 
many drivers have been suspended or revoked after September 30, 1993, on a State- 
by-State basis. The FHWA's plan will include the Senate Appropriation Committee's 
measure as well as other factors considered important elements or objective meas- 
ures of effectiveness. 

The FHWA is currently working with the states through AAMVA, AAMVAnet, 
Inc., and CVSA to develop the research plan and statement of work for this 2-year 
"CDL Effectiveness and Benefits Study." The contract is expected to be awarded by 
the summer of 1994. This study is budgeted at approximately $275,000 of 1994 
funds. We have requested an adcUtional $100,000 for this project for 1995. 

ALLOCATIONS FOR MAJOR RESEARCH PROGRAM ELEMENTS 

Mr. Carr. Please provide a table that shows fiscal year 1993, 
1994, and planned 1995 allocations for each of the major program 
elements (e.g. commercial driver proficiency, commercial vehicle 
safety performance, etc.) within the research and development 

budget- ,. , :, , 

[The information follows:] 
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OFFICE OF MOTOR CARRIERS RESEARCH AND DEVELOPMENT PROGRAM— FISCAL YEAR 1993-95 



Projects 1993 1994 1995 

1. Driver Proficiency $1,603 $1,835 $2,075 

2. Vehicle Safety/Performance 50 250 1,000 

3. Motor Carrier Safety Analysis and Information 1,520 1.835 2,327 

4. Regulatory Compliance and Enforcement 250 675 1,575 

5. Regulatory Reform 320 250 500 

6. Motor Carrier Industry Economic Healtti 440 500 827 

7. Advanced Technology 500 

Totals 4,183 5,345 8,804 



STAFFING REDUCTIONS 

Mr. Carr. The justifications show for the Office of Motor Car- 
riers a fiscal year 1994 adjusted FTE level of 638, a reduction of 
10 FTE below the fiscal year 1994 enacted level. What is the rea- 
son for the FTE's reduction and in what areas within the Office of 
Motor Carriers will the staff reductions occur? 

[The information follows:} 

The reduction of FTEs to the Motor Carrier program is a prorata share of the re- 
duction to the overall Federal Highway Administration's FTE ceiling in accordance 
with Executive Order 12,839. We have not yet identified into which area — the field 
or headquarters — the reductions will occur. 

Mr. Carr. What is the current on-board employment for the Of- 
fice of Motor Carriers? 
[The information follows;} 

As of February 28, 1994, there were 676 ftill-time permanent employees in the 
Office of Motor Carriers. 

Mr. Carr. How many full-time equivalents are allocated for safe- 
ty inspectors in fiscal year 1994 and planned for fiscal year 1995? 
[The information follows;} 

As of February 28, 1994, there were 389 safety investigators, program specialists, 
and supervisors distributed throughout the field offices of the Office of Motor Car- 
riers. We expect this number to the approximately the same in 1995. 

Mr. Carr. How many hazardous materials specialists are author- 
ized for fiscal year 1994 and planned for fiscal year 1995? 
[The information follows:] 

The Office of Motor Carriers currently has 40 full-time personnel in hazardous 
materials (HM) positions. In addition, all of CMC's safety investigators in the field 
perform hazardous materials reviews, enforcement, and technical assistance. We 
foresee no reduction in HM program/personnel resources in 1995 and plan to 
prioritize HM needs as part of our strategic plan. 

SALARIES AND BENEFITS 

Mr. Carr. The fiscal year 1995 request includes $34,873 million 
for salaries and benefits. What assumptions were made in your re- 
quest regarding cost-of-living and locality pay, and health benefit 
increases? 

[The information follows:] 

Figured into the 1995 budget is a $587 thousand (1.6 percent) increase for the 
1995 pay raise, $110 thousand for annualization of the 1994 locality pay increase, 
and a $154 thousand (10 percent) increase for health benefits. 
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Mr. Carr. What is the cost of the 1994 locality pay raise for Of- 
fice of Motor Carrier employees and how were these costs ab- 
sorbed? 

[The information follows:] 

The 1994 locality pay raise amounted to $983,000 which was absorbed through 
redistribution of priorities among object classifications. 

TRAVEL FUNDING 

Mr. Carr. The fiscal year 1995 request includes $5,674,000 for 
travel costs. Please provide a breakdown of your travel funding by 
function (e.g. inspections, administrative, training, etc.) for fiscal 
years 1994 and planned for fiscal year 1995. 

[The information follows:] 

Fiscal year 
1994 1995 

Inspections $3,745,000 $3,695,000 

Training 1,135,000 1,235,000 

Administrative 794,000 744,000 

Total 5,674,000 5,674,000 

Mr. Carr. Please provide a breakdown of the fiscal year 1995 re- 
quest of $5,760 million for the all other category under other serv- 
ices. 

[The information follows:] 

The $5,760 million breakdown for the 1995 other category follows: 

ADP services $4,729,700 

Training 416,000 

Relocation 56,000 

Support contracts 558,300 

Total 5,760,000 

LOCAL TECHNICAL ASSISTANCE PROGRAM 

Mr. Carr. The budget for the local technical assistance program 
increases more than ten-fold in 1995, growing from $500,000 in 
1994 to the requested $5,105,000. The justifications indicate that, 
as in prior years, "the bulk of the funding will be used to operate 
the 55 Technology Transfer Centers." That being the case, why is 
an additional $4,500,000 needed for this program in 1995? 

[The information follows:] 

The funding for the basic operation of the 5 1 State Technology Transfer Centers 
and the four Centers for American Indian tribal governments comes from the Inter- 
modal Surface Transportation Efficiency Act (ISTEA) funds. The ISTEA expanded 
the audience served by the Technology Transfer Centers to include local govern- 
ments in urban areas with populations between 50,000 and 1,000,000. The needs 
of urban local governments differ from those in rural areas and special courses and 
training materials need to be developed to meet these needs. Also, additional fund- 
ing for outreach efforts to urban local governments is needed to let them know the 
types of services and training centers can provide. 

The ISTEA also requires that FHWA provide assistance to local government agen- 
cies in the areas of bridge, pavement and safety management systems. Training 
courses, videos, and materials on the management systems need to be developed 
specially tailored for use with local governments. The ISTEA specifies that a tour- 
ism and recreational travel technical assistance program needs to be developed for 
use with local government agencies. Funding is needed to work with representatives 
of the centers, local governments, tribal governments, other Federal agencies, and 
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the travel and tourism industry to develop the technical assistance program mate- 
rial. 

In addition, American Indian tribal governments have special needs and training 
courses and materials need to be developed for use by the four Indian Centers. The 
ISTEIA specifies that training on intergovernmental transportation planning and 
project selection and tourism recreationm travel shovdd be provided to tribal govern- 
ments. Courses, videos and training materials need to be developed in these subject 
areas to meet the needs of tribal governments. 

Of the 1995 requested amount, $500,00 is for the DOT share of the National 
Rural Initiative Program administered by the U.S. Department of Agriculture. 

LOCAL TECHNICAL ASSISTANCE PROGRAM BY STATE 

Mr. CARR. For the record, show the amounts provided for the 55 
Centers for 1993, 1994, and 1995. 
[The information follows:] 

In the years 1993-1995 each of the 51 State Centers and the Center in Puerto 
Rico were (and will be) allowed to apply for a base amount of $110,000 to fund the 
operation of the Center. This funding is from the ISTEA funds. 

The ftinding for the four Centers for American Indian tribal governments is equal- 
ly split between the FHWA and the Bureau of Indian Affairs with each center 
recieving a total of $150,000 per year for the years 1993-1997. The Indian Centers 
are 100 percent Federally funded. 

The following table shows the total amount of LTAP funds provided for the State 
centers in 1993, and 1994 and planned for 1995. 

LTAP Center Funding 

Base amount "tl'r?.f' Total 

^"f ISTEA funds "''^'J^^^ ^••'' 

1993 '$5,635,000 $1,908,000 $7,543,000 

1994 5,610,000 5,610,000 

1995 5,610,000 1,908,000 7,518,000 

> Extra funds in tlie amount of $25,000 were provided to tlie Mmnesota Center wtiicti was establisfied m late 1992. 
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FY 1993 LOCAL TECHNICAL ASSISTANCE PROGRAM BY STATE 



STATE 


1 

TOTAL 


Maine 


$100,000.00 


New Hampshire 


$118,000.00 


Vermont 


$84,000.00 


Massachusetts 


$194,000.00 


Rhode Island 


$130,000.00 


Connecticut 


$162,000.00 


New York 


$174,000.00 


New Jersey 


$178,000.00 


Puerto Rico 


$142,000.00 


Pennsylvania 


$154,000.00 


West Virginia 


$118,000.00 


Delaware 


$114,000.00 


Maryland 


$134,000.00 


Virginia 


$170,000.00 


North Carolina 


$150,000.00 


South Carolina 


$116,500.00 


Kentucky 


$122,000.00 


Tennessee 


$130,000.00 


Georgia 


$128,000.00 


Alabama 


$134,000.00 


Mississippi 


$114,000.00 


Florida 


$246,000.00 


Michigan 


$226,000.00 


Ohio 


$186,000.00 


Indiana 


$150,000.00 


Illinois 


$194,000.00 


Wisconsin 


$158,000.00 


Minnesota' 


$171,000.00 


Arkansas 


$126,000.00 



/ _ 
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STATE 


TOTAL 


Louisiana 


$146,000.00 


Oklahoma 


$138,000.00 


Texas 


$254,000.00 


New Mexico 


$122,000.00 


Iowa 


$142,000.00 


Missouri 


$142,000.00 


Kansas 


$134,000.00 


Nebraska 


$118,000.00 


North Dakota 


$114,000.00 


South Dakota 


$118,000.00 


Montana 


$118,000.00 


Wyoming 


$114,000.00 


Colorado 


$158,000.00 


Utah 


$134,000.00 


Nevada 


$138,000.00 


Arizona 


$146,000.00 


California 


$310,000.00 


Hawaii 


$114,000.00 


Washington 


$146,000.00 


Oregon 


$130,000.00 


Idaho 


$114,000.00 


Alaska 


$110,000.00 
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ON-THE-JOB TRAINING SUPPORT SERVICES 

Mr. CARR. On-the-job training support services, for which no 
funding has been requested for several years, is budgeted for 
$10,000,000 in 1995. As noted in the budget documents, under title 
23 U.S.C. 140, the states have the authority to use one-half of one 
percent of their funding apportioned in the surface transportation 
and bridge programs for this purpose. Especially given the recent 
increased funding level in the federal-aid highway program, why is 
separate consideration needed? 

[The information follows:! 

Because most of the states chose to use their apportionment on construction, rath- 
er than on training supportive services. Seven states in 1992 and 13 states in 1993 
chose to use the one-quarter of one percent option (increased to one-half of one 
percentum on 10-1-93) to flind the OJT/SS Program. Since most of the states are 
not utilizing OJT/SS legislative set aside funds and appear not to be putting empha- 
sis on training to meet future industry needs, even in the face of expected retire- 
ments and new demographic realities, we are making this request to refocus and 
re-emphasize the OJT program. 

In addition, we are requesting this increased funding for the following reasons: 

To assist contractors in meeting their minority and women employment goals on 
federal-aid highway projects as required by the U.S. Department of Labor. 

OJT/SS funds are needed to provide legitimate and effective training opportuni- 
ties for those (minorities and women) seeking non-traditional jobs in the highway 
construction industry. 

To establish OJT/SS demonstration projects to be put in place in urban and rural, 
union and non-union areas of selected states. The success of the "demos" is expected 
to heighten interest in use of one-half of one-percentum funds, especially as 
workforce changes force attention to the need for training. 

To work cooperatively with partners, customers, and clients in collaboration with 
the National Advisory Committee on Apprenticeship to agree to industry-wide 
standards for skills in apprenticeable occupations in highway construction. 

To enhance the effectiveness of the OJT/SS Program as an adjunct to the Admin- 
istration's Urban Youth Corps initiative which is part of the National and Commu- 
nity Service Act of 1993. 

LEGISLATIVE SET-ASIDE 

Mr. Carr. Are the Federal Highway Administration and Depart- 
ment of Transportation doing enough in the way of outreach and 
education with the states to encourage them to use the legislative 
set-aside? 

[The information follows:] 

Yes. In a random siu^ey of FHWA regional offices, it was determined that all of 
the states in these regions have been notified of the legislative set-aside by both re- 
gional and division offices. The sui^ey also indicated, that in most instances, the 
states have elected not to use these fiinds for OJT/SS. 

FHWA is also taking or planning action to encourage states to use the legislative 
set-aside by: 

Cvurently developing an OJT/SS program order that will promote the use of one- 
half of one percent option with the States. 

In planning for use of the requested funds, FHWA will establish criteria and se- 
lection of OJT/SS demonstration projects to be put in place in urban and rural, 
union and non-union areas of selected states. The results of these efforts will be 
analyzed, condensed and provided to all states as examples of workable programs. 
As mentioned in the previous question this should heighten interest in the use of 
the legislative set-aside. 

ON THE JOB TRAINING SUPPORT SERVICES 

Mr. Carr. Under DOT'S proposed budget, how much would each 
state receive in OJT/SS funding? Is this amount enough in any one 
state to provide for a meaningful program? 
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[The information follows:] 

Each state would not be receiving a set amount of funds, but funding would be 
based on need in an area or multi-state region. OJT/SS funding under this request 
would be based on the acceptance of individual proposals from contractors, state 
highway agencies, and non-profit organizations who nave a proven record of being 
successful providers of training and supportive services, and whose proposals meet 
or exceed minimum standards to be established by FHMA. THESE OJT/SS propos- 
als should contain information and give consideration to such items as: urban and 
rural areas; union and non-union areas; and minority population. Other meaningful 
programs that would be developed from this request includes: 

OJT/SS demonstration projects to be put in place in selected states. The results 
of these efforts would be analyzed, condensed and shared with all states as exam- 
ples of workable programs. 

The presentation of a series of seminars to selected service providers to outline 
requirements, ensure consistency in approaches, and to make clear the objectives 
and expectations, of the program. 

The conducting of a series of presentations to contractors and state highway agen- 
cy personnel on the most effective methods to recruit, hire, train and retain person- 
nel in the highway construction industry. 

The development of a promotional/educational program for high school counselors 
which orients student to job opportunities in the highway construction industry. 

The development of an initiative to connect recently released armed service per- 
sonnel with highway construction, or related experience, to jobs in the industry. 

The development of an initiative to involve highway construction unions more di- 
rectly in the OJT/SS effort. 

To continue the effort with representatives of the Bureau of Apprenticeship and 
Training, the Office of Workplace Learning, the Women's Bureau, the AGC, ARTBA, 
and ABC, several members of the AFL-CIO, and the National Advisory Committee 
on Apprenticeship. 

Mr. Carr. Typically, how would a state use money provided in 
this program? For salaries? For outreach? 
[The information follows:] 

States would use money provided for in this program for both salaries and out- 
reach. Upon authorization, the FHWA will develop OJT/SS Program promotional 
and educational initiatives based on individual proposals from contractors, state 
highway agencies (SHAs) and non-profit organizations. From these individual pro- 
posals consideration would be given for acceptance based on a state's (or several 
states) training needs, size of federal-aid program, set asides for special projects, 
and past performance, if any, of those states using the legislative set-asides. FHWA 
desires to get its partners and customers involved in developing a diverse, trained 
workforce to meet the needs of the highway construction industry in the 2 1st cen- 
tury. 

Contracts awarded by FHWA for OJT/SS initiatives would be utilized for both sal- 
aries and outreach in promoting and implementing these initiatives. Contracts 
would be awarded to contractors, SHAs, and non-profit organizations who have a 
proven record of being successful providers of training and supportive services, and 
where proposals meet or exceed minimum standards to be established by FHWA. 

To ensure equal opportunity, some racial minority groups may require unique out- 
reach approaches because of cultural or language differences. Separate contracts 
may be awarded specifically designed to address the need of the targeted group. 

A supportive service contractor should employ a staff capable of identifying with, 
communicating with, and being accepted by members of targeted groups. In addi- 
tion, such staffs should be capable of adequately addressing the concerns unique to 
women in nontraditional jobs. 

SUPPORT FOR TECHNICAL ASSISTANCE PROGRAM TO RUSSIA 

Mr. Carr. Another new effort in the 1995 budget proposal is 
$1,600,000 for support for technical assistance to Russia. What is 
the statutory authorization for this program? 

[The information follows:] 

With the enactment of ISTEA Congress provided for the establishment of an 
International Outreach Program (Section 6003) which permitted FHWA to pursue 
objectives such as (a) importing innovative concepts and technology from abroad for 
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application in the United States, (b) facilitating the export of U.S. transport-related 
goods and services globally, and (c) providing technical assistance to developing na- 
tions. The authorization suggested a broad scope for international activities but did 
not provide specific fianding levels. 

When Congress passed the "Freedom for Russia Act of 1992" which authorized the 
expenditure of $2.5 bilUon for a variety of assistance objectives in the Newly Inde- 
pendent States (NIS), the Congress also enacted a provision urging U.S. Govern- 
ment support for "improving the needs of the transportation and telecommuni- 
cations sector" in the countries of the former Soviet Union (P.L. 102-511, Sec. 201, 
Paragraph 11). Unfortunately, Congress did not provide a specific authorization for 
NIS transport sector improvements and the Agency for International Development 
(AID) has programmed available funding for projects which are only indirectly sup- 
portive of transport sector needs. State Department and AID officials have encour- 
aged FHWA officials to seek fiinding from domestic resources to complement limited 
funding under the foreign assistance appropriations. AID's mandate under current 
and proposed foreign assistance authorizations deemphasizes fianding support for 
capital projects and offers no support for transport sector reforms and transport in- 
frastructure development in the NIS or elsewhere. 

TECHNICAL ASSISTANCE TO RUSSIAN GOVERNMENT 

Mr, Carr. Has the Russian Grovemment formally requested tech- 
nical assistance for the United States concerning highways and 
road infrastructure? 

[The information follows:] 

The FHWA program of technical assistance was developed in close cooperation 
with the World Bank's program of lending funds to the Russian Government for the 
purposes of rehabilitating the roads which are deteriorating from the heavier axle 
load of Western European trucks. Due to the size and complexity of Russia and its 
government, the World Bank felt it would be advantageous for the FHWA to be a 
partner in this project. Prior to the World Bank's involvement, the FHWA Adminis- 
trator has been visited by his Russian counterpart, who was visiting the U.S. at the 
invitation of the 3M Company. At that time, the FHWA was asked to send experts 
and material to Russia, but until the World Bank fianding came into play, it was 
difficult for the FHWA to feel justified in entering into a program with the Russians 
(due to the paucity of resources both at FHWA and in Russia). This changed, how- 
ever, and the FHWA feels that its small amount of funding will be leveraged 
through the use of a portion of the $300 milhon which the Russians are borrowing. 
Additionally, the road rehabilitation projects which will be forthcoming under the 
loan will provide fiinds for the actual purchase of U.S. goods and services. 

SUPPORT FOR TECHNICAL ASSISTANCE PROGRAM FOR RUSSIA 

Mr. Carr. For several years, the budget of the FHWA has in- 
cluded £in element for support of international transportation ac- 
tivities, which doubles in the 1995 request for $800,000. Why can't 
Russian needs be addressed through this vehicle? 

[The information follows:] 

Previous appropriations in support of FHWA activities barely covered the operat- 
ing expenses of the Office of International Programs. With the ISTEA mandate to 
establish a comprehensive "International Outreach Program" the available resources 
are clearly insufficient to meet major new program initiatives in various parts of 
the world. 

Mr. Carr. Why is a separate program needed for Russia? 
[The information follows:] 

The Russian support program is different from other international activities in 
that it is part of a multiyear commitment to a trilateral agreement between the 
Russian Ministry of Transport's Federal Highway Department, the World Bank, and 
FHWA. The U.S. contribution of staff resources and other in-kind services, amounts 
to $5 million, over a 4 year period. This would cover the minimum initial require- 
ments of the technical assistance element for this first $300 million loan by World 
Bank for road rehabiUtation and maintenance in Russia. The Russian Government 
contributed the equivalent of $35 million to the project for a total project value of 
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$340 million. The U.S. commitment to the project was made subject to the congres- 
sional appropriations of funds. The commitment was made prior to and finalized 
during the loan negotiations in November 1993, and with the realization that 
FHWA involvement in the project would leverage U.S. private sector participation 
in the implementation of the project against sharp competition for European govern- 
ment baclced firms. The Russian Federal Highway Department requested FHWA 
guidance with the development and implementation of a comprehensive institutional 
reform agenda mainly in view of the U.S. federal structure which the Russians are 
committed to follow with the recent adoption of their new constitution. 

Mr. Carr. If there is to be separate program of technical assist- 
ance for Russia, why not also have one for China, Ukraine, and 
other countries around the globe with special highway and infra- 
structure requirements. 

[The information follows:] 

The Technical Assistance Program for Russia's surface transport system is viewed 
as only part of the U.S. Government's overall support for the emerging economic of 
the former Soviet Union. We expect to be involved in aiding the institutional reform 
processes in other countries oi the region and are in contact with officials fix)m 
Belarus, Ukraine, Kazakhstan, Kyrgyztan, and the Baltic States. It is not certain 
at this time whether our support will be provided thorough (1) a trilateral agree- 
ment in the context of loans provided by the World Bank or the European Bank for 
Reconstruction and Development, (2) a direct bilateral cooperative arrangement be- 
tween the respective technical agencies or (3) as a team member of U.S. companies 
bidding on loan-funded projects against foreign government backed firms. We do not 
have plans at this time, nor have we received any request for assistance from the 
People's RepubUc of China. We recognize the significance needs for road system im- 
provements in most of the developing countries throughout the world. We expect to 
be responsive to the DOT Secretary's recently announced strategic plan, which out- 
lines a series of goals and objectives, including "the identification and development 
of global transportation corridor" and "the promotion of U.S. transport-related goods 
and services throughout the world," and others with significant international impli- 
cations. We are also cognizant for the increased globalization of the U.S. economy 
and believe that we must be responsive to requests for assistance from foreign gov- 
ernments in meeting the mobility needs of U.S. owned transnational corporation 
wherever they are located. U.S. transnational corporation, with significant invest- 
ments in the Newly Independently States (NIS), e.g., Caterpillar. 

Mr. Carr. Is this activity viewed as an open ended operation con- 
tinuing for years or do you envision a finite amount of money for 
a set period of years? 

[The information follows:] 

The initial commitment to the Russian Ministry of Transport's Federal Highway 
Department (RMOT/FHD) is limited to $5 million over a 4-year period to finance 
part of the technical assistance components of the first $300 million World Bank 
loan, negotiated with the respective government's in November 1993 and approved 
by the World Bank's Board of Directors in February 1994. 

Mr. Carr. What do you assume for this effort in the out-years? 
[The information follows:] 

The World Bank expects to provides additional loans for a nationwide road and 
bridge rehabilitation, reconstruction, and repair efforts just to maintain the existing 
infrastructure. USDOT/FHWA in cooperation with the World Bank and the RMOT/ 
FHD has outlined the scope of a comprehensive multi-year technical assistance ef- 
fort, which may be implemented partly in the context of subsequent loan and grant 
agreements. 

The implementation of the trilateral or bilateral technical assistance program for 
Russia and possibly for the other states of former Soviet Union, would involve tech- 
nical knowledge transfers and personnel exchanges at various levels of government, 
i.e., federal, state (oblast) and local transport agencies in the United States and 
Russia, e.g., state, and local DOT's AASHTO, TRB, et al., as well as between U.S. 
and Russia transport-related industry associations, e.g., the American Road and 
Transport Builders Association (ARTBA), the American Consulting Engineer Coun- 
cil (ACEC), American Trucking Association (ATA) and others. The program wiU be 
defined in detail in cooperation with our U.S. private sector partners, who have al- 
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ready expressed a significant interest in participating in the technical assistance ef- 
fort as a cost-effective approach to faciUtating export and/or investment initiatives. 

Mr. Carr. How would the funding actually be spent? 
[The information follows:] 

The Russian Technical Assistance Program has two expenditure categories which 
relate to the program's two major components. The first expenditure category is for 
management support for the project implementation unit (PIU), established to dis- 
burse IBRD loan funds under competitive procurement procedures. FHWA expects 
to station 4 experts in Moscow (one FHWA/FTE plus three contract personnel) on 
a full-time basis for the duration of the project, and dispatch a number of FHWA 
officials on short-term assignments to assist their Russian counterparts in capacity 
building measures. Specifically, expenditvu"es for long-term assignments incluae sal- 
aries and benefits, housing, transports, other allowance according to regulations of 
U.S. Department of State, for short-term assignments, expenditures include trans- 
portation, per diem, and incidental costs according to international travel regula- 
tions of USDOT/FHWA. 

The second expenditure categoiy is for training support through 'Twinning Ar- 
rangements," i.e., contracts with U.S. industry associations, U.S. state and local De- 
partments of Transportation/Highway Agencies, professional organizations, and aca- 
demic institutions, for a period of 3 years, including periodic observational study 
tour to the United States for senior Russian officials at the federal, state, and local 
levels. Specifically, expenditures for U.S. project managers and assistants include 
salaries and benefits, travel and per diem, procurement and translation of docu- 
ments. For Russian participants, the expenditures include travel and per diem, sti- 
pends and tuition payments, materials and supplies to estabUsh effective outreach 
efforts. 

While the cost for the PIU management support effort is constrained by the $5 
milUon commitment, the cost for the various training activities under training ar- 
rangements and personnel exchanges has not yet been defined, but could range from 
$10 million to $50 million over a 5-year authorization period. The cost effectiveness 
of such an expenditure will be measured in terms of the value of generated exports 
of U.S. goods and services and other intangible benefits to the United States. 

Mr. Carr. Would it pay for the expenses of Russian visiting this 
country? 

[The information follows:] 

Russian officials visiting the U.S. under the auspices of the Russian Technical As- 
sistance Program would be eligible for travel and per diem expenses. 

Mr. Carr. For materials? For training? For FHWA personnel as- 
signed to Moscow? Please provide details for the record. 
[The information follows:] 

Under the auspices of the Russian Technical Assistance Program, material and 
supplies as well as training costs are reimbursable expenditures. FHWA employees 
assigned to Moscow would receive travel and per diem expenses, as well as regular 
salaries and benefits. 

MOTOR CARRIER PERFORMANCE GOALS 

Mr. Carr. Secretary Peiia has established the promotion of safe 
transportation as a high priority in the Department's newly re- 
leased strategic plan. Some of the operating modes have estab- 
lished specific and quantifiable safety performance objectives that 
they hope to achieve. Has the Office of Motor Carriers established 
any specific numerical safety objectives? 

[The information follows:] 

The Federal Highway Administration is updating its Strategic Plan — and it will 
fiilly support Secretary Peiia's strategic plan for the entire Department. Both the 
FHWA plan, and the detailed plan the Office of Motor Carriers is developing, will 
continue to emphasize safety as a primary goal and will include specific objectives 
to achieve for that goal. 

The current strategic plan sets a goal of reducing highway fatalities by 5 percent. 
Other current numerical safety objectives include: improvement in the safety fitness 
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ratings of 70 percent of identified high-risk carriers, can complete uploading by all 
States of truck and bus accidents based on the National Governor's Association defi- 
nition of accidents and their total 22 reporting elements. 

NATIONAL HIGHWAY FATALITY RATE 

Mr. Carr. How will the Office of Motor Carriers contribute to the 
overall objective in the FHWA 1994 Strategic Plan to reduce the 
national highway fatality rate by an average of 5 percent annually 
through 1996? 

[The information follows:] 

The Office of Motor Carriers is developing a new strategic plan. It includes safety 
as a primary goals as well as a number of other goals and objectives that contribute 
to reducing the highway fatality rate. Our overall vision is to work together with 
the States and our other partners to identify and correct areas of greatest risk and 
to encourage use of new technologies to improve safety. 

Within our safety goal, we will focus on: Identifiyig and improving the safety per- 
formance of high risk carriers and drivers; providing accident countermeasure infor- 
mation to all motor carriers we visit; and enhancing research and analysis of com- 
mercial vehicle and driver issues and data. 

We are also assisting the states as they develop and implement the comprehen- 
sive safety management systems required by the ISTEIA; working with NHTSA and 
other agencies to address roadway, vehicle and highway safety programs, such as 
the Washington Beltway Area Highway Safety Initiative; and developing and pilot- 
ing IVHS apphcations for commercial vehicle operations. 

INSPECTOR GENERAL REPORT ON NOISE WALLS 

Mr. Carr. A report issued by the Inspector General (No. R3-FH- 
3-007), identified approximately $12.6 million in federal funds used 
on sections of noise walls on five interstate projects determined not 
to be justified. The IG recommended that the FHWA request cred- 
its for the federal money spent on ineligible projects, the FHWA 
has refused. Has the FHWA reconsidered its position on this audit 
report? 

[The information follows:] 

Yes. The FHWA responded in writing to the IG on November 1, 1993. 

Mr. Carr. How can the FHWA justify the expenditure of federal 
funds on ineligible activities and then not agree to seek credits 
after the matter is raised by the IG? 

[The information follows:] 

The FHWA does not agree that the items noted by the IG were ineligible for par- 
ticipation with federal-aid fiinds. The FHWA position on this matter is fully ex- 
plained in written responses to the IG dated June 4, 1993, and November 1, 1993. 
(See attached for a summary of IG findings and recommendations and a summary 
of FHWA's response.) 

SUBJECT: OIL AUDIT OF REGION 3 HIGHWAY TRAFFIC NOISE PROGRAM 

Region 3 OIG sent a draft report on an audit of the highway traffic noise program 
to FHWA Region 3 on March 19. The findings were the following: 

SHAs had adequately identified both existing and anticipated noise sensitive 
devlopments along highway projects. 

SHAs had initiated or completed planning for noise abatement. 

Noise impacts were measurably reduced or eUminated at locations requiring 
abatement. 

FHWA Region 3 needs to improve its review and approval of Federally-funded 
highway projects to ensure that sites for noise abatement meet established eligi- 
bility and cost criteria. 

The OIG's draft report contained the following recommendations: 

1. Ensure Pennsylvania establishes a policy defining reasonableness and follows 
written guidelines for determining when the cost of noise abatement exceeds their 
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benefits considering the number of qualified receptors protected and the fi-equency 
of human use. 

2. Withhold federal participation for the $698,000 noise wall Maryland plans to 
build on 1-595. 

3. Request credits from Virginia and Pennsylvania for the federal fiinds spent on 
ineligible walls (total cost $1,004 miUion, federal share $903,600). 

4. Do not permit federal funding of future noise abatement projects where state 
noise abatement policies are not foUowed. 

FHWA Region 3 responded to the IG draft report on June 4. The response agreed 
with recommendations 1 and 4; it provided specific detailed additional information 
that confirmed the appropriate use of federal-aid highway funds for the construction 
of the walls questioned in recommendations 2 & 3. FHwA's response indicated the 
following: 

PennDOT has been asked to better define the cost reasonableness of noise abate- 
ment and to include a cost/residence index in written guidance. 

The FEIS for the 1-595 project in Maryland contains a clear commitment to con- 
struct the questioned noise wall. The commitment to build the wall is consistent 
with FHWA eligibility criteria, the FHWA believes that federal-aid fiinds may par- 
ticipate in the construction. 

The wall along 1-279 in Pennsylvania protects the Mt. Nazareth Academy, a con- 
vent/convalescent home for retired nuns. It was a compromise arrived at during 
right-of-way negotiations and was erected for general environmental (not noise) 
mitigation purposes. FHWA does not agree to request a credit for the $375,000 cost 
of this wall. 

A noise barrier to protect the Langley Club and Eagle Rock community along I- 
495 in Virginia was determined not to be cost-effective. However, VDOT was able 
to provide some limited noise reduction benefits by increasing the height of an al- 
ready planned concrete safety barrier and retaining wall combination. FHWA con- 
siders this to be an excellent solution to a situation where a full noise barrier could 
not have been justified and does not agree to request a credit for construction of 
the waU. 

The wall protecting the McLean Bible Church along 1-495 in Virginia provides 
noise mitigation for 41 residential properties in addition to the church property. 
FHWA believes that the church was appropriately considered with the residence as 
an extenuating circumstance in accordance with established VDOT policy and does 
not agree to request a credit for construction of the wall. 

FHWA does not permit federal funding of noise abatement project where state 
noise abatement policies are not followed. 

Mr. Carr. What specific actions has the FHWA taken to ensure 
no reoccurrence of this type of situation? 
[The information follows:] 

The FHWA responded in writing on June 4 and November 1, 1993, to the IG find- 
ings and recommendations. The FHWA requested PennDOT to better define the cost 
reasonableness of noise abatement and to include a costyresidence index in written 
guidance. In addition, the FHWA will not permit federal funding of noise abatement 
projects where state noise abatement policies are not followed. However, regarding 
the expenditure of federal fiinds on ineligible activities, as noted in our June 4 re- 
sponse to the IG, the FHWA beUeves that all expenditures were consistent with 
FHWA eligibility criteria. 

STATUS OF CERTAIN STATE HIGHWAYS 

Mr. Carr. a recent press report in the February 21, 1994 issue 
of Transport Topics cited the Colorado Department of Transpor- 
tation as having indicated that nearly two-thirds of that state's 
highways are in poor condition, and that through 2015, current 
revenue sources will satisfy only $4 or $5 billion of the estimated 
need of $11 billion. Do you think this is a true picture of the situa- 
tion facing the Colorado highway system? 

[The information follows:] 

FHWA does not track the status of individual state revenue situations; therefore 
I cannot address the circumstances in Colorado. However, the statistics you cite can 
be weighed against national averages for comparison, if Colorado DOT's number and 
assumptions are identical with those of FHWA. Currently, the national annualized 
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cost to maintain 1991 highways conditions is $47.2 billion; the national 1991 capital 
outlays were $26.4 billion. Therefore the ratio of 55.9 percent describes the national 
annual shortfall of expenditure to needs. In Colorado's case the ratio is about 40 
percent. This would indicate that Colorado has a considerably lower ratio of expend- 
itures to needs the national average. 

Mr. Carr. Are there other states in similar or worse condition? 
[The information follows:] 
Again, FHWA does not compile such information. 

Mr. Carr. The article also says that while federal funds used to 
percent 55 percent of the Colorado's highway budget, in 1995 the 
percentage drops to 40 percent. For the record, provide a table indi- 
cating for 1994 and 1995 the percentage of each state's highways 
budget represented by federal funds. 

[The information follows:] 

We cannot provide the requested table since the state budget data are not avail- 
able. 

TRAFFIC CONGESTION 

Mr. Carr. Traffic congestion, particularly in urban areas, de- 
grades air quality, jeopardizes safety, impedes efforts to conserve 
energy, and results in delays that affect the quality of life. Its ad- 
verse effects on the local and national economy are estimated to 
cost $40 billion annually. While adding more road capacity can re- 
duce traffic congestion, states and localities can also reduce conges- 
tion by making better use of existing roads through the use of ef- 
fective traffic control signal systems. Property operating systems 
can mitigate congestion, and reduce accidents, fuel consumption, 
air pollutants and travel time. Traffic control signal systems are el- 
igible (under ISTEA) for capital and operating costs. 

Does the Federal Highway Administration monitor those urban 
areas that do not have computerized traffic signal systems? 

[The information follows:] 

The Federal Highway Administration does not routinely monitor urban areas re- 
garding the status of their computerized traffic signal systems; but through perform- 
ance of normal federal-aid program/project duties, FHWA is aware of system capa- 
bilities. In addition, FHWA, from time to time, will support efforts which identify 
and inventory traffic management capabilities in urban areas. For example, in 1991, 
FHWA, supported a "North American Traffic Signal Inventory" through the Insti- 
tute of Transportation Engineers, which provided the most comprehensive inventory 
of traffic signal systems and signalized intersections ever performed. FHWA also 
provides assistance to these jurisdictions in congestion mitigation and improvement 
in air quality. 

Mr. Carr. How many of these are there? 
[The information follows:] 

With few exceptions, according to the Institute of Transportation Engineers' in- 
ventory, most uroanized areas (50,000 population and above) have some form of a 
signal system that is centrally controlled. Among the notable exceptions, Chicago, 
Pittsburgh and Philadelphia are presently at various stages in the acquisition of a 
computerized signal system. In some larger metropolitan areas, there are computer- 
ized signal systems in several jurisdictions within the metropolitan area that are 
individually controlled. 

Mr. Carr. What is the FHWA doing to encourage or assist these 
areas in putting state-of-the-art systems in place? 
[The information follows:] 

FHWA continues to emphasize the value of computerized signal systenis through 
technical assistance, training courses, conferences and symposia. A mobile exhibit 
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(Demonstration Project 93 traffic control equipment and software) is now touring 
the United States to provide illustrations and training on the benefits of computer- 
ized signal systems. It currently has a backlog of over 100 requests for presen- 
tations.This project is envisioned to last at least three more years and will include 
a minimum of one stop in each state in the country. 

The FHWA is assisting areas in putting in state-of-the-art systems by encourag- 
ing the use of ISTEA funds for urban signal appUcations and traffic management 
centers. Traffic management centers play a key role in the success of urbanized sig- 
nal systems. A recent survey through our field offices indicated that there are sev- 
eral examples where ISTEA funds are being used or planned for traffic management 
centers and sigrial systems: 

Upgrade of Existing Traffic Management Centers: 

INFORM, Long Island, ^fY— STP Funding, Chicago, IL— CMAQ Funding, Detroit, 
MI— CMAQ Funding, and MinneapoHs/St. Paul, MN— CMAQ Funding. 

New Traffic Management Centers (Planning and/or Construction): 

Milwaukee, WI — CMAQ Funding, Cincinnati, OH^-CMAQ Funding, Houston, 
TX — CMAQ or NHS Funding, and Phoenix, AZ — Two- Year Operational Provision. 

Future Traffic Management Centers: 

Toledo, OH— CMAQ Funding & STP Funding, San Antonio, TX— CMAQ or NHS 
Funding, and El Paso, TX — Category Presently Undecided. 

Mr. Carr. Several studies done by FHWA as well as outside or- 
ganizations, such as the Institute of Transportation Engineers, in- 
dicate that many cities have systems that are not properly oper- 
ated and maintained due in part to the inadequate state and local 
funding. Does FHWA tract the condition of traffic control signal 
systems in urban areas? In general, what is that condition? 

[The information follows:] 

FHWA does not routinely monitor the status of traffic control signal systems in 
urban areas, but the agency is aware of system capabilities through normal federal- 
aid program/project involvement and through the support of periodic special studies. 
A majority of the computerized signal systems in urban areas are over 15 years old. 
Therefore, the hardware is obsolete and in need of replacement. With the advent 
of advanced computer technology, most of the existing mini computer-based systems 
can be upgraded to super micro or micro computer-based system. Unfortunately, the 
1991 findings by FHWA referred to in the question still exist in terms of inadequate 
funding for operation and maintenance. Though intended to help with this problem, 
few states and local governments are taking full advantage of the provision of the 
ISTEA which allows some limited use of fiinding for operating costs. The most fi"e- 
quently stated reason is that infrastructure rehabilitation and repair are a higher 
priority. However, we are seeing a major increase in capital acquisitions for signal 
systems, suggesting that systems are being installed and/or upgraded. Therefore, 
FHWA will continue to give the operating and maintenance problem attention, with 
particular attention to technical assistance and training to signal system operators. 

TRAFFIC CONTROL SIGNAL SYSTEMS 

Mr. Carr. What initiatives does FHWA have under way to help 
cities optimize the benefits of their traffic control signal systems? 
[The information follows:] 

The FHWA is providing extensive technical assistance and training to state and 
local agencies on cost-effective traffic congestion management techniques such as 
signal systems. Through technology transfer efforts, the FHWA actively promotes 
awareness of the effectiveness of signal timing. Demonstration projects are being de- 
veloped to acquaint urbanized areas with the application of new procedures and 
technology, providing practitioners with hands-on experience using selected hard- 
ware, software, techniques, etc. Currently, two of the most successfiJ demonstration 
projects are (a) Demonstration Project No. 86 on incident management, and (b) 
Demonstration Project No. 93 on traffic control equipment and software. The inci- 
dent management demonstration is significant in that if an incident management 
program is to be successful, there must be interjurisdictional coordination between 
the localities and the entities operating the signal systems in case there is a need 
for route diversion. Demonstration project No. 93 explains the various hardware and 
software that improve signal timing practices. A major environmental benefit is that 
properly timed signals may decrease the number of emissions from idling vehicles. 
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Mr. Carr. Please explain the extent that FHWA is training its 
highway engineers, both in headquarters and in the field, in traffic 
management technologies in order to be of assistance to states and 
localities. 

[The information follows:] 

For one thing, the FHWA offers a traffic operations core curriculum of training 
for its engineers. The core curriculum includes traffic management training in: high- 
way capacity and quality of flow; traffic control software and signalization; FHWA 
traffic operations and IVHS; and The Manual on Uniform Traffic Control Devices. 
FHWA also has entry level positions for new engineer hires which provide 18 
months formal training in traffic management technologies for graduates with Mas- 
ters degrees and 24 months training for Bachelors degrees. In addition FHWA offers 
its engineers specialty training in topics such as traffic management strategies, high 
occupancy vehicle systems, freeway surveillance and control. IVHS, and travel de- 
mand management. This training is designed to provide the skill level needed by 
FHWA staff in order to provide technical assistance needed. In the past year, more 
than 100 person-classes have been taken by our engineers in the traffic manage- 
ment/signals areas. 

Mr. Carr. How important are properly operating traffic control 
signal systems to the deployment of IVHS systems such as Ad- 
vanced Traffic Management and Advanced Traveler Information 
which rely on real-time traffic information? 

[The information follows:] 

The foundation of a typical Intelligent Vehicle Highway System consists of a com- 
puterized signal and freeway control system. These systems collect data, manage 
traffic control devices and disseminate information to other IVHS user services. 
Consequently, for IVHS to have maximum positive effect, these systems must oper- 
ate optimally. In fact, today's traffic signal software/hardware is able to receive in- 
formation from detectors (infrared, inductive loop, video, etc.), relay this information 
to a traffic management center, input the information into software, and adjust the 
signal timing in a matter of seconds. Therefore, the key elements to the success of 
IWIS are well maintained and operated traffic control systems. 

Mr. Carr. Are our cities' traffic control signal systems technically 
sufficient for use with the more advanced Intelligent Vehicle/High- 
way Systems? 

[The information follows:] 

One of the challenges we are faced with is to develop an IVHS systems architec- 
ture that will allow participation in the benefits of IVHS by as much of the existing 
traffic control systems technology as possible. For example, many cities have signal 
systems controlled by main frame computers. Others are personal computer (PC) 
based. And most are capable of handling current IVHS technologies appropriate for 
signal systems. However, advanced IVHS technologies will likely require faster com- 
puting power, which would require some upgrades. In addition, many of the existing 
systems will need to increase their traffic data collection and analysis capabilities 
in order to use advanced IVHS technologies. We are encouraging cities and states 
through FHWA's IVHS early deployment planning grant program to examine these 
needs and plan for the improvements needed in their signal systems to accommo- 
date future traffic management needs. 

Mr. Carr. Does FHWA anticipate changes in the level of funding 
provided to traffic control signal systems? 
[The information follows:] 

Yes. For example, ISTEA, with its flexibility provisions and emphasis on eligible 
traffic operational improvements, is proposed to be fully funded. Use of federal 
funds for traffic control signal systems is at the discretion of the states and local 
jurisdictions receiving the funds, but general trends indicate that funding for these 
activities is increasing. 

Mr. Carr. Please provide the amount of federal highway funding 
the states used for traffic control signal systems in fiscal years 
1992, 1993, and 1994 to date. 
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[The information follows:] 



In 1992 the States obligated $288,743,000 in federal highway ftinds from all cat- 
egories for traffic signal systems projects. In 1993, the amount was $502,764,000, 
a 75 percent increase. Data for 1994 are not available at this time. We are encour- 
aged by the increased funding for 1993. This is the right direction for both current 
and future IVHS deployment strategies. 

CONGESTION PRICING PROGRAMS 

Mr. Carr. ISTEA authorizes the Department of Transportation 
to enter into up to five cooperative agreements with state or local 
governments or public authorities to establish, maintain and mon- 
itor congestion pricing projects. Has DOT approved the five conges- 
tion pricing programs allowed in the ISTEA? 

[The information follows:] 

We have not yet approved the five congestion pricing projects under the pilot pro- 
gram. In response to our first solicitation, we received proposals for peulicipation in 
the pilot program from 16 urban areas in 9 states. Only one, the Metropolitan 
Transportation Commission's (MTC) proposal to implement variable tolls and make 
transit improvements on the San Francisco-Oaklana Bay Bridge, appears to be close 
to implementing a congestion pricing project designed to restrain traffic demand. It 
has been named as the pilot program s first participant. We subsequently extended 
the solicitation for an additional four months to allow unsuccessful candidates time 
to enhance their proposals, as well as to give others the opportunity to develop new 
proposals. We received fovu- proposals in response to this solicitation, none of which 
was far enough along to meet the criteria as an operating pilot project. We do be- 
lieve, however, that some of the areas that submitted proposals hold promise for im- 
plementing congestion pricing projects in the future. We plan to work with some of 
these areas to support the kinds of public information and other pre-project activi- 
ties that must precede implementation of congestion pricing. 

Mr. Carr. What have been the obstacles in identifying projects 
to participate in congestion pricing projects? 
[The information follows:] 

The obstacles to identifjing congestion pricing projects are the underlying legal 
and political obstacles to getting congestion pricing accepted at the local level. 
Charging a price for the use of a previously free road dvmng congested periods is 
not a popular concept. If the potential efficiency advantages of congestion pricing 
are to be realized, me concept must be introduced gradually as part of a process 
that includes substantial public participation in the design and evaluation of poten- 
tial projects. To promote tne kinds of pre-project activities we believe are necessary, 
we have revised ovu- program strategy to allow a two-pronged approach to promoting 
implementation of congestion pricing projects. This strate^ will use a small amount 
of pilot program fiinds to nurture the development of market pricing experiments 
in areas showing the most promise for eventually implementing congestion pricing 
projects. At the same time, we will hold open the four remaining pilot program slots 
until one or more projects is ready for implementation. Emphasis in the pre-project 
phase will be placed on the development of public-involvement programs and on ac- 
tivities designed to overcome institutional barriers to congestion pricing. We expect 
to initiate agreements with additional program applicants over the next several 
months to support necessary pre-project activities. 

Mr. Carr. What barriers have the projects had to face getting 
their plans implemented? 
[The information follows:] 

Beyond the need for generating local support for congestion pricing, there are a 
number of legal and institutional issues that must be addressed if potential projects 
are to reach the point of implementation. Even the project that was judged to be 
the furthest along in generating local support for congestion pricing, the Bay Area 
project in California, has several implementation barriers to overcome before con- 
gestion pricing could actually be put into effect, including obtaining approval of the 
state legislature. Past attempts at implementing congestion pricing have been un- 
successftil because of actual or anticipated public opposition to paying congestion 
charges, perceived adverse effects on local business and low-income groups, doubts 
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that the concept is technically feasible, or the belief that congestion levels were not 
serious enough to warrant a new way of charging for road use. 

Mr. Carr. What initiatives would help improve the feasibility of 
congestion pricing programs? 
[The information follows:] 

Successful implementation of congestion pricing pilot projects will require a sub- 
stantial effort to explain the objectives of congestion pricing, ensure public participa- 
tion in the development of projects, overcome legal and institutional barriers, and 
improve estimates of congestion pricing's potential effects. The time from initiation 
of pre-project activities to implementation of pricing may be stretched out over a 
number of years. Concern with equity must be a central focus of implementation ef- 
forts, and prime consideration should be given to making preliminarv estimates of 
the project^ effects, and presenting congestion pricing as part of a package that may 
include transportation or other improvements tnat will benefit those who are subject 
to the pricing strategy. The planned use of revenues from peak-period toUs can be 
a critical part of that package. 

STREAMLINING ENVIRONMENTAL REVIEWS 

Mr. Carr. Since 1985, the Federal Highway Administration and 
other federal and state agencies have attempted to expedite envi- 
ronmental review and permitting for highway projects. In 1988 sev- 
eral agencies published guidance, known as the "Red Book," for in- 
tegrating the National Environmental Policy Act (NEPA) and sec- 
tion 404 (wetlands permit reviews). Currently all FHTWA regions 
are developing procedures to integrate NEPA and section 404 re- 
views. 

How long does it take to complete NEPA and section 404 (Wet- 
land Permit) reviews? What is FHWA's goal for how long it should 
take to complete such reviews? has FHWA followed the Council on 
Environmental Quality recommendations to establish time limits 
for the environmental review processes? 

[The information follows:] 

The NEPA process alone for major projects typically will take 2-3 years. For 
minor projects (which account for 95 percent of all highway projects) the NEPA 
process takes something less than 1 year. 

The additional time needed for the wetland permit process usually will add ap- 
proximately 2 months to the NEPA time if £dl section 404 related issues have been 
sufficiently addressed in the NEPA process. 

FHWA's goal is to integrate the section 404 permit and the NEPA processes to 
address the common elements of both processes. This will result in both processes 
being completed simultaneously rather than being addressed on two separate occa- 
sions taking a longer time period. 

Yes, the FHWA has followed the CEQ recommendations to estabUsh time limits. 
They are included in the FHWA regulations for implementing the requirements of 
NEPA and CEQ (23 CFR 771). The regulations which underwent the rulemaking 
process, include time limits for completion of review of specified portions of the 
project development (environmental documentation) process. They also include re- 
quirements for utilizing the categorical exclusion process in an effort to reduce not 
only time, but the paperwork associated with the more complex environmental im- 
pact statement. 

ENVIRONMENTAL REVIEW DELAYS 

Mr. Carr. At what point in the NEPA and/or section 404 permit 
processes does FHWA consider a project to be delayed? Has FHWA 
ever performed an in-depth study to determine the reasons why en- 
vironmental reviews delay projects? 

What are the principal causes of delays, and how significant are 
wetlands in delaying projects? 

[The information follows:] 



294 



The FHWA considers a project to be delayed when the project development sched- 
ule (developed with the involvement of the permitting agency) suffers considerably. 

It should not be assumed that the environmental review delays a project. The en- 
vironmental review is rather a tool to be used to satisfy the requirements of the ob- 
jectives of NEPA and the CEQ regulations and is an important part of the project. 

The FHWA has no evidence to indicate that, except in relatively few cases, the 
environmental process, when properly implemented causes significant delays in 
processing projects and thus coiild delay obligation opportunities. 

No specific nationwide study has been conducted by FHWA to gather statistics in 
this area. However, the GAO is currently planning to collect data for a similar type 
study this calendar year. (Surveys to be sent out to 20 states on 91 projects.) The 
focus is primarily to determine if there is data to support the contention that there 
are delays associated with the section 404 permit process and environmental impact 
statements. 

It has come to our attention that a few cases of delays have been identified which 
affect project processing due to the requirements of the conformity rule. There may, 
in fact, be more delays in the future as additional conformity requirements kick in. 

Concerning the broader issue of whether the effect of environmental analyses, the 
wetlands and permit processes, and NEPA t3T)e issues cause significant delays in 
obligations, FHWA does not agree with this overall assessment. 

While effective coordination with affected agencies takes time, there is also clear 
evidence that where there is no effective coordination with Federal, state and local 
agencies, projects are not only delayed for extended periods of time, but oft«n are 
shelved or killed due to conflicts and a lack of support. 

The principal causes of delays are differences in resource agency goals and objec- 
tives, poor coordination and communication, and controversy (which is normally not 
environmentally based). Wetlands can be an issue because they are important re- 
sources. Other resources such as threatened and endangered species, historic re- 
sources, or socio-economic resources are also important resources which can delay 
a project. Wetland issues are perhaps the easiest for project opponents to utilize be- 
cause of the permit aspects associated with section 404 process. Those in opposition 
to a project may not necessarily be interested in the protection of a particular re- 
source, but may use the regulations as tools to oppose the project. 

RED BOOK 

Mr. Carr. Has the Red Book been effective in expediting envi- 
ronmental reviews? 
[The information follows:] 

Considerable time and effort has been expended by FHWA as our resource agency 
partners to establish processes which will help effectively address environmented 
issue early in the planning and project development process (i.e., The Red Book con- 
cept agreements. Merger of NEPA and Section 404, interagency agreements, cooper- 
ating agency guidance, etc.). With adequate resources and effort these measures 
have shown that they can actually assist in moving projects. 

The Red Book is officially cited as reflecting the agency policy of the DOT, the 
COE, and the EPA regarding interagency coordination. This official endorsement by 
the agencies has helped to promote the merger philosophy. It has also assisted the 
FHWA regions in developing individual merger agreements with associated OCE of- 
fices. 

NEPA AND SECTION 404 INTEGRATION 

Mr. Carr. What does FHWA expect to gain from its current ini- 
tiatives to integrate NEPA and section 404 requirements? What 
performance measure will FHWA use to determine whether the in- 
tegrated programs are successful? 

[The information follows:] 

In merging the NEPA and section 404 processes, FHWA expects to eliminate du- 
plication which would occur by separate processes and build a greater trust among 
the resources agencies. The use of concurrent/shared decisionmaking will result in 
agreement on alternative choices early in the process and assurance that issues per- 
tinent to the 404 permit will be addressed in the final environmental impact state- 
ment. 
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The measure will be the time required to secure the section 404 permit. If the 
permit is obtained in a faster time than would normally be expected under similar 
projects in the past, then it could be concluded that the merger concepts are success- 
ful. 

Mr. Carr. Has FHWA determined whether federal and state 
agencies have sufficient resources to implement the integrated pro- 
grams successfully? 

[The information follows:] 

Adopting the procedures advocated in the merger concept will not require any 
more staff resources than is required under existing operations. The merger will 
only require that the involvement from the resource agencies be earlier in the devel- 
opment of the project. Utilization of the merger concepts with joint decisionmaking 
should actually reduce the load on the resources. 

Mr. Carr. In addition to integrating NEPA and section 404 re- 
views, what other methods is FHWA studying or implementing 
which will streamline environmental reviews? 

[The information follows:] 

The section 404 requirements are only one of several requirements that must be 
satisfied in developing a project. 

The FHWA has been encovu-aging early coordination with all resource agencies 
and local jurisdictions in the planning phases of project development. This early in- 
volvement will facilitate project direction and focus. 

The FHWA also has developed guidance on the use of programmatic environ- 
mental documentation to minimize documentation and processing time. 

The FHWA is encouraging the use of computerization techniques to facilitate re- 
views. 

FHWA's focus on more early and effective public involvement will help to reduce 
controversy, thus saving time. 

The FHWA is also reviewing the project development process overall to see what 
can be done to make the review process more efficient. 

The FHWA continues to provide project development training to assist the state 
highway departments in developing their projects and programs. 

The FHWA is developing new training courses in response to changes in the envi- 
ronmental and planning regulations. 

TRANSPORTATION CONTROL MEASURES 

Mr. Carr. Transportation Control Measures (TCMs) are meas- 
ures designed to encourage alternatives to the single-occupant vehi- 
cles. They include measures such as mass transit improvements, 
carpool programs, and high-occupancy vehicle lanes. Both the 
Clean Air Act and ISTEA strongly encourage the use of TCMs in 
areas not meeting federal air quality standards. 

Are there some types of TCMs that are more cost-effective than 
others? What is the Federal Highway Administration doing to pro- 
mote and encourage such TCMs? 

[The information follows:] 

The cost-effectiveness of TCMs varies considerably, and is heavily dependent on 
an areas's specific circumstances. Land use patterns, existing transportation infra- 
structure, and emplojrment characteristics are all variables which affect a specific 
TCM's effectiveness at reducing vehicle trips. 

Conventional TCMs, such as mass transit improvements, high-occupancy vehicle 
lanes, and ridesharing programs, are unlikely to have a significant effect on vehicle 
miles traveled (VMT) growth or on urban air quality. For example, an analysis in 
the San Francisco area showed a difference of less than one percent in ozone or car- 
bon monoxide emissions attributable to an $11 billion investment in new HOV facili- 
ties, new transit lines, and local arterial improvements. 

The reasons for this are many: most societal land-use arrangements are fixed, and 
unresponsive to measures which affect these arrangements at the margins; most 
TCMs focus on work commute trips, especially those to central cities, which are a 
relatively small percentage of all trips; the marginal cost of travel by single-occu- 
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pant vehicle is low for most commuters; and, successful TCMs may generate new 
trips through "latent demand" phenomena. 

In most cases, stringent TCMs which seek to control the demand for vehicle trav- 
el, such as congestion pricing, parking fees, and (VMT) charges, appear to have the 
greatest potential. However, these frequently are controversial and often lack broad 
public support. 

The FHWA has developed, singly and in concert with other federal agencies, ma- 
terials to assist implementing entities in selecting transportation control measures. 

The FHWA worked closely with the Environmental Protection Agency (EPA) in 
the preparation of the Transportation Control Measvire Information Documents, is- 
sued in May 1992. These documents survey the extant literature on such measures, 
and provide implementation guidance. 

The FHWA and the Federal Transit Administration are jointly developing trans- 
portation demand management technical assistance and guidance materials. The 
materials include guidance docimients to assist both the public and private sectors 
in implementing cost-effective programs and a microcomputer model to analyze the 
traffic impacts of potential programs to develop the most effective package of ac- 
tions. The materials also will include a reference document which presents the expe- 
rience of available programs and a video to explain the concepts of transportation 
demand management to upper management in the public and private sectors. 

The FHWA is supporting an analysis in California of market-based transportation 
control measures to reduce travel demand, and expects the results to be usable na- 
tionally in evaluations of various strategies. 

Together with the EPA, the FHWA has sponsored a study of the cost-effectiveness 
and pollution reduction potential of transportation control measures. This report, 
currently underway, should be completed in spring 1994. 

Mr. Carr. Statistics from the census and the Nationwide Per- 
sonal Transportation Survey indicate that Americans have become 
increasingly dependent on the automobile, and often the single-oc- 
cupant vehicle, for personal transportation. Is it likely that TCMs 
will control or reverse this trend? 

[The information follows:] 

Conventional TCMs have a role to play, providing alternatives to single-occupant 
vehicles through mass transit, carpooling, and bicycling and pedestrian projects. 
However, their usefulness in areas without the transportation infrastructure or pop- 
ulation density to make such programs popular or cost-effective is uncertain, and 
is the subject of continuing study by the FHWA and other Federal agencies. This 
is especially true if the cost of travel is low, and such programs are not developed 
in connection with pricing strategies. 

Mr. Carr. The Clean Air Act mandates one particular TCM — em- 
ployer-based transportation plans — in the areas of poorest air qual- 
ity. Employers in the worst ozone nonattainment areas must de- 
velop plans for reducing the ratio of vehicles to workers arriving at 
the workplace. What progress have states and metropolitan plan- 
ning organizations made in implementing this requirement? Do you 
think this requirement will reduce vehicle emissions to a meaning- 
ful extent? 

[The information follows:] 

State and metropolitan planning organizations have been providing revised State 
Implementation Plans to the U.S. Environmental Protection Agency which detail 
employee conmiute options (ECO) programs required by the 1990 Clean Air Act 
Amendments. 

Such programs require employers with 100 or more employees at a site to in- 
crease the average vehicle occupancy of their employees by 25 percent over a base- 
Une. In essence this means reducing single-occupant vehicle trips through rideshar- 
ing, mass transit use, telecommuting, alternative work schedules, or other arrange- 
ments. 

Such programs are currently underway in California and in Washington State 
(which only began implementation recently). The experience of the oldest and larg- 
est program. Southern California's Regulation XV, is mixed. The program has 
shown relatively small reductions in commute travel despite high costs, and is 
under review by the implementing agency. 
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ECO programs may not achieve the expected results in a cost-effective manner 
without the adoption of stringent demand management strategies such as conges- 
tion pricing or vehicle miles traveled fees. This is because most such programs rely 
heavily upon conventional transportation control measures. 

HIGHWAY GEOMETRIC DESIGN 

Mr. Carr. Highway geometric design covers features of the phys- 
ical layout of the highway including lane width, usable shoulder 
width, cross slope, curvature, and sight distance which can have an 
impact upon highway safety. ISTEA provides states increased flexi- 
bility in how they design highways. Specifically state standards 
now govern how non-National Highway System highways are de- 
signed. Section 1049 of ISTEA requires the Federal Highway Ad- 
ministration to identify current state standards and determine the 
necessary of upgrading such standards. 

Based on your survey, have any states taken advantage of this 
new flexibility in the area of highway geometries? 

[The information follows:] 

Four states indicated that some geometric design elements on some non-NHS 
projects will be less tiian the minimum values specified in AASHTO standards. For 
example, one state reported that shoulder width on highways with average daily 
traffic greater than 400 vehicles/day will be 4 feet on non-NHS projects (AASHTO 
standards require 6 feet). All other states reported they will use the same standards 
for non-NHS projects as for NHS projects. 

Mr. Carr. Are state standards generally lower than federal 
standards? 
[The information follows:] 

No. 

Mr. Carr. Do liability issues constrain states ability to take ad- 
vantage of this new flexibility? 
[The information follows:] 

We suspect this is true but have no way to confirm it. 

Mr. Carr. By allowing states this flexibility is the level of safety 
on our highways reduced? 
[The information follows:] 

Yes, if the states decided to take advantage of the flexibility and drastically re- 
duced standards. Because of liability we do not expect this to happen. 

SEISMIC VULNERABILITY OF BRIDGES 

Mr. Carr. In January 1992, the General Accounting Office re- 
ported that 31 states have bridges that are at risk from moderate 
to high-intensity earthquakes. Yet, the seismic vulnerability of the 
nation's bridges — including bridges along routes vital for national 
defense, commerce, or emergency response — is largely unknown. 
Although the Federal Highway Administration requires states to 
report annually in the overall structural condition of bridges, they 
are not required to identify bridges subject to seismic forces. 

What information is now available on the number of bridges vul- 
nerable to moderate to high-intensity earthquakes? 

[The information follows:] 

As of March 1993, 24 of the 32 states and Puerto Rico with moderate to high seis- 
mic risk reported that they have completed screening and evaluation to identify 
bridges which are candidates for retrofitting. The number of bridges so designated 
will not be available until later this year. 
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Mr. Carr. To what extent have states retrofitted bridges vulner- 
able to earthquakes? 
[The information follows:] 

A total of 13 states report that bridge retrofitting is underway or completed. 

RETROFITTING BRIDGES 

Mr. Carr. What factors at the federal level have impeded as well 
as facilitated California's efforts to retrofit bridges vulnerable to 
earthquakes? 

[The information follows:] 

To facilitate the seismic retrofitting of bridges, Highway Bridge Replacement and 
Rehabilitation Program (HBRRP) funds as well as Svu-face Transportation Program 
(STP) funds may be used for the work. Until the recent action by Congress, HBRRP 
funds could only be used on deficient bridges. The passage of S. 1789, allows CaUfor- 
nia and other States to meet their critical seismic retrofitting needs using HBRRP 
funds on any bridge on public roads without adversely affecting the formula for ap- 
portioning HBRRP funds to the States. 

The provision in the 1991 ISTEA permitting 40 percent of HBRRP funds to be 
transferred out of the bridge program, may be considered an impediment to retro- 
fitting bridges vulnerable to earthquakes. The transferred funds lose bridge designa- 
tion and, although may be used for retrofitting, generally are used for other pur- 
poses. 

All levels of the U.S. Department of Transportation and the Federal Highway Ad- 
ministration have been working closely with California and other states to promote 
and support the retrofitting programs of the states. The current seismic bridge de- 
sign provisions of the American Association of State Highway and Transportation 
Official standard specifications for highway bridges are the direct result of FHWA 
sponsored research. An ongoing major seismic research program funded by the 
ISTEA legislation will soon result in updated seismic design and retrofitting speci- 
fications and improved methodology. 

Mr. Carr. What factors at the state and local level impede the 
identification and retrofit of bridges vulnerable to earthquakes? 
[The information follows:] 

The principal impediment is the use of available funds for other public safety pro- 
grams. With the constant broad range of demands for bridge and highway improve- 
ments including operational safety improvements, the states and local governments 
are hard pressed to earmark large portions of their budgets to forestall or guard 
against a potential event which most of their decisionmakers have never experi- 
enced in their lifetimes and never expect to experience in the future. 

Mr. Carr. Does FHWA plan to revise the National Bridge Inven- 
tory to capture data on the number of bridges vulnerable to earth- 
quakes? 

[The information follows:] ■ u. 

No, the capturing of that data is not necessary to administer the nation's bridge 
program. Only deficient bridges and the nature of their deficiency needs to be 
tracked in the National Bridge Inventory. The number of bridges vulnerable to 
earthquakes can be readily obteined fix»m the screening, evaluation and retrofit pro- 
gram Usts that the individual states are conducting. Each state will have a list and 
the current status of their bridge population subject to moderate or high seismic 
risk. 

FEDERAL BRIDGE FUNDS 

Mr. Carr. Federal bridge funds are allocated based on the num- 
ber of deficient bridges, but no allowance is made for seismic vul- 
nerability. Please explain the rationale for seismic vulnerability 
being omitted as a factor in allocating federal funds for deficient 
bridges. Also, what is FHWA's position on recognizing seismic vul- 
nerability in the future as part of the bridge allocation formula? 



299 



[The information follows:] 

The basis for the legislatively established current method of apportioning High- 
way Bridge Replacement and Rehabilitation Program (HBRRP) funds is each state's 
relative cost to replace or rehabilitate the total square footage of existing deficient 
bridges in the state. Deficiencies are physical site conditions which currently affect 
the load carrying capacity of a bridge, conditions which require immediate rehabiU- 
tation to keep the bridge in service, or geometric deficiencies which adversely affect 
current traffic safety, capacity or operation. Conditions that have the potential to 
make bridges vulnerable to possible future events such as scour, barge or ship colli- 
sion, or earthquakes do not have an immediate effect on trafTic using bridges on a 
daily basis. Rather they are possible statistical events which may, at some future 
date, have an adverse affect on bridges. The FHWA does not plan to include seismic 
vulnerability or other potential conditions as conditions rendering a bridge deficient 
for HBRRP purposes. However, the FHWA supports the recent legislation which al- 
lows states to use HBRRP funds to retrofit both deficient and non-deficient bridges 
without skewdng the method used to apportion bridge program funds to the states. 

TRAVEL MODEL IMPROVEMENT PROGRAM 

Mr. Carr. In October 1993, the General Accounting Office re- 
ported that some of the analytical tools states and localities use to 
make transportation investment decisions are not adequate. In par- 
ticular, there are no common measures for comparing different 
transportation alternatives and travel demand models do not pro- 
vide the information necessary for analyzing the impact of trans- 
portation projects on air quality. In fiscal year 1992, DOT, in co- 
operation with the Environmental Protection Agency and the De- 
partment of Energy, established the Travel Model Improvement 
Program (TMIP). This program is designed to develop the next gen- 
eration of travel demand models and to address some of the defi- 
ciencies in travel demand forecasting. 

What actions has the DOT taken to develop common measures 
for comparing different transportation alternatives? 

[The information follows:] 

Through research at the national level on approaches and methodologies, we are 
developing analji;ic criteria which can be offered to the states and MPOs for their 
use. Consistent with the intent of ISTEA, we believe the states and MPOs should 
have the flexibility to modify these measures to meet their particular needs. 

MPOs and states need guidance and how to analyze the impacts of transportation 
alternatives. Our major efforts in this area are: 

A. Work is under way to develop the technical methodology for states and MPOs 
to use to develop intermodal evaluations; 

B. Outreach in public forums to state governments and MPOs on computer-based 
methodology to make cross-modal comparisons using common measures, and on the 
use of common measures for cross-modal comparisons of travel corridor alternatives. 

C. A new course is being developed through the National Highway Institute on 
estimation of impacts of multi-modal alternatives. A field test is tentatively sched- 
uled for June 1994. 

D. An interagency task force is reviewing and developing multi-modal evaluation 
techniques. 

E. A report is being prepared that provides examples of analyses that dem- 
onstrates the key principles of corridor and/or subarea planning. 

F. A new National Transit Institute course is being developed to provide training 
in state-of-the-art processes and procedures for multi-modal planning. 

MULTIMODAL TRANSPORTATION 

Mr. Carr. What actions has the DOT's interagency task force on 
multimodal evaluation techniques taken regarding common meas- 
ures for comparisons of transportation alternatives and how will 
these actions facilitate such comparisons? 

[The information follows:] 
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The Interagency Task Force On Multimodal Evaluation is serving as a review 
panel for all the above research and course development activities. Additionally, the 
task force is developing proposals for a multimodal DOT strategic training program 
for training of state, MPO and local personnel. 

Mr. Carr. What additional actions does the DOT plan to take to 
ensure states and localities use a total systems approach — an ap- 
proach in which all modes of transportation are considered when 
selecting projects for funding — when evaluating transportation 
problems? 

[The information follows:] 

We will provide technical training through the above mentioned NHI and NTI 
courses. Additionally, we will continue to provide technical assistance to state, MPO 
and local personnel, as well as our in-house and contract research. Our long term 
research program includes development of methodologies to quantify and evaluate 
environmental and social costs of modal alternatives. 

Implementation of the metropolitan planning regulations issued last October will 
ensure a total system approach. Specifically, the major investment requirement in 
all areas and the single occupant vehicle requirement in non-attainment areas will 
ensure the consideration of all modes in the analyses of transportation problems. 

TMIP DEVELOPMENT 

Mr. Carr. What is the status of the TMIP and development of 
the comprehensive program plan for this program? 
[The information follows:] 

A draft comprehensive workplan has been developed and is being circulated with- 
in DOT for review. A plan has been developed to approach other agencies, including 
the Environmental Protection Agency and the Department of Energy, to jointly fiind 
portions of the program. Methods to improve existing procedures are under develop- 
ment and initial products will be distributed during fiscal year 1994. 

The long range model improvement effort, TRANSIMS (Transportation Analysis 
and Simulation System), has been reviewed by the DOT Research and Technology 
Steering Committee and by review panels composed of representatives of state gov- 
ernments and MPOs (the ultimate users). TRANSIMS is a complete redesign of 
travel of forecasting procedures. It was demonstrated in concept last year at the Los 
Alamos Laboratory in New Mexico. This demonstration showed that TRANSIMS 
theoretical concepts are feasible. As a result of last year's efforts, intermediate prod- 
ucts analyzing household travel activity is being readied for distribution to the state 
DOTs and MPOs. Other products also are expected to result from the TRANSIMS 
effort. User groups reviewing TRANSIMS believed it has the potential to radically 
improve forecasting procedures. Plans are being developed to approach other federal 
agencies to jointly participate in funding this project. 

Mr. Carr. How is TMIP research being coordinated both within 
and outside DOT and what program changes have been made as 
a result of this coordination? 

[The information follows:] 

TMIP has three levels of coordination: (1) within DOT; (2) between DOT and the 
other federal agencies; and, (3) between DOT and the transportation community at 
large. Within DOT, a working group, composed of representatives from Federal 
Highway Administration, Federal Transit Administration, and the Office of the Sec- 
retary, has been formed to provide oversight and project management. Staff contacts 
also have been made with the Department of Energy and the Environmental Protec- 
tion Agency, and plans have been developed for the Deputy FHWA Administrator 
to pursue higher level contacts with these agencies. A broad-based review panel has 
been formed to ensure that the program is coordinated with the ultimate users of 
the research. This panel includes representatives from state government, metropoU- 
tan planning organizations, the environmental community, and developer groups. 

Mr. Carr. How will DOT ensure results of the TMIP are useful 
for analyzing the impact of transportation projects on air quality? 
[The information follows:] 
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DOT, specifically the Federal Highway Administration and the Federal Transit 
Administration, provide training and technical assistance to state governments and 
MPSs in the use of travel forecasting procedures. The results of the TMIP program 
will be incorporated into this training. The procediu-es which are under development 
will be field tested in local areas to assure that they are useful for analyzing the 
impact of transportation projects on air quality. Contact has been established with 
the EPA Office of Mobile Sources to coordinate the development of air quality esti- 
mation methods, and to ensure that procedures developed will be useful. 

Mr. Carr. What role will the Bureau of Transportation Statistics 
and the Office of Intermodalism play in the development of the 
TMIP? 

[The information follows:] 

The Bureau of Transportation Statistics and Office of Intermodalism will continue 
to monitor the TMIP project, provide data, and offer expertise as needed. 

CATHODIC PROTECTION FOR BRIDGES 

Mr. Carr. Last year's Committee report urged the Federal High- 
way Administration to make cathodic protection part of the pre- 
liminary specifications and engineering approval for bridge deck 
overlay projects where salt contamination is present. What has the 
FHWA done in response to this guidance from the Committee? 

[The information follows:] 

The FHWA continues to encourage states to include cathodic protection in bridge 
deck overlay projects by providing technical advice, and consultation, and by appro- 
priate demonstration projects and technology transfer activities. At the same time, 
the FHWA recognizes the states as partners and prime movers in the design, con- 
struction, rehabilitation and maintenance of the highway system, and continues the 
on-going practice of allowing the state DOT's to make the choice of rehabilitation 
methods. 

DISTRICT OF COLUMBIA PAVEME^^^ PERFORMANCE 

Mr. Carr. Recent press reports have indicated that the District 
of Columbia continues to use a more expensive, lower quality of as- 
phalt for its roads despite the widespread application of superior 
methods throughout the country. According to the reports, the Dis- 
trict government uses sheet asphalt that breaks down quickly 
under heavy loads and bad weather. 

What are the relative merits of sheet asphalt compared with 
other mixtures? 

[The information follows:] 

Sheet asphalt accounted for less than 10 percent of all of the paving in the Dis- 
trict in 1993. The District uses sheet asphalt at locations where esthetics are a criti- 
cal consideration (e.g. Mall Monument Area), and at selected complex urban street 
locations with manholes and other drainage features, to facilitate paving operations. 
Sheet asphalt provides a more uniform/smooth dark black surface. It is preferred 
by the Commission on Fine Arts, the Pennsylvania Avenue Development Corpora- 
tion, the National Capital Planning Commission, and some other quasi-govern- 
mental agencies. 

Mr. Carr. Do any other major cities in the nation use sheet as- 
phalt to the extent used by the District? 
[The information follows:] 

We do not have any data on the use of sheet asphalt in the U.S. 

Mr. Carr. Has the Federal Highway Administration provided 
any technical assistance to the District of Columbia on this matter? 
[The information follows:] 
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The Federal Highway Administration has continually encouraged and accommo- 
dated District participation in FHWA training courses, pavement seminars, and 
other pavement related training opportunities. FHWA is working closely with the 
District on the implementation of a pavement management system and is using this 
as a vehicle to evaluate the Districts pavement design selections. 

STATUS OF AUTHORIZED DEMONSTRATION PROJECTS 

Mr. Carr. Update the information found on page 555 of the 1994 
hearing volume regarding the status of authorization demonstra- 
tion projects. 

[The information follows:] 

STATUS OF DEMONSTRATION PROJECT OBLIGATIONS FOR SELECTED AUTHORIZATIONS 

[Dollars in millions] 

llV^: Unobligated 
able for obh- ^|^ , 

gallon 

1982 authorization $380 $15 

1987 authorization 1431 334 

1991 authorization'' 3^968 1.821 

' As of March 28. 1994. 

'Funds available for these projects authorized by PL 102-240 (ISTEA) are through fiscal year 1994. 

ISTEA FUNDING OBLIGATED FOR TRANSIT PROJECTS 

Mr. Carr. Update the information found on pages 664-665 of the 
1994 hearing volume dealing with ISTEA funding obligated for 
transit projects. 

[The information follows:] 

The following table shows the amount of highway funds used for transit purposes, 
by state, urban area and category of funding. To date there have been no transit 
funds used for highway purposes. 
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SAN 6ERNA:<tliN0 


PURCHASE 3 6USES/20 SHELTERS 





224,000 









K/A 


PUHCHASl BUSES 





260.61C 









stanuaus 


AUTOnATIC VEHICLE LOIATER 





79,916 









REfiCED 


PURiHASE BUSES 





101,200 









HDNIERET COUNTY 


PURCHAS BUSES, INSTALL BUE RACKS 


680. 00 J 












SIOCKION 


TF.AH:>IT hALL UPGRADE 


160,000 












HOUYKOOO 


CDNl. TRANSIKAY 


21,326,000 












IUlARl 


PURCHASE 2 BUSES 





97,383 









sad franc I sod 


CONST NUHl TURNAROUND 


3,400,000 












SAN fRANClSCO 


COnT. hint TURNAROUND 





5,400,000 





i V- ' 




SANTA BARBARA 


PURCHASE SHUTTLES CONVERT TO CNG 





523,035 









SIATENIOE 


TRANSFER CNTRS/FARE COLLECTION STS 


448,700 












SACRANENIO 


REGIONAL TRANSIT PROJECTS 


2,183.954 


« 









SANTA CLARA 


REPLACE STORAGE TANK i BUS TARD 


3,600,000 












IDS ANCELES 


ATA BUY REPL BUSES 


13,247,000 












COUNTTNIDE 


PURCHASE 6 ALTERNATIVE FUEL BUSES 


1,320,000 












SAN FRANCISCO/OAILANO 


BUS PURCHASE 


1,736,400 












CnilNTTNIDE 


ELECTRUNIC TROLLEY BUS PROGRAM 




8,300,000 









OJAI 


PURCHASE 2 TROLLY BUSES 




177,060 









STATUIDE 


TRANSFER CNTRS/FARE COLLECTION STS 




7,974,400 









LOS ANCELES 


HTA BUY REPL BUSES 




35,054,000 









SAN RAFAEL 


PARK AND RIDE LOT 




400,000 









SACRANENIO 


REGIONAL TRANSIT PROJECTS 




4,418.135 









(OLDEN EKPIRE 


CONS:RUCTI0N CNG FUELING STATION 




1.360,000 









BAIiERSFIELD 


PURCHASE ( RETROFIT BUSES FDR CNG 




1,150.890 









VENTURA 


VISTA DEHO. BUY BUSES 




2,659,060 









SO. CALIFORNIA 


PURCHASE 210 BUS RAOlOS 




932,800 









FOOTHILL IkANSII 20NE 


lEASE OF 162 COACHES 




4,220,000 









FRESNO 


PURCHASE 2 PASSENGER VEHICLES 




141,559 









FRESNO 


PURCHASE PASSENGER VEHICLES 




283,296 









VEN1URA 


PURCHASE 5 BUStS-GRANI 




1,128,757 









TOLO 


RETROFIT BUSES FOR ADA UMPLIANCE 


133,650 





c 






SANTA ROSA 


BUS REHAB/ PURCHASE 


800,000 












NAPA 


PURCHASE 6 BUSES 


1,115,100 












SON0F.A 


PUKtHASE 15 bi*5f.S 


3,520,000 












I/A 


PROPERTY ACT). TRANSIT FAC 


130.000 
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U. S. DEPARTKtltl OF TRANSPOIIIATIOII 
FEDERAL hlCHNAT ADnimSTRATION 

lltlEltNODAl SURFACE TRAKSPORIAIIOH EFFICIENCY ACI OF H91 

FUNOS OeiUAIEO FOR IRANSII PROJECIS ADNINISURED BT F7A 

CUnULAIIVE AS OF FE6IIUARY 28, 1994 



STATE 



CITY 



l>ilOJECI 



SIP 



FUNDS 06LIGATED 
CIIM 



OTHER 



HfS-32 
03/10/94 

STATE 
TOTAL 



K/A AUTO DISPATCH ROUTINE SYSTEH 70,S00 

SAN lUIS REHABILITATE 10 TRANSIT BUSES 81,300 

K/A PURCHASE 6USE 200,000 

TOLO REIROril BUSES FOR ADA COIIPLIANCE 

LOS ANGLES OPERATING ASSISTANCE 

CITYHIDE PURCHASE OF i BUSES 

SANTA CLARA BUS LEASE 

niSSION VALLEY CONSTRUCT DISSIDN VALLEY LINE 

lOS ANGELES PURCHASE OF S BUSES 

l/A PARIi t RIDE lOTS/2 ONFO CNTR 

LOS ANGELES PURCHASE 29 BUSES; CA-90-XS76 

SACRANENTO PURCHASE BUSES Ah6 VANS 

N/A IkO PARK ( RIDE LOTS, ONFO CNTR 









88S,300 

2,740,100 

SS2,000 

769,600 

1,770,600 

1,792,000 

2,000,000 

4,111,400 

1,055,000 



2,032,800 S/ 



179,735,923 
202,000 



COLORADO 
CONrECTICUT 



DENVER 
BOULDER 



TRAjiSPORTAIION INPRO PROG 
TRANSIT 



62,000 
140,000 



NARIFORD 

N/A 

BRIDGEPORT 

HARTFORD 

HARTFORD 

HARTFORD 

HARTFORD 

BRIDGEPORT 



UNION STATION REHAB 
GRIFFIN LINE STUDIES 
REPLACE PECK BRIDGE 
PURCHASE BUS 
PURCHASE BUSES 
PURCHASE BUSES/RADIO/BOXES 
PURCHASE BUSES/VANS 
REPLACE PECI BRIDGE 



61,832 
120,000 





,774,630 







14,173,600 

4,454,400 

75,200 

540,800 

183,200 





GEORGIA 



ATHENS 

SAVANNAH 

ATHENS 

ATLANTA 

N/A 

N/A 



TRANSIT IHPROVENENT 
TRANSIT PRDGRA1 
TRANSIT PROJ 
TRANSIT PROJECT 
TRANSIT PROJ 
TRANSIT PROJ 



394,955 

1,372,784 

110,000 

3,816,000 











240.000 
94i,200 





HARTFORD 


CONNUTER IXfkiSS BUSES 





8,442,400 





36,826.062 


f OF COl. 


WSHINGTON 
HASHINGTON 
HASHIHGinN 


PROCURENENI OF HEN REPL. BUS 
PROCUREHENT OF HEN REPL. 8US 
PROCURihENT OF NEN REPL. BUS 


3,400,000 





1,800,000 

3.800,000 







9.000.000 


FLORIDA 


PINELLAS COUNTY 

ORLANDO 

R/A 

N/A 


BUS PURCHASE 
IIAINitNANCE FACILITY 
FTS TRANSFER-BUS ENG 
FTS TRANSFER-BUS PURCHASE 




600,000 






4,455,808 



240,000 

1,838,400 








7,134,208 



6,880,939 
1.290,000 



HAHAII 
IDAHO 



HAUI/IAOAI 



TRANSFER TO TRANSIT FTA 



1,290,000 



BOISE PURCHASE NATURAL GAS BUS 

COEUR D'ALENE NORTH ID. CONNUNITY EXPRESS VANS 

THIN FALLS IRANSPORIAIION IV BUSES 14) 

lOISE PURCHASE NATURAL GAS BUS/ FUEL EOUIP. 

lOISE FUEL DEPOT FOR NAT. GAS BUSES 

POCATElLO natural gas bus fuel EOUIP. 

lODTENAl NORTH ID CONNuNlTY EXPRESS VAN 

CANYON COUNTY COUNTY BUS TRANSPORTATION 

HCCALL AREA VALLEY IRANSII BUSES 



870,000 
91,000 

407,920 
1,923,200 

480.000 

216,000 
79,200 

601,600 
80.546 



4,749,466 



UlIHOIS 



CHICAGO 
CNICAGU 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CNICAGU 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 
CHICAGO 



CONNUTER LOT 

PURCHASE 45 BUSES 

PURCHASE 200 VANS 

CONNUTER PARXiNG LOIS STATIONS 

PARX-N-RIOE 

PRELININARY LAND ACOU 

PURCHASE 100 BUSES ( PARTS 

COHNUIER PARXING LOTS AND ST 

BUS PURCHASE ( STATIONS 

PRElINARY m LAND ACSU 

PRELINARY ENG LAND ACOU 

PE LAND ACOU 

PRENINIHARY ENGINEERING 

VAN POOL SERVICES 

CON PX LOTS CONS R 

hARXET PROG RAPID TRANSIT PE 






262,500 
225.000 
52,000 













3,900.000 

7,000,000 

3,900,000 

« 





18,343,032 

9,462,400 

3,359,960 

2.050,400 

269,600 

2.036,000 

299,200 

84,825 

18.B30.400 

420,000 



70,495,317 



305 



U. S. DEPAfUHENI OF TRANSPORTATION 
FEDERAL HlGHkAT ADNIHISTRATIOH 

IHTERNOOAL SURFACE TRAHSPORIAIION EFMCIENCT ACT OF 1991 

FMOS OBLICAIEO FOR TRAhSIT PROJECTS AOfllNISTERED BY FTA 

CUtlUlAIlVE AS OF FEBRUARY 28, 1994 



STATE 
UDIANA 



CITY 



CARV 
GARY 

CARY 
HAMDND 
SOUTH SHORE 
SOUTH SHORE 



LOUISIAMA 



STATEKIDE 
SHREVEPORT 
KM ORLEANS 
»l» ORLEANS 



PROJECT 



STP 



FUNDS OBLIfiATED 

CHAa OTHER 



TNO 35' INS BUSES N/LIFI 
RENANUFACTURE BUS 40' H/LIFT 
REPLACE 3 DIESEL BUSES «/ LIFTS 
CENTRAL BUS. IINI-UP 
BI DIRECTIONAL SISNALINS ON SOUTH 
SIGNAL CONVERSION ON SOUTH SHORE 



420,000 
96,000 

480,000 

86,760 

1,200,000 

96,000 



N/A 

TRANSFER TO FTA 
TRANSFER TO FTA 
TRANSFER TO FTA 



753,645 






1,259,000 






2,500,000 






2.500,000 






1,600,000 







CANTON INTERKODAL STATION INPV. BY HBTA 

STATENIDE ACCES5IB11ITY IhPV'S CONST. HBIA 

CLOUCeSTER CRADt CROSSING INPV'S CONS. BY NBIA 

LINCOLN GRADt CROSSING INPROVENsHTS NBIA 

Old COLONY FIXED SAIL TRAkSIT BY HBTA 

STATENIDE IHURnODAL PARKING FACUIIIES N6TA 

SlATENiDE INIEF.NOOAL INPV V 10 NE5IF0RD STA. 

NORCESTER PE t RON TRANS CENIER ADX BY NBIA 

SOUiN STATION CONS. UN:>ER THE DIR OF THE NBTA 

BOSTOK FIXED RAIL TRAitSIl BI NBIA 

BOSTON ADA KEY SiAIIDN PLAk NBIA 



935,000 





58E.150 





120.000 





120.000 








21,040,000 





6,560,000 





2.880.000 





800,000 





27.200,000 





23.760,000 





588,151 


1,080,000 





60,000 





24,000 





554,970 





20,000 





37,840 








1,536,000 





2,304,000 





768,000 





58,000 





64,000 





120.000 





80,000 





192,000 





504,000 





298,000 





180.000 





128,000 


69,334 





48,800 





32,000 





29,280 





11,501 





6.400 





5,000 





6,000 





3,600 





8,000 





54,400 





800 





5.392 


» 



HFS-32 
03/10/94 

SiATE 
TOTAL 





SOUTH SHORE 


PARl-N-RIDE FAC ON S. SHORE RR 





72,000 





2.450,760 


lom 


STATENIDE 
STATENIDE 


BUS PURCHASES 
BUS PURCHASES 










50,000 1/ 
57,996 1/ 


107.996 


umvciir 


STATENIDE 
STATENIDE 
ASHLAND 


PUBLIC TRANS. 
PUBLIC TRANS. 
PURCHASE BUSES- ADD EOUIPHENT 


1,200.000 






3.929.520 

344,000 







5.473,520 





NEN ORLEANS 


TRANSFER TO FTA 


1.600.000 










8.612,645 


IMIK 


PORTLAND 
PORTLAND 
POivUAND 


BUS PURCHASE 

RADIO PURChASE 

FARE60X I EOUIPNENI PURCHASE 


449.568 

44.154 
160,961 















654.683 


RARYLAND 


BALIIHORE 


REFURBISH/PURCHASE RAIL EOUIP 





II 


,306,860 





11,306,860 



84,591,301 



HICNIGAN DETROIT PURCHASE 14 SN. BUSES 

ANN ARBOR HDV FACIlITY 

SOUIH-ASI SNART PAINNAY 

UNION DEPOT TRAIN DEPOT 

(ALANAZOO EQUIP t TOOLS FOR BUSES 

ININ CITIES SECURITY SYS OFFICE EOUIP. 

SOUTHEASTERN PURCHASE 8 BUSES 

DETROIT PURCHASE 12 DIESEL COACHES 

GRAND RAPIDS PURCHASE 6 30' BUSES 

GRAND RAPIDS C6D TICKET PROGRAM 

GRAND RAPIDS PARK AND RIDE LOTS 

ANN ARBOR TRAVEL DEHAND HANAGE PROGRAN 

ANN ARBOR CAR POOL LOT 

nuSXEGON BUS PURCHASE 

grand rapids bus replacenent 

grand rapids excand r1ransii services 

ann arbor bus replaceheni 

ann arbor travel dehand ngt sotudy 

jackson shall bus t/lifi, bus parts 

jackson sn bus n/lift 21 

jackskn tno nini vans 

JACXSOl BUS COHPuNENI PARTS 

VAN BUREN ENLARGE PARKING AREA 

NEXFORD OFFICE FURNITURE 

OSTEGO CO. NAINTENANCE EOUIP. 

SHIANASSEE CO. PASSENGER SnELIER t LOAD PAD 

NECOSiA CONPUiER AND FURNITURE 

OSCODA CO. CONPUIER SOFINARE AND TYPENRITER 

OCEANA CO. RESURFACE PARKING AREA 

NENAYGO CONRkNICAIIuN SAFETY EO.iiP. 

NECOSIA FACILIIY REPAIRS 
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STATE 



U. S. DCPMTnENT DF TRANSPORIAIIOK 
FEDERAL HICHHAV ADHIHISTRATIOH 

mURnaDAL surface TRARSPClRTAnON EFFICIEMCY ACT OF 1991 

FUKDS OfcUCAUD FOR IRARSIT PROJECIS ADnihlSURED BY F1A 

CUHUIATIVE AS OF FEBRUART 28, 1994 



CITY 



PROJECT 



STP 



FUNDS OBLICAIED 
CHAO 



OTHER 



HEHCniHEE/OELTA PURCHASE 3 AUX. HEATERS 4,000 

CHIPPEKA/LUCE DUE BUS SHELTER 4,000 

RANISUE CO. H0IS1 REPAIR i,}20 

SREAUR LAPEER PURCHASE 7 RADIOS 2,000 

UMAtEE PORTABLE POMER HASHER 4,S00 

ISABELLA CO. UPGRADE LEAD DEUC. EQUIP. 8.000 

TATES DIAL-A-RIOE TRACTOR HITR HOHER 25,600 

HUROH PURCHASE RIDUG LAHN HOHER 2,000 

DICHINSOH IROM FEASIBILITY STUDY 10,000 

tLAOHIH CO. PARIIHC LOT CRAVEl 9,600 

tOGEBIC CO. OME VEHICLE HOBILE RADIO UHIT 2,160 

CRAHEORD CO. COMPUTER EOUIP. 8,000 

DELTA AREA COnPUTER liORMSOFIHARE 4S,960 

BERRIFH CO. VENIUAIIOH EOUIP. 18,800 

EUPTA/SAULT BUS SHELTER 6,400 

BARRY CO. TRAHSIT COHPUTER 8,000 

BAY CO. LIFT EOUiPPED VAH 26,400 

INIER URBAH BUS HASHER 10,400 

THUHDER BAY COPIER AHD OFFICE EQUIP. 2,000 

ALLEGAH CO. PUfiCHASE COHPUIER SOFTkARE 2,400 

ALLEGAH CD. PURCHASE VAN H/ACCESS FOR 2-1 HHEEL 31,600 

ALLEGAN CD. KLEPHOnE SEQUENCER 800 

ALLEGAN CO. COPIER AND OFFICE EOUIPKEHT 2,000 



HfS-32 
03/10/94 

STATE 
TOTAL 



8,330,257 



KINNESOTA 



lEH JERSEY 



DULUTH 
ST. PAUL 
SI. PAJL 
VICINITY THtlO 
THIN CITIES 
SEVEN COUNTY 
SI. PAUL 
DULUIH 
OULUIH 
DULUIH 
0H1394 



HALL HUB SYSTEH AHD BUE RACKS 

CONST. BUS SHELTERS 

TRANSn HUB 

PARK t RIDE LOI 

LIGHTING KAJOR BUS STOPS 

STSTEHHIDE BUS STOP SIGH 

CAPITAL PROJtClS 

FIVE BUS REPLACEHEHIS 

pari; AHD RIDE LOIS 

IRAK SHUTTLE VEHICLES 

BUS SERVICE STARTUP 






370,400 


2,800,000 







344,000 

938,961 

SS4,10B 



199,998 

1,223,200 



960,000 

48,000 

68,000 

2,400,000 



STATEHIDE 
STATEHIDE 
STATEHIDE 
S1AUHI0E 
STATEHIDE 
STATEHIDE 
STATEHIDE 
STATEHIDE 



HISTORIC RAIL STATION 4,000.000 

PURCHASE DIESEL LOCOflOTIVE 13,000,000 

SIGNAL STSTEH UPGRADE 17,000.000 

IHPLfnEHI NONIRADIIONAL TRANSIT S,000,000 

UPGRADED TRANSIT SERVICE S,0OO,OO0 

EHPLOVER TRIP REDUCTION 1,500,000 

RAH STATION IHPROVEHENTS 4,761,000 

FIA EXPERIMENTAL SERVICES 2,500,000 



9,906,667 



MISSOURI 


LAMBERT 1 STCtiS 
LAMBERT ( STCHS 


METRO LINX STUDY 

ALT ANA SIDY LAMBERT ARPR1 






160,000 
160,000 







320,000 


MM TANA 


MISSOULA 


REPLACE BUSES, SIGNAGE BUS SHELTERS 





840,800 





840,800 


HEBRASIA 


OMAHA 


PURCHASE TRAHSIT BUSES 


400,000 








400,000 



52,761,000 
1,709,600 



HEH MEXICO 
■EH TORI 



MLLUP 
ALBUQUERQUE 



RENOVATION OF R/R DEPOT 
TRANSI1 RELATED 



400,000 






1,309,600 



■EH YORX CITY 
DuTCiiESS COUNTY 
DUTCHESS COUNTY 
OUTCnESS COONIY 
HEH YORt CITY 
CLE* FALLS 
SARATOGA COUNTY 
ClOVERSVULE 
HEH YORX-NORTHEASTERH 
HIAGAkA 

CAPITAL DISTRICT 
HASSAU COUHTY 
DUTCHESS COUNTY 
CAPIIAL DISTRIC1 
NIAGARA FROKTIER 
XEH rORt CITY 



DESKH t CONST VARIOUS CAPITAL 26,700,000 73,300,000 100,000,001 

TRANSFER TO FTA-BUS SHELTERS 116,000 

TRANSFER TO FTA-BUS PURCHASE 400,000 

TRANSFER TO FTA-MARXEIIHG 61,000 

TRANSFER TO FTAOPERTING COST 219,400 

TROLLEY BUS PURCHASE-TRN5FER TO FTA 240,000 

TRANSFER TO FTA FOR BUS PURCHASE 1,048,000 

STP TRANSFER TO FTA 48,000 

BUS GARAGE-STP TRANSFER 22,704,988 

3 PARH AND RIDE LOTS 492,000 

TRANSIT PROJECTS HITH CMAO TRANSFER 2,108,000 

BUS PURCHASE 2,129,600 

BUS PURCHASE 800,000 

TRANSIT PROJECTS 1,400,000 

TRANSIT IMPRDVEMEHTS 5,902.400 

TRANSFER OF FUNDS 10 TRAHSIT 15,000,000 
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U. S. OEPARIMINT OF IRANSP0R1AIIOK 
FEDERfll HIGHHAr ADniRlSIIiAIlON 

I»rER«00«l SURFACE TRAHSPORIATION EFFICIENCY ACT OF 1991 

FUhOS OeilSAItl) FOR IRAHSU RROJECIS ADNIHISUREO BY FTA 

CUBULAIIVE AS OF FEBRUARY 28, 1994 



STATE 



CITY 



PROJECT 



STP 



FUNDS OBLIGATED 
CMO 



OTHER 



HFS-32 

03/10/94 

STATE 
TOTAL 



ll/A 
K/ft 

POUGKKEEPSIE 
POUGHHEEPSIE 
N/A 

SYRACUSE 
NEN YORK CITY 



STP TRANSFER TO TRANSIT 
STP TRANSFER TO TRANSIT 
BUS RENNFCTR 

deho PR Aon 

SIP TRANSFER TO TRANSIT 

TRANSFER OF FUNDS 

TRANSFER OF FUNDS TO TRANSIT 



1,(00,000 
480.000 


144,000 








300,000 

448,000 



S,S18,400 

23,010,160 



284,189,949 
160,000 



lORTH CAROLINA DURHAN 



TRANSIT PROJECT 



160,000 



OHIO 



N/A 
N/A 

C0LUN6US 
COLUnSUS 

coLunsus 

CLEVELAND 

STATENIOt 

SORTA 

COLUHBUS 

AKRON 

CLEVELAND 

STAiENiDt 

RICHLAND CO. 

EUCLID 

TOLEDO 

CLARIL CO. 

EuCLIO 



CAPIIAL IHPROVEHENTS 84,400 

PARK ( RIDE LOIS 7,189,000 

SI ADKIN SCHOOL BUSES/VANS/MINT. FAC 1,298,977 

PE 193,600 

20 LIFT EQUIP BUSES 3,500,000 

PASSENGER ACCESSNAY 8,648,000 

STUDY, FIXED GUIDENAY TRANSIT SYSTEIt 600,000 

PARK, RIDE AND RONA 2,7S8,000 

48 BICYCLE STORAGE LOCKERS 6S0,000 

PURCHASE RAIL LINE 788,574 

COnSIROCI CNG FUELING FACILITY 2,400,000 

INO PARK AND RIDE LOIS 800.000 

PURCHASE 7 BUSES 133,850 

PARK AND RiOE LOiS 4,800,000 

BUS RiPLACEBENI - 20 BUSES 3,440,000 

PURCHASE 5 HEAVY BUSES 95.000 

COBhUlEK BUi SEft»ICE 445,055 



37,824,456 
800,000 



OtLANOHA CITY 
TULSA 



FUND TRANSFER 
FUND TRANSFER 



400,000 
400.000 



OREGON PORTLANn 


BUS PURCHASE 


485.000 












PORTLAND 


RiDESHARE 





535,000 









SAL EN 


blOCLE RACK PURCHASE 


21,600 












TRidEI 


Bus PURCHfiSE 





3,768,000 









C0RVALLI5 


BUS PURCHASE 


480,000 










5,289.600 


PENNSYLVANIA VAR huNiCiPnilliES 


PURCHASE 10 NiNl BUSES 


648.000 












ALLENTOan 


PURCHASE LIFT VEHICLES 


400,000 












NORTH HANPTON 


CAO FUNDS 1RAN3FER 10 FTA 





648,000 









VULANOVA 


ShALL BUS SERV CIRCULATOR DERO 





108,000 









PHlLAOilPiiiA 


IRAKSIICHEK PROGRAN 





37'j,000 









ANTRAN TRANSIT 


HflRKETlNG/ ADVERTISING 





20,000 









CALIFORNIA 


PURCHASE HANDICAP ACCESSIBLE BUS 





200,000 









AREA NIDE 


BIKE RACKS/ENHANCE INIERNOD. CONNCT. 


24,000 












AREA NIDE 


PED I BIKE TRAIL 


286,000 












OVERBROOK EARNS 


RENOVAIE TRAIN STATION 


800,000 












N/A 


BRIDGE REHAeiLllATiON 


280,000 












VARIOUS 


PURCH BICYCLE RACKS FOR LANTA BUSES 


10,000 












PENN SOUARE 


BUS BERTHS 





800,000 









AREA HIDE 


PRE-ENG/REV PORT AUTHORITY 
ANALYSIS ERG-REV 








9,721,600 


3/ 




AREA HIDE 








3,876,510 


il 




AREA VIDE 


TRANSPORTATION TERNINAl 








15,456,000 


i 


33,650,110 



RHODE ISLAND 



(INGSTON 
STATENIDE 



TRANSIT SERVICE 
TRANSIT SERVICE 



1,200,000 




6,668,430 4/ 



7,868,430 
1,000,000 



TENNESSEE 
TEXAS 



NEHPKIS 
CHAIANOOGA 



HPO PRIORITY 7 
HPO PRIORITY L AND 



400.000 
600,000 



FORT URTK 
FORT NORTH 
FORT NORTH 
AUSTIN 
GALVESTON 
HOODLANDS 
El PASO 
FORT NORTH 
FORI NORTH 
FORT NORIH 
HOUSTON 



TRANSF PROJ TO FTA FOR OVERSIGHT E 

BUSES 

TRAVEL DERANO NANAGENESNT 

FEASIBILITY STUDY 

TROLLEY ROUTE EXTENSION 

EXPAND PARK AND lOI RIDE 

CONST. TRANSII/PED TERHINALS 

REPLACE 12 BUSES 

RIDE SHARE PROGRAH 

LAKE NORIH PARIv AND RIDE 

CONSIRUCT PARK AND RIDE LOI 









6,003,200 





1,000,000 








100,000 





132,000 











484,013 








580,000 








5.356,000 








3,080,000 








156,000 








320.000 








1,635.000 
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U. S. DEPARinCHT OF TRANSPORTATION 
FEDERAL HieHVAT ADNINISTRATION 

INIERNODAl SURFACE TRANSPORTATION EFFICIENCY ACT OF 1991 

FUNDS OeUCATED FOR TRAKSIT PROJECTS AOhlNISTERED BY FTA 

CUnULATlVE AS OF FEBRUARY 28, 1994 



FUNDS OBLUAIED 



STATENIDE 

STATENIDE 

BURLINCTON 

tURLINGTON 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 

STATENIDE 



TRANSIT PROJECT 

PURCHASE VANS, SHELTER EQUIP 

INPRDVE HAINI FAC 

TRANSIT PROJECT 

CONPUIER EOUIP 

TRANSn PROJECT 

TRANSIT PROJECT 

TRANSIT RELATED PROJECT 

TRANSIT RELATED PROJECT 

PROPERTY APPRAISALS/CONST SERVICES 

TRANSIT PROJECT 

1192 

PURCHASE 2 COtlP. 

TRANSIT PROJECT 

TRAnSlT PROJECT 

TRANSIT PkOJECl 

TRANSIT PROJECT 



NATURAL CAS BUSES 



1,4IS,S8S 

15«,600 

200,004 



1,884,000 

646,886 

1,288,016 

440,000 

613,620 

33,400 

471 ,000 

86,722 














4 


120,000 









120,000 
32,000 

326,000 

8,000 

30,000 



HFS-32 
OJ/10/94 



STATE 


CITY 


PROJECT 


STP 




CNAg 


OTHER 




SIATE 
TOTAL 




HOODIANN 
DALLAS 


lONSTRUCI PEDESTRAIh; TRANSIT NAY 
PURCH ALTERNATE FUEL BUSES 








1,106,000 
7,560,000 









27,512,213 


UTAH 


STATENIDE 
AREA NIDE 


PURCHASE 10 BUSES 20 VANS 
PURCHASE BICYCLES AND BUSES 








2,400,000 
M.OOO 





4 


2,490.404 



7,873,832 



VIRGINIA 



RAPPAHANOCK 

NASH NETRO AREA 

NENPOkT NENi 

BLACKSHURC 

CHARLOTTESVILLE 

OANVILlE 

LlNlHbUHb 

RICF.NOnD 

ROAnDUE 

KENPORI NEkS 

NENi'DAi nE>3 

HAhPiON 

NlNPOkT kENS 

RICHHCND 

RICHHUND 

RICHNONt) 

RIChNOND 

NASNINGTON, 

NASHINGIOH 

NASHINGiON, 

TIDENATER 

«/A 

NORFOLK-PORTSAOUIH 

PRINCE NILE IAN 



O.C. 
D.C. 
D.C. 



PURCHASE LOC FEEDER VEH, RAIL CARS 4,800,000 

REPLACEHENT EUSEi> 1,120.000 4 

B'JStS, PASSENGER FERRl RETkOfIT 2.964,280 

TNELVE BUSES t 18 VANS 2,766,437 

THIRTEEN BUSES 2,526,587 

0« BUS 192.820 

TRANStER CENTER CDNT 240,000 

BVUS PURiMASE 720. 00» 

EIGrtlEEN BUSES 3,288,000 

TNEniY-FOUS BUSES 3,840,00u 

FOUR REPLsCEH'NT BUSES 704.000 

BUILD IRANSPO^IATlkN CENTER l.OOO.luO 

BUILD IRAfiSPORIAIION CENTER 1.040,000 

FEASIBillTY ANU DESIGN STUDY 240.000 

INPLENENT CONPREhENSIVE TRANSIT PLAN 800,000 

ACO ALT FUEL BUSES FOR GRTC BUSES 367,400 

CTP STRATEGIES AND RIDESHARE 4 1.411,400 

30 REPLACEHENT BUSES 4,600.000 

REPlACENENI buses 4,581,000 

FIVE CDHHulER BUSES 920.000 

EIGHT BUSES AND NEi PARK t RIDE 4 1,582,000 

PURCHASE BUSES t TORI OPERATIONS 4 416,000 

20 TNANSII COACHES FOR HOV EXP BUS 4 3,440,400 

NOODBRIDGE CDHNUIER RAIL SI EXPANSION 4 4,546,404 



47,649,124 



MSHINGTON STATENIDE PE 4 640,440 

lACOf-A PE 1,178,425 

(ING t SNDHONISH PURCHASE BUSES t BICYCLE IRAN. TRAIL 4 14,497,478 

CLARK BUS ROLLING STOCK LIFTS PARTICULATE 4 1,827,744 

CLARK BUS SUPPORT EOUIPHENI FACILITY 27,240 4 

TACOtIA PE 333.62} 

SEATTLE NETRO 100,444 

AREA NIDE PURUHASE TRANSIT VEHICLES 264,732 4 

NASON COUNTY PURCHASE TRANSK VEHICLES 53.218 

SNOHOItlSH SELECI INSiALL 6EVAL SIGNALS 4 200,040 

SEATTLE PROJECT LEVEL PLANNING tENVlR. 400.000 

SEATTLE PURCHASE VANPOOL VEHICLES 32,015 4 

OITDPIA PURCHASE VANPODi VEHICLES 55,135 4 

01TM>]A LAND ACOUISITION 4 1,944,818 

TACOM PURCHASE 3 NHEEL CHAIR VANS 140,404 



17,173,944 
291,246 



NESl VIRGINIA 
mSCONSIN 



HUNTINGTON 



PURCHASE AND RENOVATE BUS TERHINAL 



2)1,246 



HILNAUKEE 
HANITONOC 
HILNAUKEE 
lENOSNA 



PURCHASE TRANSIT BUSES 

PURCHASE BUS 

BUS UPGRADES 

IRANSIT AARkETlNG PROGRAN 



717,040 


4 



4 

244,444 

2,118,440 

24,440 
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STATE 



U. S. D£PMTNeitI OF mAHSPORIATIM 
HKMi. HUKHAr ADNIMISTRAIIOK 

INTERflOuAl SURFACE IRANSPORIAIIOK CFFICIENC* ACI OF 1991 

FWDS OBLIGATcD FOR IRAkSlI PR0JEC1S ADHINISURED BY FIA 

CUNUlAIIVE AS OF FEBRUARY 26, 199< 



CITY 

lEKOSHA 
lENOSnA 
HUlAUkEE 



PRDJECI 

COnnUTER RAIL 
RENUDEL RAIL SIA. 
PURCHASE BUSES 



SIP 



FUliOS OBLICAIED 

CHAQ 

120,000 

325,000 





OTHER 



IIFS-32 
Oi/10/94 

STATE 
TOTAL 



883,000 2/ 4,363.400 



VIRGIII ISLADDS SI.CRDIX,ST.JOHN 
ST.CRQIX,SI.JOHN 



TRANSFER OF FUNDS 
TRANSFER OF FUNDS 



S.IOO.OCO 
1,004,191 



(.104,197 
1,011,547,525 



TOTAL OSLIfiATED 



244,274,263 622,523,725 144,749,537 



1/ loterslate Higlway Substitution Funds 

2/ Niniiui Allocation Urbanized Funds 

3/ Priority Inttriodal Projects 

4/ Innovative Projects 

5/ Congestion Ret let Deio Project 

6/ Hignaay Deio Projects 
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FEDERAL-AID OBLIGATIONS BY MONTH 

Mr. Carr. Update the information appearing on page 685 of the 
1994 hearing volume portraying obHgations by month in the fed- 
eral aid-highways program. 

[The information follows:] 
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OBLIGATION BY MONTH 



Obligations Percent 

Obligated 



773,072,727 
1,008,935,060 

December 690,840,841 

January 2,466,378,642 

February 1,979,695,462 

March 1,519,299,322 

1,156,172,893 
1,263,253,591 
1,513,642,308 

July 1,335,668,024 

August..... 1,086,868,372 

September...; 2,655,148,760 



Fiscal year 1993: 

October 773,072,727 4.43% 

November 1,008,935,060 10.21% 

December 690,840,841 14.17% 

28.31% 
39.65% 
48.36% 

April 1,156,172,893 54.99% 

May 1,263,253,591 62.23% 

June 1,513,642,308 70.90% 

78.55% 

84.78% 

100.00% 



Total 17 , 448 , 976 , 002 

Fiscal year 1994: 

October 533,436,313 3.06% 

November 1,230,974,806 21.33% 

December 823,656,436 31.29% 

January 3,650,628,773 75.43% 

February 2,032,032,843 100.00% 

March 

April 

May 

June 

July 

August 

September 

Total 8,270,729,171 
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FIRST QUARTER (SECTION 310 (d)) OBLIGATION 

Mr. Carr. Provide obligations for the first quarter of fiscal year 
1994 for the projects and activities affected by section 310(d) of the 
1994 Transportation Appropriations Act, Public Law 103-122. 

[The information follows:] 
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FY 1994 FIRST QUARTER OBLIGATIONS 



STATE 



FIRST QUARTER 
OBLIGATIONS 



ALABAMA 


37 


,295 


,086.00 


ALASKA 


30 


,848 


,138.54 


ARIZONA 


30 


,164 


,779.68 


ARKANSAS 


24 


,219 


,878.00 


CALIFORNIA 


225 


,454 


,220.00 


COLORADO 


32 


,222 


,414.85 


CONNECTICUT 


44 


;731 


,236.19 


DELAWARE 


2 


,164 


,261.31 


DIST. OF COL. 


9 


,470 


,461.68 


FLORIDA 


78 


,661 


,304.00 


GEORGIA 


57 


,889 


,869.87 


HAWAII 


6 


,405 


,744.26 


IDAHO 


16 


,284 


,170.00 


ILLINOIS 


85 


,692 


,484.46 


INDIANA 


43 


,725 


,977.00 


IOWA 


30 


,049 


,250.10 


KANSAS 


23 


171 


,582.24 


KENTUCKY 


29 


,827 


,238.78 


LOUISIANA 


35 


475 


,350.91 


MAINE 


11 


,932 


,583.22 


MARYLAND 


37 


,745 


,055.42 


MASSACHUSETTS 


147 


,997 


,613.48 


MICHIGAN 


37 


,180 


,670.27 


MINNESOTA 


31 


,404 


,916.00 


MISSISSIPPI 


25 


,607 


,856.00 


MISSOURI 


49 


,591 


,634.13 


MONTANA 


22 


,267 


,817.77 


NEBRASKA 


19 


575 


,837.00 


NEVADA 


11 


,204 


,346.00 


NEW HAMPSHIRE 


2 


,781 


,606.58 


NEW JERSEY 


61 


270 


,355.30 


NEW MEXICO 


25, 


512 


798.00 


NEW YORK 


126, 


033 


,471.38 


NORTH CAROLINA 


44, 


003, 


661.00 


NORTH DAKOTA 


14, 


980, 


718.00 


OHIO 


83, 


195, 


386.22 


OKLAHOMA 


32, 


091, 


846.00 


OREGON 


23, 


238, 


226.65 


PENNSYLVANIA 


98, 


574, 


670.00 


RHODE ISLAND 


14, 


524, 


123.21 


SOUTH CAROLINA 


29, 


269, 


939.00 


SOUTH DAKOTA 


17, 


201, 


887.22 


TENNESSEE 


47 


708, 


608.13 


TEXAS 


143, 


024, 


228.00 


UTAH 


18, 


178, 


863.94 


VERMONT 


10, 


345, 


103.61 


VIRGINIA 


43, 


899, 


322.81 


WASHINGTON 


45, 


421, 


992.75 


WEST VIRGINIA 


22, 


382, 


911.08 


WISCONSIN 


41, 


441, 


947.38 


WYOMING 


15, 


806, 


387.00 


PUERTO RICO 






0.00 



TOTAL 



2,199,149,830.42 
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FEDERAL-AID ESTIMATED 1995 OBLIGATION LIMITATION 

Mr. Carr. Provide a table reflecting estimated distribution by 
state of the federal-aid-highways obligation limitation as proposed 
in the 1995 budget. 

[The information follows:] 
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ESTIMATED FY 1995 LIMITATION AT $19,969 BILLION 



STATE 

ALABAMA 

ALASKA 

ARIZONA 

ARKANSAS 

CALIFORNIA 

COLORADO 

CONNECTICUT 

DELAWARE 

DIST. OF COL. 

FLORIDA 

GEORGIA 

HAWAII 

IDAHO 

ILLINOIS 

INDIANA 

IOWA 

KANSAS 

KENTUCKY 

LOUISIANA 

MAINE 

MARYLAND 

MASSACHUSETTS 

MICHIGAN 

MINNESOTA 

MISSISSIPPI 

MISSOURI 

MONTANA 

NEBRASKA 

NEVADA 

NEW HAMPSHIRE 

NEW JERSEY 

NEW MEXICO 

NEW YORK 

NORTH CAROLINA 

NORTH DAKOTA 

OHIO 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

RHODE ISLAND 

SOUTH CAROLINA 

SOUTH DAKOTA 

TENNESSEE 

TEXAS 

UTAH 

VERMONT 

VIRGINIA 

WASHINGTON 

WEST VIRGINIA 

WISCONSIN 

WYOMING 

PUERTO RICO 

SUBTOTAL 



ESTIMATED 
FY 1995 
LIMITATION 



,340 
,920 
,335 
,221 
,434 
,525 
,913 
,971 
,382 
,726 
,437 
,244 
,201 
,976 
,454 
,398 
,259 
,838 
,253 
,834 
,309 
,925 
,135 
,775 
,281 
,120 
,769 
,898 
,220 
,219 
,835 
,553 
,102 
,749 
,864 
,209 
,264 
,666 
,114 
,545 
,423 
,247 
,844 
,392 
,661 
,379 
,362 
,739 
,091 
,831 
,524 
,984 



17,901,306,690 



316, 


766, 


224, 


391, 


254, 


110, 


218, 


819, 


1,596, 


430, 


209, 


512 


346, 


190, 


69, 


669, 


89, 


894, 


720, 


478, 


514, 


,427, 


123, 


794, 


122, 


873, 


641, 


311 


364, 


,262, 


227 


,256, 


193 


,280, 


261 


,254, 


258 


,909, 


104, 


414, 


329 


,938, 


1,077 


,600, 


494 


,741 


238 


173 


201 


,500, 


388, 


,319 


162 


,857, 


142 


,266, 


109, 


,748, 


84 


,439, 


501, 


,332, 


185 


,782, 


913 


,743, 


468 


,205, 


112 


,838, 


676 


,066, 


255 


,807, 


203 


,817, 


781 


,338, 


111 


,829, 


241 


,868, 


124 


,776, 


375 


,167, 


1,167 


,619, 


136 


,061, 


76 


,160, 


405 


,883, 


365 


,729, 


162 


r998. 


348 


,121, 


115 


,231 


83 


,290, 
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PAVEMENT CONDITIONS ON INTERSTATE SYSTEM 

Mr. Carr. Provide a breakdown by state of the pavement condi- 
tions on the interstate system, similar to the information contained 
on page 689 of the 1994 hearing volume. 

[The information follows:] 
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Exhibit 3-16 
Interstate Pavements in Poor Condition 
'lercent of paved mileage witti PSR less than or equal to 2.5) 



State 


Year || 


1983 


1985 


1987 


1989 


1991 


1992 


Alabama 


0.0 


0.2 


0.1 


0.1 


0.0 


0.0 


Alaska 


31.5 


30.0 


41.8 


26.4 


5.1 


14.1 


Arizona 


6.2 


5.7 


13.3 


27.4 


1.2 


0.4 


Arkansas 


3.5 


4.2 


4.4 


5.0 


0.9 


1.9 


California 


13.2 


6.1 


8.1 


7.1 


5.0 


0.6 


Colorado 


13.3 


6.8 


5.8 


7.6 


30.3 


0.0 


Connecticut 


0.3 


0.6 


1.5 


1.2 


0.9 


0.9 


Delaware 


0.0 


0.0 


0.0 


0.0 


0.0 


0.0 


District of Columbia 


16.7 


33.3 


25.0 


25.0 


25.0 


0.0 


Florida 


5.2 


2.9 


6.7 


5.9 


13.0 


2.3 


Georgia 


1.1 


0.0 


15.0 


11.7 


0.0 


0.0 


Hawaii 


0.0 


0.0 


0.0 


0.0 


2.3 


0.0 


Idaho 


12.0 


14.2 


15.4 


30.7 


22.6 


30.4 


Illinois 


7.2 


6.3 


4.7 


3.8 


3.9 


1.5 


Indiana 


4.8 


7.3 


5.2 


5.2 


1.9 


0.5 


Iowa 


1.4 


3.8 


14.8 


7.4 


6.9 


3.4 


Kansas 


66.5 


66.8 


11.0 


9.6 


5.0 


0.4 


Kentucky 


7.7 


5.3 


2.6 


5.6 


5.0 


0.8 


Louisiana -. 


13.3 


2.0 


9.2 


2.0 


1.7 


9.6 


Maine ^^^^^ — 


8.9 


7.7 


9.0 


7.1 


5.7 


3.6 


Maryland 


27.9 


0.5 


0.3 


4.6 


3.5 


0.0 


Massachusetts 


1.2 


2.3 


4.1 


2.5 


0.9 


0.2 


Michigan 


72.3 


25.3 


14.8 


10.7 


19.0 


7.2 


Minnesota 


2.9 


5.2 


3.6 


5.4 


3.1 


2.7 


lississippl 


20.8 


29.7 


39.2 


1.9 


0.0 


0.0 


..Missouri 


20.8 


31.6 


40.0 


42.0 


37.2 


0.2 


Montana 


3.0 


6.0 


9.1 


13.4 


5.0 


24.0 


Nebraska 


0.6 


8.9 


2.1 


9.4 


3.3 


3.7 


Nevada 


9.3 


9.6 


8.4 


33.9 


11.6 


10.6 


New Hampshire 


1.4 


0.0 


10.8 


19.6. 


16.5 


2.9 


New Jersey 


3.9 


8.1 


3.8 


14.8 


1.5 


0.1 


New Mexico 


34.6 


34.8 


12.9 


1.3 


38.1 


17.9 


New York 


8.5 


5.2 


6.2 


6.1 


5.3 


0.5 


North Carolina 


4.2 


2.4 


2.5 


0.7 


0.6 


0.2 


North Dakota 


0.0 


0.0 


25.6 


0.2 


32.3 


1.3 


Ohio 


21.5 


11.7 


10.2 


11.7 


7.2 


0.6 


Oklahoma 


23.3 


19.0 


23.6 


2.5 


0.3 


0.1 


Oregon 


46.2 


33.1 


35.3 


15.3 


9.8 


7.8 


Pennsylvania 


11.0 


16.5 


9.3 


7.8 


2.8 


1.1 


Rhode Island 


40.0 


37.1 


24.3 


31.4 


1.4 


0.2 


South Carolina 


3.4 


3.7 


6.5 


7.5 


6.6 


11.0 


South Dakota 


0.0 


0.0 


0.0 


0.0 


3.1 


11.2 


Tennessee 


10.7 


7.1 


36.3 


9.1 


16.6 


4.5 


Texas 


14.8 


8.7 


6.7 


4.5 


2.5 


0.9 


Utah 


3.0 


5.9 


1.0 


1.3 


3.5 


5.0 


Vermont 


3.8 


10.3 


4.4 


18.7 


5.9 


3.3 


Virginia 


9.1 


6.8 


15.6 


17.3 


12.1 


7.7 


Washington 


18.6 


0.6 


0.9 


1.3 


0.1 


0.0 


West Virginia 


12.9 


6.7 


1.7 


4.0 


6.4 


7.7 


Wisconsin 


30.8 


23.5 


24.7 


18.6 


0.0 


0.2 


Wyoming 


5.6 


0.2 


0.2 


0.2 


0.0 


0.0 



lurce: Highway Statistics, various years. 



79-4060-94-11 
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PAVEMENT CONDITIONS BY FUNCTIONAL CLASSIFICATION 

Mr. Carr. Update the information appearing on page 691 of the 
1994 hearing volume concerning pavement conditions by functional 
classification. 

[The information follows:] 
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For Exhibit 3- 13 



Adds 1992 data 





Year 


PAVEMENT CONDITION || 


Functional System 


Poor 


Mediocre 


Fair 


Good 


Unpaved 


Total 1 


Rural Interstate 


1985 


10.8% 


14.1% 


15.4% 


59.7% 


0.0% 


100.0% 




1987 


11.6% 


15.5% 


14.4% 


58.4% 


0.0% 


100.0% 




1989 


9.1% 


15.4% 


17.1% 


58.4% 


0.0% 


100.0% 




1991 


7.6% 


15.6% 


15.9% 


60.8% 


0.0% 


100.0% 




1992 


5.2% 


14.1% 


17.4% 


63.2% 


0.0% 


100.0% 


Urban Interstate 


1985 


11.1% 


19.5% 


13.5% 


56.0% 


0.0% 


100.0% 




1987 


11.1% 


18.5% 


15.0% 


55.4% 


0.0% 


100.0% 




1989 


9.6% 


16.1% 


16.7% 


57.6% 


0.0% 


100.0% 




1991 


7.7% 


15.6% 


16.6% 


60.1% 


0.0% 


100.0% 




1992 


7.1% 


13.2% 


17.0% 


62.6% 


0.0% 


100.0% 


Rural Other Arlerials 


1985 


8.3% 


10.0% 


36.7% 


44.9% 


0.1% 


100.0% 




1987 


6.6% 


11.0% 


37.3% 


45.0% 


0.1% 


100.0% 




1989 


4.8% 


9.9% 


37.4% 


47.8% 


0.1% 


100.0% 




1991 


3.9% 


8.0% 


38.3% 


49.8% 


0.0% 


100.0% 




1992 


3.7% 


6.6% 


35.8% 


53.9% 


0.0% 


100.0% 


Urban Other Arterials 


1985 


9.0% 


13.9% 


34.7% 


42.0% 


0.5% 


100.0% 




1987 


8.7% 


14.0% 


35.2% 


41.7% 


0.4% 


100.0% 




1989 


7.7% 


13.4% 


36.5% 


42.1% 


0.3% 


100.0% 




1991 


6.8% 


13.2% 


36.0% 


43.6% 


0.4% 


100.0% 




1992 


7.2% 


12.8% 


34.3% 


45.5% 


0.3% 


100.0% 


Rural Collectors 


1985 


12.8% 


13.4% 


27.5% 


24.2% 


22.3% 


100.0% 




1987 


12.0% 


13.0% 


26.9% 


26.5% 


21.7% 


100.0% 




1989 


10.5% 


12.7% 


27.9% 


28.6% 


20.3% 


100.0% 




1991 


8.2% 


12.0% 


29.8% 


30.1% 


19.9% 


100.0% 




1992 


8.1% 


11.3% 


29.1% 


31.8% 


19.7% 


100.0% 


Urban Collectors 


1985 


13.1% 


17.4% 


35.3% 


32.5% 


1.7% 


100.0% 




1987 


13.6% 


17.4% 


36.6% 


31.1% 


1.3% 


100.0% 




1989 


17.6% 


16.5% 


33.3% 


31.3% 


1.4% 


100.0% 




1991 


11.3% 


17.4% 


36.0% 


34.2% 


1.1% 


100.0% 




1992 


10.5% 


16.9% 


35.2% 


36.4% 


1.1% 


100.0% 



Note: The above categories are based on the following PSR ranges: 
Poor: 0.0 - 2.0 (2.5 for Interstate) 

Mediocre: 2.1 - 2.5 (2.6 - 3.0 for Interstate) 
Fair: 2.6 - 3.4 (3.1 - 3.4 for Interstate) 

Good: 3.5 - 5.0 



Source: 'Highway Statistics* 
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STATUS AND COST OF THE INTERSTATE SYSTEM 

Mr. Carr. Update the information appearing on page 693 of the 
1994 hearing volume regarding the cost and status of the interstate 
system. 

[The information follows:] 






-.} 
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INTERSTATE SYSTEM - STATUS OF OPEN-TO-TRAFFIC MILEAGE 

Miles 

Total open-to-traffic (as of Dec. 31, 1993) 42,741 

Approximate breakdown: 

Complete to full standards or requires 40,314 
minor improvements 

Toll mileage 2,232 

Added lanes needed 148 

Major upgrading needed 47 

Open-to-traffic work includes some 195 miles which require further 
construction work eligible for Interstate Construction funding. There are 47 
miles of segments requiring initial major upgrading such as reconstruction of 
pavements, bridges and interchanges and the addition of lanes to meet design 
year traffic and standards. Another 148 miles require added lanes (including 
high occupancy vehicle lanes eligible for Interstate Construction funding). 
The remaining 40,314 miles (not including toll mileage) are eligible for 
upgrading work with Interstate Maintenance or National Highway System funds. 
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COST OF THE INTERSTATE SYSTEH ^ 

Item Total Federal -Aid 

funds 

1,500-mile addition 3,375 3,308 

Major system adjustments (decrease) (4,620) (4,158) 

United Price increases 41,279 37,151 

Added interchanges and grade separations 2,934 2,641 

Added lanes 3,588 3,229 

Upgraded roadway designs 4,610 4,149 

Changed structure designs 4,598 4,138 

Pavement overl ays 375 338 

Added landscaping, erosion control, rest areas 2,047 1,842 

Safety on work underway 845 761 

Safety on completed sections 1,020 918 

Additional Preliminary Engineering 3,630 3,267 

Right of Way and relocation increases 8,628 7,765 

20-year design period 342 308 

4-1 ane minimum requirement 335 302 

Social, economic & environmental features 4,058 3,652 

Mass transit, fringe parking 125 113 

Miscellaneous - traffic increases, utility 

adjustments, added planning and research, FHWA 

research, more costly locations, project 

overruns, contingency items, et cetera 14,160 10,947 

"' Total increases 91,330 80,400 

1958 estimate 37,570 33,900 

1991 estimate 128,900 114,300 

^ This data is based on the 1991 Interstate Cost Estimate Report to Congress, 

the most recent data available, and is a repeat of the data in last year's 
report. 
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DEFICIENT BRIDGES 



Mr. Carr. Update the information appearing on page 694-696 of 
the hearing volume concerning deficient bridges. 
[The information follows:] 



STATE 
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Count of Deficient Bridges by State 

Nation Highway System (NHS) 

As of December 1993 

Bridges in Non-Deficient Structurally Functionally Deficient Percent Rank* 
Inventory Bridges Deficient Obsolete Bridges Deficient By % 



A1 abama 


2.739 


1.948 


96 


695 


791 


29% 


33T 


Alaska 


324 


259 


24 


41 


65 


20X 


12T 


Arizona 


2,946 


2,669 


22 


255 


277 


9X 


2 


Arkansas 


2,091 


1,640 


93 


358 


451 


22% 


18 


California 


9,285 


6.727 


179 


2,379 


2,558 


28X 


28T 


Colorado 


2,069 


1,603 


110 


356 


466 


23X 


19T 


Connecticut 


1,708 


1.190 


181 


337 


518 


BOX 


36 


Delaware 


264 


183 


12 


69 


81 


31X 


37 


Dist. of Col 


191 


73 


37 


81 


118 


62X 


50 


Flordia 


4,635 


3.589 


59 


987 


1,046 


23X 


19T 


Georgia 


2,768 


2.218 


77 


473 


550 


20X 


12T 


Hawaii 


313 


163 


16 


134 


150 


48X 


49 


Idaho 


813 


605 


31 


177 


208 


26X 


25T 


Illinois 


3,157 


2.269 


379 


509 


888 


28X 


28T 


Indiana 


3,164 


2.630 


139 


395 


534 


17X 


7T 


Iowa 


2,090 


1,718 


110 


262 


372 


18X 


9T 


Kansas 


2.942 


2,215 


141 


566 


727 


25X 


22T 


Kentucky 


1,886 


1,500 


37 


349 


386 


20X 


12T 


Louisiana 


2.577 


1.866 


154 


557 


711 


28X 


28T 


Maine 


530 


374 


44 


112 


156 


29X 


33T 


Maryl and 


1.218 


863 


62 


293 


355 


29X 


33T 


Massachusetts 


2.314 


830 


248 


1,236 


1,484 


64X 


52 


Michigan 


2.525 


1.707 


440 


378 


818 


32X 


38T 


Minnesota 


1.765 


1.518 


143 


104 


247 


14X 


4 


Mississippi 


2.407 


1.557 


101 


749 


850 


35X 


44T 


Missouri 


2.626 


2.009 


213 


404 


617 


23X 


19T 


Montana 


1.257 


944 


16 


297 


313 


25X 


22T 


Nebraska 


1,305 


1.093 


134 


78 


212 


16X 


5T 


Nevada 


649 


489 


12 


148 


160 


25X 


22T 


New Hampshire 


636 


458 


62 


116 


178 


28X 


28T 


New Jersey 


2,593 


1.581 


453 


559 


1.012 


39X 


47 


New Mexico 


1.498 


1,347 


68 


83 


151 


lOX 


3 


New York 


4.659 


1,733 


2,204 


722 


2.926 


63X 


51 


North Carolina 


2.696 


1,837 


369 


490 


859 


32X 


38T 


North Dakota 


609 


S62 


20 


27 


47 


8X 


1 


Ohio 


4.940 


3.63S 


408 


897 


1.305 


26X 


25T 


Oklahona 


2.876 


2.323 


162 


391 


553 


19X 


11 


Oregon 


1.837 


1.20« 


81 


550 


631 


34X 


42T 


Pennsylvania 


5.248 


3.465 


850 


933 


1.783 


34X 


42T 


Rhode Island 


364 


206 


52 


106 


158 


43X 


48 


South Carolina 


1.412 


1.125 


34 


253 


287 


20X 


12T 


South Dakota 


900 


743 


62 


95 


157 


17X 


7T 


Tennessee 


3.580 


2.580 


320 


680 


1.000 


28X 


28T 


Texas 


15.258 


12.755 


395 


2.108 


2.503 


16X 


5T 


Utah 


1.054 


719 


101 


234 


335 


32X 


38T 


Venwnt 


459 


310 


18 


131 


149 


32X 


38T 


Virginia 


3.121 


2.558 


199 


364 


563 


18X 


9T 


Washington 


2,061 


1,523 


60 


478 


538 


26X 


25T 


West Virginia 


968 


632 


169 


167 


336 


35X 


44T 


Wisconsin 


2.882 


2.288 


466 


128 


594 


2 IX 


17 


Wyoning 


1.182 


950 


17 


215 


232 


20X 


12T 


Puerto Rico 


617 


380 


59 


178 


237 


38X 


46 



TOTAL 124.008 91.365 9.939 22.704 
* Nuaber represents, least to aost. the State deficiency ranking. 



32.643 26X 
'T' neans a tie ranking. 
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STATE 



Count of Deficient Bridges by State 

Other Federal Aid Highway 

As of December 1993 

Bridges'in Non-Deficient Structurally Functionally 
Inventory Bridges Deficient Obsolete 



Alabama 


5,064 


Alaslca 


342 


Arizona 


2.077 


Arkansas 


5,511 


California 


6,716 


Colorado 


1.906 


Connecticut 


1.112 


Delaware 


229 


Dist. of Col. 


34 


Flordia 


2.564 


Georgia 


5.436 


Hawaii 


399 


Idaho 


1,088 


Illinois 


7,778 


Indiana 


4,450 


Iowa 


5,168 


Kansas 


7,990 


Kentucky 


3,320 


Louisiana 


8,730 


Maine 


769 


Maryland 


645 


Massachusetts 


1,542 


Michigan 


3,778 


Minnesota 


3,647 


Mississippi 


7,241 


Missouri 


6,566 


Montana 


1,264 


Nebraska 


3,819 


Nevada 


238 


New Hampshire 


563 


New Jersey 


1,923 


New Mexico 


1,503 


New York 


4,633 


North Carolina 


3,382 


North Dakota 


1,115 


Ohio 


7,011 


Oklahoma 


7,779 


Oregon 


2,655 


Pennsylvania 


6.134 


Rhode Island 


252 


South Carolina 


3,077 


South Dakota 


1,790 


Tennessee 


5,554 


Texas 


14,202 


Utah 


631 


Vermont 


838 


Virginia 


4.253 


Washington 


2.123 


West Virginia 


2,373 


Wisconsin 


3,813 


Wyoming 


727 


Puerto Rico 


590 



3,544 

284 

1,918 

4,419 

4,941 

1.559 

711 

176 

13 

1.898 

4.017 

156 

886 

6.005 

3,355 

4,161 

6,565 

2,057 

4,932 

457 

391 

616 

2,501 

3.068 

4.552 

4,104 

1,062 

3,199 

207 

375 

884 

1,219 

1,668 

2,190 

1,000 

4,988 

5,565 

1,996 

3.321 

113 

2,439 

1.586 

3.786 

12,048 

510 

483 

2,875 

1,499 

1,183 

2.750 

683 

186 



773 

25 

46 
512 
406 
187 
159 

28 
8 

85 
596 

92 

78 
1.077 
587 
502 
610 
229 
2,687 
103 

67 

314 

700 

418 

2,106 

1,585 

80 
420 

15 

90 

546 

152 

2,504 

633 

74 

1.122 

1,657 

228 

1,730 

61 
190 
133 
815 
640 

61 
161 
485 
106 
600 
895 

17 
118 



747 

33 
113 
580 
1,369 
160 
242 

25 

13 
581 
823 
151 
124 
696 
508 
505 
815 
1,034 
1.111 
209 
187 
612 
577 
161 
583 
877 
122 
200 

16 

98 
493 
132 
461 
559 

41 

901 

557 

431 

1,083 

78 
448 

71 

953 

1,514 

60 
194 
893 
518 
590 
168 

27 
286 



icient 


Percent 


Rank* 


idges 


Deficient 


By % 


1.520 


30% 


30 


58 


17% 


10 


159 


8% 


2 


1,092 


20% 


17 


1,775 


26% 


23T 


347 


18% 


IIT 


401 


36% 


36 


53 


23% 


19T 


21 


62% 


50 


666 


26% 


23T 


1,419 


26% 


23T 


243 


61% 


49 


202 


19% 


13T 


1,773 


23% 


19T 


1.095 


25% 


21T 


1.007 


19% 


13T 


1.425 


18% 


IIT 


1,263 


38% 


39T 


3,798 


44% 


43 


312 


41% 


41 


254 


39% 


391 


926 


60% 


48 


1,277 


34% 


34 


579 


16% 


7T 


2.689 


37% 


37T 


2.462 


37% 


37T 


202 


16% 


7T 


620 


16% 


7T 


31 


13% 


5 


188 


33% 


33 


1.039 


54% 


46 


284 


19% 


13T 


2.965 


64% 


51 


1,192 


35% 


35 


115 


10% 


3 


2,023 


29% 


28T 


2,214 


28X 


26T 


659 


25X 


21T 


2,813 


46X 


44 


139 


55X 


47 


638 


21X 


18 


204 


IIX 


4 


1,768 


32X 


31T 


2,154 


15X 


6 


121 


19X 


13T 


355 


42X 


42 


1,378 


32X 


31T 


624 


29X 


28T 


1,190 


50X 


45 


1,063 


28X 


26T 


44 


6X 


1 


404 


68% 


52 



TOTAL 175,754 124,915 27,395 23,444 
* Number represents, least to most, the State deficiency ranking. 



50,839 29X 
"T" means a tie ranking. 
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Count of Deficient Bridges by State 
Non Federal Aid Highways 
As of December 1993 

Bridges in Non-Deficient Structurally Functionally Deficient Percent Rank* 
Inventory Bridges Deficient Obsolete Bridges Deficient By % 



Alabama 


7,623 


4.593 


2,243 


787 


3,030 


40% 


30T 


Alaska 


186 


107 


44 


35 


79 


42% 


33T 


Arizona 


1,018 


840 


65 


113 


178 


17% 


1 


Arkansas 


5,018 


2,587 


1,722 


709 


2.431 


48% 


41T 


California 


6,490 


4.529 


787 


1.174 


1.961 


30% 


14T 


Colorado 


3,279 


2.408 


614 


257 


871 


27% 


IIT 


Connecticut 


1.207 


772 


191 


244 


435 


36% 


22T 


Delaware 


252 


184 


37 


31 


68 


27% 


IIT 


Dist. of Col. 


12 


2 


1 


9 


10 


83% 


52 


Flordia 


3,457 


2.575 


255 


627 


882 


26% 


9T 


Georgia 


6,074 


3.909 


1,705 


460 


2,165 


36% 


22T 


Hawaii 


347 


184 


50 


113 


163 


47% 


39T 


Idaho 


1,792 


1.411 


253 


128 


381 


21% 


4T 


Illinois 


13,925 


10.210 


2.698 


1.017 


3,715 


27% 


IIT 


Indiana 


10,115 


6.467 


2,549 


1.099 


3,648 


36% 


22T 


Iowa 


17.605 


11.536 


3,852 


2.217 


6,069 


34% 


19 


Kansas 


14,563 


8,416 


3,698 


2.449 


6,147 


42% 


33T 


Kentucky 


7,737 


4,923 


1,338 


1.476 


2.814 


36% 


22T 


Louisiana 


2,378 


1,544 


484 


350 


834 


35% 


20T 


Maine 


1,042 


632 


196 


214 


410 


39% 


27T 


Maryl and 


2,488 


1,516 


342 


630 


972 


39% 


27T 


Massachusetts 


1,181 


581 


298 


302 


600 


51% 


46 


Michigan 


3.948 


2.439 


1,150 


359 


1.509 


38% 


26 


Minnesota 


7.137 


5.320 


1,341 


476 


1,817 


25% 


7T 


Mississippi 


6.878 


3.468 


3,050 


360 


3,410 


50% 


44T 


Missouri 


13.805 


6.082 


6,671 


1.052 


7.723 


56% 


48 


Montana 


1.919 


1,344 


401 


174 


575 


30% 


14T 


Nebraska 


10.409 


5.758 


3,685 


966 


4.651 


45% 


37 


Nevada 


258 


209 


34 


15 


49 


19% 


2 


New Hampshire 


1.078 


567 


297 


214 


511 


47% 


39T 


New Jersey 


1,672 


863 


505 


304 


809 


48% 


41T 


New Mexico 


555 


436 


61 


58 


119 


21% 


4T 


New York 


8.007 


2,761 


4,924 


322 


5.246 


66% 


51 


North Carolina 


9.872 


5,930 


2.583 


1.359 


3.942 


40% 


30T 


North Dakota 


2.903 


1,614 


990 


299 


1.289 


44% 


36 


Ohio 


15.685 


10.154 


2.696 


2,835 


5.531 


35% 


20T 


Oklahoma 


12.179 


5,533 


5.963 


683 


6.646 


55% 


47 


Oregon 


2.030 


1.509 


294 


227 


521 


26% 


9T 


Pennsylvania 


10,933 


5,636 


3,077 


2.220 


5.297 


48% 


41T 


Rhode Island 


113 


47 


34 


32 


66 


58% 


49 


South Carolina 


4.459 


3,576 


711 


172 


883 


20% 


3 


South Dakota 


3.428 


1.955 


1.096 


377 


1.473 


43% 


35 


Tennessee 


9.421 


6.330 


2,113 


978 


3.091 


33% 


18 


Texas 


17.598 


10.423 


4.454 


2.721 


7.175 


41% 


32 


Utah 


985 


739 


183 


63 


246 


25% 


7T 


Vermont 


1.347 


722 


425 


200 


625 


46X 


38 


Virginia 


5.374 


3,643 


752 


979 


1,731 


32% 


17 


Washington 


2.655 


2.068 


215 


372 


587 


22% 


6 


West Virginia 


3.124 


1.573 


845 


706 


1.551 


50% 


44T 


Wisconsin 


6.402 


4.410 


1.750 


242 


1.992 


31% 


16 


Wyoming 


955 


585 


232 


138 


370 


39% 


27T 


Puerto Rico 


576 


236 


106 


234 


340 


59% 


50 



TOTAL 272.918 165.620 73,954 33.344 107,298 39% 
* Number represents, least to most, the State deficiency ranking. *T' means a tie ranking. 
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rVHS RADIO FREQUENCY SPECTRUM SPACE 

Mr. Carr. Undate the status of the FVHS radio frequency spec- 
trum space issue as discussed on page 697 of the 1994 hearing vol- 
ume. 

[The information follows:] 

The Federal Highway Administration (FHWA) has continued close liaison with 
both the National Telecommunications and Information Administration (NTIA) and 
the FCC concerning IVHS spectrum needs. In addition, IVHS AMERICA formed a 
Communications Spectrum Task Force (CSTF) to address spectrum issues. The 
FHWA is a participant on this task force, in addition to ovu" role to develop DOT 
comments on relevant FCC issues. 

The CSTF has prepared comments on behalf of the IVHS community on FCC 
dockets deaUng with reallocation of spectrum, spectrum auctions, and proposed revi- 
sions to the allocation of spectrum in the band now shared by IVHS vehicle location 
and monitoring systems, electronic toU collection systems, and a host of non-IVHS 
systems such as cordless phones and garage door openers. In order to relieve some 
of the crowding in the band, and to provide international compatibility, the CSTF 
has also been working with NTIA to identify spectrum in the 5.8 GHz band that 
might be made available for FVHS service, providing a long-term solution to the con- 
gestion in the 902-928 MHz band. 

ACCIDENT FATALITY RATES 

Mr. Carr. Update the fatal accident rate information that ap- 
pears on page 697 of the 1994 hearing volume: 
[The information follows:] 

FATAL ACCIDENT RATES 
[Per 100 million miles of travel] 

Combina- Medium 
tion vehi- and heavy All vehicles 
cles trucks 

Year: 

1985 4.9 3.8 2.2 

1986 4.7 3.7 2.2 

1987 4.4 3.5 2.2 

1988 4.4 3.5 2.1 

1989 3.9 3.2 1.9 

1990 3.7 3.0 1.9 

1991 3.2 2.7 1.7 

1992 2^ 2^5 U 

Source: Vehicle Miles of Travel — Federal Highway Administration, fatal Crashes — Fatal Accident Reporting System. 

FEDERAL-AID HIGHWAY CONSTRUCTION PRICE TRENDS 

Mr. Carr. Update the information on price trends for federal-aid 
highway construction depicted on page 699 of the 1994 hearing vol- 
ume. 

[The information follows:] 
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PRICE TRENDS FOR FEDERAL-AID HIGHWAY CONSTRUCTION 

1987 Base 
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1972 ._.. 


.72 


29.7 


6.42 


43.6 


9J3 


37.5 


39J 


.181 


41.1 


342 


38.6 


100.17 


41.6 


40.7 


38.6 


1973 . 


.80 


33.0 


7.00 


47.5 


10.02 


40.7 


42.9 


.207 


47.0 


312 


42.0 


111.81 


46.4 


45.4 


415 


1974 . 


1.00 


41.2 


8.88 


6a3 


14.74 


59.8 


60.0 


J39 


76.9 


J51 


62.3 


136.80 


56.8 


61.7 


57.9 


tVJf 


1.03 


415 


8.88 


6a3 


15.13 


61.4 


61.0 


391 


67.4 


SU 


616 


138.76 


57.6 


60.6 


58.1 




1976 


1.03 


415 


8.92 


6a6 


1483 


60.2 


60.3 


2S» 


585 


.484 


$4.7 


139.59 


58.0 


512 


56.3 


1977 _. 


1.16 


47.8 


9.95 


67.5 


15.47 


618 


64.3 


212 


61.7 


J20 


58.8 


143.51 


59.6 


59.7 


59.8 


1978 . 


1J4 


63.5 


1190 


80.8 


17.16 


69.6 


73.3 


.316 


71.7 


.603 


68.1 


17141 


71.6 


70.7 


70.7 


1070 


1.62 


66.8 


14 02 


95 2 


21.21 


86.1 


89 


421 


95.5 


.759 
.941 


85.8 
106.3 


211.33 
226.68 


87.8 
94.1 


88.6 
100.0 


855 

97.2 


1980 -.. 


1.83 


75.5 


14.92 


101.3 


2529 


1016 


102.2 


.483 


109.6 


1981 _ . 


1.76 


716 


14.17 


96.2 


25.63 


104.0 


101.4 


.438 


99.4 


.790 


89.3 


231.64 


96.2 


94.9 


94.2 


1982 . 


1J9 


65.6 


13.03 


88.5 


24.33 


98.7 


95.3 


.407 


92.4 


.762 


86.1 


219.63 


91.2 


90.0 


885 


1983 


1.74 


71.8 


12.69 


8&I 


24.27 


98.5 


94.4 


J98 


90.3 


.708 


80.0 


213.85 


88.8 


86.7 


87.6 


ton 


1.90 


78.4 


13.64 


916 


26J2 














218.02 
243.60 


90J 
101.2 


88.2 
98 1 


916 
1010 


1985 ... 


2.24 


914 


14.31 


97.1 


28.52 


1157 


1096 


.444 


1007 


.796 


89.9 


IO«A 


2.28 


94.0 


15 63 


106 1 


26 48 


107 4 


107 


442 


1003 


850 


960 


236.37 
240.81 


98.2 
100.0 


98.0 
100.0 


101.1 

loao 


1987 .__. 


2.42 


1000 


1480 


100.0 


24.65 


100.0 


100.0 


.441 


100.0 


.885 


100.0 


1988:. 
Fir« qtianrr 


3.35 


138.2 


1522 


1033 


26.09 


105.9 


105.0 


J05 


114.6 


.899 


101.6 


296.05 


122.9 


115.9 


1U.8 


Seoood quajur 


2.17 


89.5 


13.42 


91.1 


23.21 


94.2 


93.2 


.474 


107.6 


.882 


99.7 


261.42 


108.6 


106.0 


98.3 


Thjrd quarter — . 


3.08 


127.0 


1458 


990 


2453 


99.5 


99.3 


JOO 


113.5 


.977 


110.4 


281.85 


117.0 


1147 


1103 


Four quarter 


163 


108.5 


1438 


97.6 


26.33 


106.8 


103.8 


.493 


111.9 


.950 


107.3 


260.82 


108.3 


108.7 


106.6 


Aaiiual 


2.72 


1112 


1433 


97.3 


2491 


101.1 


99.8 


.494 


1121 


.924 


104.4 


274.12 


113.8 


111.0 


106.6 


1989: 
First quarter 


2.44 


100.6 


15.80 


107.3 


23.14 


93.9 


98.3 


.612 


138 9 


1.091 


123.3 


312.62 


129.8 


129.6 


1114 


SeooDd quarter 


2.28 


94.0 


1542 


104.7 


23.50 


95.3 


98.4 


300 


113.5 


1.008 


113.9 


262.95 


109J 


1112 


103.4 


''^urd quarter 


2.22 


91.6 


1480 


100.5 


25.08 


101.8 


101.3 


.615 


139.5 


.946 


106.9 


299.35 


124.3 


1223 


109.1 


nh quarter 


2.81 


1IS.9 


U.85 


100.8 


2448 


99.3 


99.8 


.485 


110.0 


1.063 


120.1 


257.49 


106.9 


1109 


107.1 


uuiual 


2.40 


99.0 


15.17 


103.0 


24 08 


97.7 


99.4 


J56 


126.2 


1.018 


115 


283.40 


117.7 


118 4 


1077 


1990: 
First quarter 


2.54 


104.7 


1601 


108.7 


24.44 


99.2 


102.3 


J92 


134.4 


1.023 


115.5 


291.00 


120.8 


121.8 


111.2 


Secx>Dd quarter 


2J5 


105.0 


15.55 


105.6 


23.71 


96.2 


99.3 


JOO 


113 J 


0.941 


106 4 


277.41 


115.2 


112.6 


106.0 


Third quarter 


129 


94.3 


16.08 


109.2 


2417 


98.1 


101.7 


J51 


1250 


0.978 


llOJ 


301.76 


125.3 


1214 


109.2 


Fourth quarter 


118 


89.9 


17.34 


117.7 


26.21 


1063 


110.1 


.475 


107.8 


1.099 


124.1 


265J1 


110.3 


113J 


108.5 


AoAUal .. 


2.38 


98.1 


15.91 


108.0 


24.52 


99.5 


102.3 


J29 


120.0 


1.010 


114.1 


286.18 


118 8 


1178 


108.5 


1991: 
First quarter — „. 


122 


915 


15.96 


108.4 


27.13 


1101 


109.5 


J56 


126.1 


1.184 


133.8 


296.59 


123.2 


126 J 


1143 


Second quarter 


2.24 


912 


1616 


109.7 


26.07 


1058 


107.1 


.525 


119.2 


1.104 


124.8 


296.79 


123.2 


123.0 


111.8 


Third quarter 


144 


100.8 


17.33 


117.6 


24.05 


97.6 


104.2 


J09 


115.4 


.963 


108.8 


269J5 


111.9 


1117 


107.0 


Fourth quarter .. 


138 


98.1 


17.14 


116.4 


24.49 


99.4 


105.0 


.453 


102.7 


.922 


10*2 


221J8 


92.0 


97.1 


100.4 


Anoual ...-. ^. 


2.32 


95.5 


16J8 


1115 


25.52 


103.6 


106 J 


.505 


114.6 


1.030 


116.4 


264.98 


110.0 


112.5 


107.5 


1992: 
First quarter — 


113 


87.8 


17.08 


116.0 


25.31 


1017 


107.0 


.470 


106.6 


.869 


98.2 


255.52 


1061 


1041 


1019 


Second quarter 


2J7 


93.5 


I8J4 


123.9 


24J5 


99.6 


107.6 


.482 


109.4 


1.003 


113 J 


299.19 


124.2 


118 8 


110.4 


Third quarter _™ 


128 


94.0 


1773 


120.4 


23.19 


94.1 


102.7 


J99 


136.0 


.864 


97.7 


214J1 


89.1 


99.3 


99.9 


Fowth quarter 


1.93 


79.5 


18.23 


123.8 


25.27 


1015 


109i 


.485 


110.0 


.901 


101.8 


291.09 


120.9 


114.0 


107.0 


Aanua] _. . 


220 


90.8 


17.80 


120.8 


24.66 


100.1 


106.9 


J20 


117.9 


.916 


103J 


259.61 


107.8 


1084 


105.1 


1993: 
First quarter _.. 


160 


107.2 


18.37 


124.7 


25.13 


1010 


109.4 


.465 


105J 


SI* 


110.0 


271.18 


112.6 


110 7 


109.7 


Second qtiarter 


174 


113.1 


17.99 


1211 


24.46 


99.2 


106.7 


,489 


111.0 


.851 


962 


278.13 


115 J 


109.6 


109.0 


Tlurd quarter 


131 


95 3 


17.54 


119.1 


29.06 


117.9 


118.3 


.450 


102.2 


.826 


933 


247.72 


102.9 


100.2 


106.9 


Fourth quarter 


140 


98.9 


21.56 


146.4 


27.25 


110.6 


122.3 


.466 


105.8 


.846 


95J 


254.45 


1057 


1030 


110.3 


Aiuua] 


150 


103.2 


1881 


127.7 


2626 


106.6 


113J 


.467 


106.0 


.861 


97.3 


261.89 


108.7 


105.3 


108.3 
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CONSTRUCTION INDUSTRY UNEMPLOYMENT RATES 

Mr. Carr. Update the information on construction industry un- 
emplojrment rates shown on page 700 of the 1994 hearing volume. 
[The information follows:] 

Unemployment rate in the construction industry 

Annual: 

1975 18.1 

1976 15.7 

1977 12.7 

1978 10.6 

1979 10.2 

1980 14.1 

1981 15.6 

1982 20.0 

1983 18.4 

1984 14.3 

1985 13.1 

1986 13.1 

1987 11.6 

1988 10.6 

1989 10.0 

1990 11.1 

1991 15.4 

1992 16.7 

1993 14.3 

January 14.7 

February 14.3 

March 15.3 

April 14.7 

May 15.2 

June 15.1 

July 15.7 

August 14.7 

September 14.1 

October 13.7 

November 12.2 

December 12.7 

Source: From Monthly Labor Review, Bureau of Labor Statistics (BLS). Monthly data season- 
ally adjusted. The BLS does not make projections of future unemployment levels. 

COST TRENDS AND CAPACITY IN THE CONSTRUCTION INDUSTRY 

Mr. Carr. Update the information on cost trends and capacity in 
the construction industry depicted on page 700 of the 1994 hearing 
volume. 

[The information follows:] 

EXCESS CAPACITY IN HIGHWAY CONSTRUCTION INDUSTRY i 

[Amounts in billions of dollars] 

1993 1992 1991 1990 1989 1988 1987 

Average number bidders: 

Federal-aid except secondary 5.0 5.1 4.9 4.6 4.8 4.8 4.5 

Percent unemployment 14.3 16.7 15.4 11.1 10.0 10.6 11.6 

Federal-aid amounts including secondary 9.6 11.0 10.7 10.0 11.9 11.8 11.9 

Constant 1972 dollars deflated by FHWA bid price 

index 3.4 4.0 3.8 3.6 4.2 4.1 4.4 

'During 1992-1993 transition following enactment ot t)ie Intermodal Surface Transportation Efficiency Act. tfie data includes federal-aid 
contracts on tlie National Higfiway System and all pre-ISTEA federal-aid contracts except federal-aid secondary and off-system contracts. 
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FEDERAL-AID HIGHWAY OBLIGATIONS 

Mr. Carr. Provide a table showing fiscal years 1993 and 1994 
federal-aid highways obligation by program similar to the material 
on pages 706-707 of the 1994 hearing volume. 

[The information follows:] 

The following tables display actual fiscal year 1993 obligations for fiscal year 1993 
as of March 31, 1993 and fiscal year 1994 obligations for federal-aid highways by 
program. 



■'i • 



I' .' 
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707 



U S. DCPARTVENT OF TRAWPORTATION 
ftDERAL MIOMWAY AOtMNISTRATION 

SLMURT OF 

OBLIGATIONS OF FEDtRAL-AID HIGHWAT ruNOS 

APPORTIONED OR ALLOCATED TO STATES 

DURING FISCAL TEAM 1*S3 

AS Of HiKH 31, 1M3 

FUND 



OILISATIONS 



FEDERAL-AID HIGHWAY ACCOUNT 

SUMKARY - BY STATE 7..0J.0ie.«81 .55 
INTERSTATE 

INTERSTATE CONSTRUCTION ..< ,n4 ,,, ,. 

INTERSTATE GAP CLOSING «•• 'W».110.»« 

INTERSTATE DISCRETIONARY CONSTRUCTION •• !■•, „•>« i« 

INTERSTATE 4R DISCRETIONARY - OM sli ' Si] ' i?,^ 

INTERSTATE »IAINTENANCE , 23a i??'?!?,; 

INTERSTATE 4R mJoS'msSS 

INTERSTATE 4R - MO l-»3 *».»«*.«3.0B 

INTERSTATE 4R r*4S DISCRETIONARY 13 «.. ..-, m 

INTERSTATE - TOTAL 1 .MjiMSl'M: 54 

PRIMARY. SECONDARY. URBAN. AM) MIOGE 

CONSOLIDATED PRIMARY M ... .^ ,> 

RURAL SECONDARY lj'«»«'ii? »i 

URBAN SYSTEM m'SoS'IJi'i! 

SPECIAL BRIDGE REPLACEMENT 33B33 «5C« 

BRIDGE REPLACEMENT AND REHABILITATION - APPORTIONED 1 OIB M4U1 (M 

BRIDGE REPLACEMENT ANO REKABILITATIOH - DISCRmo«ART ' 43'4«t'770|ll 

ACCELERATION OF BRIDGES -- .—w , , iv.mm 
URGENT SUPPLEMENTAL APPN. ACT BRIDGES 

PRIMARY. SECONDARY. URBAN. ANO BRIDQC - TOTAU 1. 13a,BS«. t13.73 

STP. hMS. ANO DONOR STATE PROOUMS 

SURFACE TRANSPORTATION PROGRAMS - TOTAL 2 COB 131 IB1 S3 

NATIONAL HIGHWAY SYSTEMS - TOTAL 2 ' Oio" 4«o' i4o' 31 

DONOR STATE BONUS - TOTAL ' 71 ijBB ! 10B ! «4 

SAFETT CONSTRUCTION 

HAZARD ELIMINATION IB OS 4 400 31 

RAIL-HKMWAY OtOSSINCS ON AMY PUBLIC ROAO ll'lSa'siBOS 

SVETT CONSTRUCTION - TOTAL 27!224iS78!34 

FEDERAL LANDS 

FOREST HIOWATS 
INDIAN RESERVATION ROADS 
PARK ROADS AW PAJdOfATS 

PUBLIC LANDS Bai,414.20 

FEDERAL LANDS • TOTAL aat!414.20 

OTNOI 

3 «RCINT W« 123.ia4,B07.70 

2B MRCCNT WR RO t IT 4«.4aS,47S.31 

1 1/2 PERCINT }9* 1S,aB«.3a4.34 

MmVPOLITAN PLAMUNQ ■3.771.488.37 

UMAN HIGM DCfeiTT - B.7BB.704.80 

MINIMUi ALLOCATION IBB. 088. 838. 48 

INTERSTATE T1UNSPUS 47. 048, IM. 30 
FKANCONIA NOTCH 

DEMONSTRATION PROJtCTS. StC 131. 1S83 STM 4Sa.3i 
UNION STATION. OIST. OF COL. 
BYPASS HIOHMAT 
ACOSTA AND TALMAOOt BRIOQtS 

DCMONSTXATION PMMtCTS 148 (B.C.D) 43, 4H. 438.34 
STUDIES (SCCTIONS 1S8. 158. 1B4. IM. 8 1ST) 

COMBINtO ROAO PLAN 3.3t1.8B>.S8 

CONOCSTION AIR OUALITT ISO. 701. 783. SO 

HIOH COST BRIOOf 1.704. 14S. 00 

HIGH PRIOtITT CORRIOOR 40.188.SB3.ee 

IMOVATIVI PROJECTS IBS.OSt.SOI.SI 

PRIOBITT INTERMOOAL StC 110S II.Mf. ISS.Oe 

CONOISTION RCLItr PROJtCTS 8. 8SI.381.ee 

RURAL ACCESS PROJICTS '?'IS'2i-Jl 

URBAN ACCISS A M081LITT PROJICTS *'J5J'2!?? 

OTMU - TOTAL 1,013.788.773.13 

1 

TVTM. PIOCRAL-AXD ACCOUNT 7,M8.0lC.ai.M 
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jssat 



TABLE 
NO. 



mat 



TABLE 1 



U. S. OEPARIHENI OF IRINSPQHI At ICN 

FEOERAL HICHWAT ACIMSTKAIIOK 

SUMMARY CF 

OBLIGATIONS OF FEOERAL-AIO HICHUAT FUNDS 

APPORTICNEO OR ALLOCATED TO STATES 

OURINC FISCAL fEAR 1994 

AS OF FEBRUARY 28. I99<i 



FUNO 



LF0TM«7A 
OBL I CATIONS 



1-03 
l-OJ 
1-03 
1-03 
1-0* 
1-0* 
l-O* 
J-O* 
1-0* 



1-OS 
1-05 
1-06 
l-OT 
1-07 
1-08 
1-08 
1-08 
1-08 



l-ll 
1-02 
l-U 



FEOERAL-AIO HIGHWAY ACCOUNT 

SUHMARY - BY STATE 

INTERSTATE 

INTERSTATE CONSTRUCTION 
INTERSTATE GAP CLOSING 

INTERSTATE DISCRETIONARY CONSTRUCTION 
INTERSTATE *R OISC/IETIQNARY - 066 
INTERSTATE MAINTENANCE , 

INTERSTATE *H 
INTERSTATE *R - MO I-B3 
INTERSTATE *R NHS DISCRETIONARY 
INTERSTATE - TOTAL 

PRIMARY, SECONDARY, URBAN, AhO e^lCGl 

CONSCLIDATED PRIMARY 'tiT;'.' 

RURAL SECONDARY 

URBAN SYSTEM 

SPECIAL BRIDGE REPLACEMENT 

BRIDGE REPLACEMENT AND XEHAU IL I I A I |0K 

BRIDGE REPLACEMENT ANO REHABILITATION 

ACCELERATION OF BRIDGES 

URGENT SUPPLEMENTAL APPN. ACT BRIDGES 

PRIMARY, SECONDARY, URBAN, AND KKiaCE - TOTAL 

SIP, NHS. AND OOnUK SIaIC PwogRamS 

SURFACE TRANSPORTATION PROGRAMS - TOTAL -- ' ' - 
NATICNAL HIGHWAY SYSTEMS - TCTAL 
OONOR STATE BONUS - TOTAL 



APPUitllONEO 
0ISC4bll0NAIlY 



T,BB8,9SS,?2*.0; 



272,fll,9;8.l} 
2,)6),8<>0.09CR 
8,SI6,07b.l2CR 
2,068,9*9. I7CR 
1.182,347,202.67 
2i,l76,?S7.»0CR 
35 ,*B6.0aCR 
20,1*7,571.00 
I, *36, 865, 803. 12 



I,*76,67*.0ICR 
3,*57,32A.6* 
20, 3110, 01*. 29 

I6*.85CK 
865,611,252.32 
*7,I«I,68*.76 

.20 
935, 153,**!. 35 



2, 352, 1*9, 9aH. 35 

l.a03.T*3.9*7.60 

I13.*92.9*1.72 



1-13 
1-13 
I-IS 



SAFETY CONSIRUCTION 

HAZARD ELIMINATICN 

RAIL-HICHUAY CROSSINGS ON AkY PUBLIC PCAC 
SAFETY CONSTRUCTION - TOTAL 



11,0*6,067.21 

1,805, 223. *6 

12.851.290.67 



l-l* 
l-l* 
1-1* 
l-l* 
l-l* 



FEDERAL LANDS 

FOREST HIGHWAYS 
INDIAN RESERVATION ROADS 
PARK ROAOS ANO PARKWAYS 
PUBLIC LANDS 

FEDERAL LANDS - TOTAL 



889.776.11CR 
889.776.110* 



1-15 
1-15 
l-l» 
1-15 
1-15 
1-lT 
I-IT 
I-IT 
1-18 
1-18 
1-18 
1-18 
l-l» 
1-20 
1-20 
1-02 
1-20 
1-20 
1-20 
1-21 
1-21 
1-21 
1-21 
1-21 

1-02 



OTHER 

2 PERCENT HPR 
25 PERCENT HPR RO C TI 
I 1/2 PERCENT HPR 
METROPOLITAN PLANNING 
URBAN MICH DENSITY 
MINIMUM ALLOCATION 
INTERSTATE TRANSFERS 

FRANCONIA NOTCH 

OEHQNSTRATION PROJECTS, SEC 131. 1982 STAA 
UNION STATION, OIST. OF COL. 
BYPASS HIGHWAY 
ACQSTA AND TALMADGE BRIDGES 
DEMONSTRATION PROJECTS 1*9 le.C.OI 
STUDIES (SECTIONS 158. 159. 16*. 165. C 1671 
COMBINED ROAO PLAN 
CONGESTION AIR aUALITT 
HIGH COST BRIDGE 
MICH PRIORITY CORRIDOR 
INNOVATIVE PROJECTS 
PRIORITY INTEKMOOAL SEC 1108 
CONGESTION RELIEF PROJECTS 
RURAL ACCESS PROJECTS 
URBAN ACCESS C MOBILITY PROJECTS 
OTHER - TOTAL 

TOTAL FEOERAL-AIO ACCOUNT 



157. 307. 568. *5 

*5. 526. 923. 06 

2. 86*. 66*. 85 

71.723.166.67 

l2e.823.05CR 

235. 33*. 737. 13 

15. 55*. 028. *l 

678.888.it 



*3. 528. 512. 30 

5,86I.I07.73CR 

261. 516.953. 30 

5*. 37*. 56*. 36 

*5. 5*6, 9*6. 80 

16*. 591. 832. 51 

23.101.179.19 

9,199.855.00 

**.220.361.8* 

53. 01*. (38. 00 

1,235,591,167.32 

7,885,956, 72*. 02 



\, 
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REDISTRIBUTION OF UNOBLIGATED FEDERAL-AID AUTHORITY 

Mr. Carr. Provide detail by state of the redistribution of unobli- 
gated authority under the federal-aid program made in August 
1993. 

[The information follows:] 
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REDISTRIBUTION OF FY 1993 OBLIGATION AUTHORITY 
AND ADDITIONAL AUTHORITY AVAILABLE 





REDISTRIBUTION 


BONUS 












PER 


PER 










STATE SECTION 310(c)(2) 


SECTION 310 ( 


e) 


TOTAL 


ALABAMA 


2,693,534 


2,354, 


539 


5, 


048, 


073 


ALASKA 


1,606,930 


1,627, 


425 


3, 


234, 


355 


ARIZONA 


4,143,908 


2,708, 


714 


6, 


852, 


622 


ARKANSAS 


1,572,266 


1,427, 


380 


2, 


999 


646 


CALIFORNIA 


18'906 778 


14,638, 


838 


33, 


545 


616 


COLORADO 


2,698,964 


2,066, 


735 


4, 


765 


699 


DELAWARE 


1,642,032 


1,000, 


229 


2, 


642 


261 


FLORIDA 


5,304,835 


4,847, 


455 


10, 


152 


290 


GEORGIA 


7,592,845 


5,173, 


940 


12 


766 


785 


IDAHO 


708,700 


800, 


837 


1, 


509 


537 


ILLINOIS 


3,816,046 


4,376, 


131 


8, 


192 


177 


INDIANA 


4,069,828 


3 197 


406 


7, 


267 


234 


IOWA 


3^155 550 


2 272 


294 


5, 


427 


844 


KANSAS 


4,633,100 


2,804, 


700 


7, 


437 


800 


KENTUCKY 


2,764,689 


2,253 


068 


5 


017 


757 


LOUISIANA 


11,244,137 


5,863 


139 


17 


107 


276 


MAINE 


984 865 


798, 


457 


1 


783 


322 


MARYLAND 


4,035,311 


2,852 


838 


6 


888 


149 


MASSACHUSETTS 


36,727,829 


20,136 


224 


56 


864 


053 


MICHIGAN 


5,219,957 


4,136 


405 


9 


356 


362 


MINNESOTA 


5,655,439 


3,620 


385 


9 


275 


824 


MISSISSIPPI 


3,466,110 


2,264 


693 


5, 


730 


803 


MISSOURI 


3,732,706 


3 182 


892 


6 


915 


,598 


MONTANA 


2,781,886 


1,901 


247 


4 


683 


133 


NEBRASKA 


2,184,739 


1 539 


472 


3 


724 


211 


NEVADA 


1,375,343 


1,046 


018 


2 


421 


361 


NEW HAMPSHIRE 


2,339,731 


1,346 


779 


3 


686 


,510 


NEW JERSEY 


7,204,191 


5,243 


973 


12 


448 


164 


NEW MEXICO 


651,144 


1,077 


959 


1 


729 


103 


NEW YORK 


11,780,392 


9,156 


273 


20 


936 


,665 


NORTH CAROLINA 


5,690,760 


4 149 


481 


9 


840 


,241 


NORTH DAKOTA 


958,227 


874 


246 


1 


832 


,473 


OHIO 


9,036,241 


6,364 


228 


15 


400 


,469 


OKLAHOMA 


5,572,368 


3,319 


947 


8 


892 


,315 


OREGON 


1,410,959 


1,506 


150 


2 


917 


,109 


PENNSYLVANIA 


12,672,127 


8,435 


,046 


21 


107 


,173 


RHODE ISLAND 


2,136,203 


1 376 


902 


3 


513 


,105 


SOUTH CAROLINA 


6,655,252 


3,733 


,496 


10 


388 


,748 


SOUTH DAKOTA 


2,037,982 


1 359 


758 


3 


397 


,740 


TENNESSEE 


5,016,251 


3 597 


217 


8 


613 


,468 


TEXAS 


17 056^698 


11,835 


839 


28 


892 


537 


UTAH 


2,976,336 


1,814 


620 


4 


790 


,956 


VERMONT 


2,703,604 







2 


703 


,604 


VIRGINIA 


5,075,226 


3,567 


rll5 


8 


642 


,341 


WASHINGTON 


6 634,309 


4 249 


148 


10 


883 


,457 


WEST VIRGINIA 


4,434,698 


2,573 


,394 


7 


,008 


,092 


WISCONSIN 


3,757,165 


2,908 


193 


6 


665 


,358 


WYOMING 


1,177,100 


1,003 


,574 


2 


180 


,674 


PUERTO RICO 


3|083,569 


1)655 


402 


4 


738 


,971 


TOTAL 


262,778,860 


180,040 


,201 


442 


819 


,061 
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MISCELLANEOUS PROGRAMS 



Mr. Carr. Provide a breakdown of budget authority and obliga- 
tions under miscellaneous programs for fiscal years 1994 and 1995. 
[The information follows:] 



sv 
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INTERSTATE WITHDRAWALS 



Mr. Carr. Update the information appearing on page 709 of the 
1994 hearing volume concerning interstate withdrawals. Indicate 
the assumptions made for the program as of September 30, 1994. 

[The information follows:] 



N 
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ESTINATED FEDERAL FUNDS REQUIRED TO COMPLETE SUBSTITUTE 
HIGHWAY PROJECTS AS OF SEPTEMBER 30, 1994 





ESTIMATED ADDITIONAL 


ESTIMATED 




WITHDRAWAL 


FUNDS REQUIRED TO 


FISCAL YEAR 


STATE 


AREA COMPLETE SUBSTITUTE 


1995 






HIGHWAy^^PROJECTS 


APPORTIONMENTS 


Arizona 


Tucson 


92,688 


81,008 


California 


San Francisco 


9,388,648 


8,205,495 




Sacramento 








Connecticut 


Bolton to Killingly 


78,286,792 


68,421,131 




Hartford-New Britain 


2,505,756 


2,189,982 


Washington, DC 


Washington 


610,585 


533,639 


Georgia 


Atlanta 


4,976,445 


4,349,316 


Illinois 


Chicago 








Indiana 


Indianapolis 








Iowa 


Waterloo 








Maryland 


Baltimore 


12,179,021 


10,644,227 




Bowie-Millersville 


3,238,892 


2,830,728 




Washington 


370,718 


324,000 


Massachusetts 


Boston 


7,584 


6,628 




Fall River to Providence 605,684 


529,356 


Minnesota 


Minneapolis-St. Paul 








New Jersey 


New York City 


1,835,299 


1,604,016 




New York City-Trenton 


10,821,521 


9,457,798 


New York 


Albany 










New York City 


92,578,764 


80.912,036 


Ohio 


Cleveland 








Oregon 


Portl and 








Rhode Island 


Rhode Island 


31,212,881 


27,279,450 


Tennessee 


Memphis 


10,983,300 


9,599,190 




Totals 


259.694.578 


226.968.000 



(1) 



(2) 



Amounts are in federal funds and assume full obligation of the fiscal 
year 1994 apportionments and prior year discretionary allocations and 
formula apportionments. 

Shifting of funds due to fund lapses, reapportionments and- transfers 
between areas may change individual withdrawal area needs. An update of 
this estimate before the 9^ 1995 apportionment may change the highway 
and transit split. ^ 
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DISCRETIONARY FUNDS 



Mr. Carr. Update the information appearing on page 710 of the 
1994 hearing volume regarding discretionary funds. 
[The information follows:] 
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D.S. DEPAKTHEHT OF TRAHSFORTATIOH-FEDESAL HKaUAY ADHDIISTKATIC»l-FQ>Em-AID 

DISCRETIOHARY FlfflDS 
Fiscal year 1993 Fiscal year 1994 1/ 

iutborizations Obligations Autborizations Obligations 



Discretionary Interstate Construction 100,000,000 297,601,418 100,000,000 31,931,590 

Disaetionary Interstate 4R 64,000,000 54,240,000 64,000,000 20,147,571 

Discretionary Interstate Substitution 57,996 19,480,478 

Bridge Discretionary 68,000,000 61,319,299 81,832,959 47,273,261 

Eiergency Relief 2/ 275,000,000 383,843,144 3/ 1,365,000,000 172,162,915 

TOTAL 507,000,000 797,061,857 1,610,832,959 290,995,815 

1/ As of February 28, 1994 

2/ Includes Eiergency Relief, Hiduest Floods and California Earthquakes 

3/ Obligation aiount reflects aiounts authorized in previous fiscal years for the Loia Prieta Earthquake. 
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STATE APPORTIONMENT OF HIGHWAY BRIDGE FUNDS 

Mr. Carr. Update the table shown on page 711 of the 1994 hear- 
ing volume regarding the apportionment of highway bridge funds 
by state. 

[The information follows:] 
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O.S. DIPARTKENT OF TEAISPOETATIOS 
FEDEKAL HIGEIAY ADIINISmTlOII 

APPOSTIOHHEIT OF HIGHVAY BRIDGE 
BEPLACENEIT AND EEEAEILITATIOI FUBDS 





APPORTIONMENT 


APPOETIONMEST 


APPORTIONMENT 


APPORTIONMENT 


APPORTIONMENT 




FOR 


FOR 


FOR 


FOR 


FOR 




FISCAL YEAR 


FISCAL YEAR 


FISCAL YEAR 


FISCAL YEAR 


FISCAL YEAR 


STATE 


1990 


1991 


1992 


1993 


1994 


ALABAMA . 


29,20*,?89 


28,966,313 


35,028,540 


39,663,738 


36,060,188 


ALASKA 


3,383,818 


3,408 


588 


5,310,928 


6,396,264 


6,362,426 


ABIZORA 


3,383,818 


3,408 


588 


5,310,928 


6,396,264 


5,889,676 


ARKANSAS 


16,918,415 


17,878 


723 


28,469,789 


34,041,298 


27,826,804 


CALIFORNIA 


43,909,509 


44,387 


854 


126,880,178 


158,443,617 


163,322,937 


COLORADO 


13,709,337 


12,747 


163 


19,654,468 


24,279,190 


23,891,670 


COiHECTICUT 


60,089,710 


68,881 


145 


80,839,609 


73,659,874 


68,445,439 


DELAVARE 


3,977,069 


3,893 


289 


5,364,573 


6,460,871 


6,426,692 


DIST. OF COL. 


10,705,183 


9,504 


778 


11,443,063 


14,286,279 


13,375,488 


FLORIDA 


22,395,734 


24,028 


224 


40,985,489 


46,348,600 


45,325,661 


GEORGIA 


27,594,091 


26,846 


035 


34,215,247 


43,586,590 


44,265,510 


BARAII 


4,458,113 


3,685 


365 


13,432,462 


14,640,076 


18,162,602 


IDABO 


3,383,818 


3,408 


588 


5,521,240 


6,821,231 


6,362,426 


ILLISOIS 


39,567,529 


39,427 


541 


68,276,637 


84,475,636 


92,347,447 


INDIANA 


22,948,514 


22,832 


492 


29,491,204 


35,064,442 


35,288,193 


10*A 


24,626,618 


25,053 


118 


29,287,853 


38,325,383 


38,404,615 


KANSAS 


25,850,206 


24,795 


838 


33,790,457 


40,523,652 


40,698,905 


KENTUCKY 


27,050,920 


27,181 


167 


27,963,159 


33,994,521 


33,838,846 


LOUISIANA 


31,172,140 


27,966 


506 


40,916,021 


49,476,117 


51,697,756 


MAINE 


8,431,799 


8,365 


355 


14,143,849 


13,494,836 


15,234,954 


MARYLAND 


17,446,967 


16,823 


288 


31,726,943 


41,513,167 


51,965,715 


MASSACeUSETTS 


69,919,297 


77,164 


422 


97,671,922 


121,070,765 


111,064,287 


MICHIGAN 


30,913,481 


30,042 


199 


57,153,438 


70,490,398 


70,999,062 


MINNESOTA 


16,871,718 


17,128 


152 


25,623,525 


27,319,718 


25,285,803 


MISSISSIPPI 


20,108,679 


19,277 


607 


32,795,401 


42,467,092 


40,984,451 


MISSOURI 


54,730,554 


53,738 


972 


59,934,726 


82,649,536 


85,667,801 


MONTANA 


7,044,027 


7,063 


548 


8,215,155 


9,997,871 


10,159,520 


v--m 


16,335,180 


16,959 


632 


20,947,147 


26,106,987 


26,293,103 




3,383,818 


3,408 


588 


5,310,928 


6,396,263 


6,362,426 


xPSEIRE 


7,310,266 


7,593 


515 


11,946,046 


12,571,822 


12,344,133 


lEl JERSEY 


59,711,535 


61,153 


196 


114,045,028 


136,151,754 


118,584,031 


m MEIICO 


4,469,483 


4,413 


439 


5,658,475 


6,915,384 


7,001,976 


NEH YORK 


135,352,733 


136,343 


500 


212,437,091 


255,850,512 


254,496,994 


NORTH CAROLINA 


27,829,334 


27,500 


348 


46,222,275 


62,223,100 


64,883,245 


lORTB DAKOTA 


4,981,251 


4,926 


363 


5,310,928 


6,396,263 


6,362,426 


0810 


42,373,527 


41,726 


156 


90,861,275 


105,276,283 


103,966,392 


OKLAHOMA 


31,363,665 


29,137 


833 


35,166,411 


43,331,867 


41,707,731 


OREGON 


7,449,814 


7,903 


015 


25,167,848 


30,574,649 


35,762,427 


PENNSYLVANIA 


119,536,766 


122,903 


439 


208,975,868 


258,434,860 


257,067,670 


RHODE ISLAND 


3,383,818 


3,408 


588 


10,069,089 


14,913,527 


16,900,891 


SOUTH CAROLINA 


1 ,397,377 


10,592 


663 


19,010,330 


24,476,366 


27,363,825 


SOUTH DAKOTA 


6,693,193 


6,507 


403 


8,706,948 


10,165,709 


9,158,584 


TENNESSEE 


3 ,960,635 


34,758 


457 


48,183,951 


60,299,831 


60,741,749 


TEIAS 


5 ,207,159 


51,647 


054 


86,169,205 


100,105,095 


99,605,543 


UTAH 


3,383,818 


3,408 


587 


5,310,928 


9,150,494 


9,866,085 


VERMONT 


7,589,769 


7,627 


055 


10,722,065 


13,267,529 


13,542,839 


VIRGINIA 


29,839,864 


30,634 


748 


48,962,887 


49,328,754 


49,746,193 


KASHIRGTON 


30,889,930 


33,849 


183 


48,355,568 


56,042,264 


54,655,521 


REST VIRGIRIA 


38,945,177 


37,858 


363 


52,822,161 


58,536,013 


54,357,216 


VISCONSIN 


24,048,526 


23,312 


284 


29,571,881 


34,038,608 


33,644,757 


MYOMINMG 


3,383,818 


3,408 


587 


5,310,928 


6,396,263 


6,362,426 


PUERTO RICO 


3,911,017 


4,548 


146 


11,701,850 


16,927,742 


16,710,684 


TOTAL 


1,353,527,326 


1,363,435 


000 


2'i36, 393,915' 


2,569,764,965 


2,556,843,741 
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U. S. DEPARTMENT OF TRANSPGRTATIOM 
FEDERAL HIGMIMY ADMINISTRATION 

APPORTIONMENT OF HIGHUAY BRIDGE 
REPLACEMENT AND REHABILITATION FUOS 





APPORTIONMENT 


APPORTIONMENT 


APPORTIONMENT 


APPORTIONMENT 




FOR 


FOR 


FOR 


FOR 




FISCAL YEAR 


FISCAL YEAR 


FISCAL YEAR 


FISCAL YEAR 


STATE 


1991 


1992 


1993 


1994 


ALABAMA 


28,966,313 


35.028,540 


39,663,738 


36.060.188 


ALASKA 


3,408,588 


5,310,928 


6,396,264 


6.362.426 


ARIZONA 


3,408,588 


5.310,928 


6.396.264 


5.889.676 


ARKANSAS 


17,878,723 


28,469,789 


34.041.298 


27,826,804 


CALIFORNIA 


44,387,854 


126,880,178 


158,443,617 


163,322,937 


COLORADO 


12,747,163 


19,654,468 


24,279,190 


23,891,670 


CONNECTICUT 


68,881,145 


80,839,609 


73,659,874 


68,445,439 


DELAWARE 


3,893,289 


5,364,573 


6,460,871 


6,426,692 


FLORIDA 


24,028,224 


40,985,489 


46,348,600 


45,325,661 


GEORGIA 


26,846,035 


34,215,247 


43.586.590 


44,265,510 


HAWAII 


3,685,365 


13,432,462 


14.640,076 


18,162,602 


IDAHO 


3,408,588 


5,521,240 


6.821.231 


6,362,426 


ILLINOIS 


39,427,541 


68,276,637 


84.475.636 


92,347,447 


INDIANA 


22,832,492 


29,491,204 


35,064,442 


35.288.193 


lOUA 


25,053,118 


29.287,853 


38.325.383 


38.404,615 


KANSAS 


24,795,838 


33,790,457 


40.523.662 


40.698.905 


KENTUCKY 


27,181,167 


27,963,159 


33.994,521 


33.838.846 


LOUISIANA 


27.966,506 


40,916,021 


49,476,117 


51.697.756 


HAINE 


8,365,355 


14,143,849 


13,494,836 


15.234,954 


MARYLAND 


16,823,288 


31,726,943 


41,513,167 


51,965,715 


MASSACHUSETTS 


77,164,422 


97.671.922 


121,070,765 


111,064,287 


MICHIGAN 


30,042,199 


57,153,438 


70,490,398 


70,999,062 


MINNESOTA 


17,128,152 


25.623.525 


27,319.718 


25,285,803 


MISSISSIPPI 


19,277,607 


32.795.401 


42,467,092 


40,984,451 


MISSOURI 


53,738,972 


59.934.726 


82,649.536 


85.667.801 


MONTANA 


7,063,548 


8.215.155 


9.997.871 


10.159.520 


NEBRASKA 


16,959.632 


20,947.147 


26.106.987 


26.293.103 


NEVADA 


3,408,588 


5,310,928 


6.396.263 


6.362.426 


NEW HAMPSHIRE 


7,593,515 


11,946,046 


12.571.822 


12.344.133 


NEW JERSEY 


61,153,196 


114,045,028 


136.151.754 


118.584,031 


NEW MEXICO 


4,413,439 


5,659,475 


6,915.384 


7,001,976 


NEW YORK 


136,343,500 


212,437,091 


255.850.512 


254,496,994 


NORTH CAROLINA 


27,500,348 


46,222.275 


62.223.100 


64,883.245 


NORTH DAKOTA 


4,926,363 


5,310,928 


6.396.263 


6,362,426 


OHIO 


41,726,156 


90,861,275 


105.276,283 


103,966,392 


OKLAHOMA 


29,137,833 


35,166,411 


43,331,867 


41,707,731 


OREGON 


7,903.015 


25,167,848 


30,574,649 


35,762,427 


PENNSYLVANIA 


122,903,439 


208,975,868 


258.434.860 


257.067.670 


RHODE ISLAND 


3,408,588 


10,069,089 


14,913.627 


16.900,891 


SniTH CAROLINA 


10,592.663 


19,010.330 


24.476.366 


27.363.825 


SaJTH DAKOTA 


6.507,403 


8.706.948 


10,165,709 


9.158.584 


TENNESSEE 


34.758.457 


48.183.951 


60,299,831 


60.741.749 


TEXAS 


51.647.054 


86.169.205 


100,105.095 


99.605.543 


UTAH 


3.408.587 


5,310.928 


9,150.494 


9,866,085 


VERMONT 


7.627,055 


10,722,065 


13,267.529 


13,542.839 


VIRGINIA 


30,634,748 


48,962.887 


49,328.754 


49,746.193 


WASHINGTON 


33.849.183 


48.355.568 


56.042,264 


54.655,521 


WEST VIRGINIA 


37.858.363 


52.822.161 


58,536.013 


54,357,216 


WISCONSIN 


23.312.284 


29.571.881 


34.038.608 


33,644,757 


WYOMING 


3.408,587 


5.310,928 


6.396,263 


6,362,426 


OIST. OF COL. 


9,504,778 


11.443.063 


14,286.279 


13,375,488 


PUERTO RICO 


4.548.146 


11.701,850 


16.927.742 


16.710.684 


TOTAL 


1,363,435.000 


2.136.393.915 


2,569.764.965 


2,556,843,741 
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MINIMUM ALLOCATION, DONOR STATE BONUS, HOLD HARMLESS, 

EMERGENCY RELIEF DATA 

Mr. Carr. Update the information appearing on pages 713-717 
of the 1994 hearing volume regarding historical data for minimum 
allocation, donor state bonus, hold harmless, and emergency relief 
funding. 

[The information follows:] 



t- r . V . ■ 
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. S. DIFUmiT OF TRIISPORTATIOI 
RDEUL IIGBIAT AMIIISTUTIOI 

IIIIRIM ALLOCATIOI 
FT 1S88 THKD FT 1994 



STATE 

ALABAIA 
ABIIOIA 
AilAISAS 

CAllFOyiA 

FIOKIDA 
GIOBGIA 
IllIMIS 
IIDIUA 

UlSAS 

BITOCn 

LOOISIUA 

UIK 

UITLAID 
IICIIGAI 
IISSISSIPPI 
IISSOOEI 

KBTH CA£0L1IA 
OBIO 

OILAEORA 
0U6OI 

FKIISTLTAIIA 

SODTB CAROLIIA 

TEIIESSEE 

TEIAS 

TIBGIIIA 

lASBirOI 

llSCOiS!! 

TOTAL 



FT 1988 



9,986,271 

14,442,230 

T1,490,T80 

22,T63,026 

38,214,S30 



TT,349,223 








21,828,018 

9,S80,936 

10,TS3,223 

(T,4S6,3TS 

81,S82,4T8 

S0,806,S49 





13,2T3,511 

13,$S3,331 

2S3,931,521 

8,794,865 




FT 1989 





28,621, 1S8 

78,378,002 

90,821,023 

87,S1S,S37 



106,807,602 



3,138,680 
1,9SS,T96 



35,279,132 
25,832,911 
53,205,402 

116,554,265 

110,076,079 

53,898,867 

7,954,867 



50,397,680 
302,197,272 



FT 1990 



41,144,624 

33,719,189 

198,048,468 

15,909,057 

109,939,046 



75,527,506 



3,657,537 



11,994,016 
28,162,120 
40,868,426 

16,646,465 

110,010,448 

51,220,579 

1,777,593 



40,841,467 

31,077,074 

275,898,540 



ni991 


37,499,684 
30,350,883 
81,354,284 

145,969,063 

101,317,077 



78,543,743 



2,268,003 







35,537,894 
25,093,780 
27,057,493 

99,268,538 
71,201,021 
41,421,598 
13,564,561 



28,032,241 

1,742,286 

196,746,679 



FT 1992 

24,283,712 

48,943,184 

48,853,490 

135,126,746 

159,082,913 
80,121,375 

81,219,913 



10,551,973 

4,030,342 

1,209,959 



62,608,271 
22,371,121 
56,988,903 

65,949,471 

98,837,335 

36,377,321 

1,257,963 





40,094,300 

125,464,106 



50,196,589 59,940,003 




'0 '0 

63,308,104 61,855,629 58,075,432 56,615,426 



FT 1993 

23,063,301 

35,588,129 

30,859,557 

146,143,270 

135,967,289 

61,884,629 



48,441,208 



15,274,713 

4,881,652 



36,668,333 

51,727,851 

9,028,501 

21,155,468 

51,952,238 

65,109,697 

21,026,850 



36,392,287 

4,377,603 

20,980,986 

79,827,584 

69,394,195 
70,188,485 
40,526,209 



FT 1994 

32,169,869 

35,822,806 

33,203,236 

189,625,109 

161,433,342 

70,827,291 



50,565,606 



5,874,951 



44,733,894 
69,466,216 
15,900,812 
27,935,873 

57,657,110 
47,632,347 
15,350,532 
12,588,802 

53,342,235 

24,876,853 

17,289,123 

119,393,086 

77,643,165 
27,350,078 
43,936,417 



32,973,588 
803,890,515 1,215,943,077 1,198,494,373 1,134,984,263 1,159,987,824 1,080,460,035 1,234,618,753 



^:il 



iii'- 



l^-r 
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QliDSI94 iCTDAl Tl 1S)3 AID FT 1S94 iPPWTlOHIlT OF TO DMOK 

STATE BMOS AID 80LD IAULK8S APPORTIIMDIT ADJOSTUn 
(DOLLAIS II TIODSAIDS) 



FT 1993 FT UJ4 





DONE 


B.I. 


STATK 


BOiOS 


ADJDST. 


ALABAIA 


14,094 





AUSU 





9,092 


ABIZOIA 


l,T4T 


24,»T 


AUAISAS 


T,104 


13,800 


CAlirOUIA 


T9,S31 





COLOBADO 








COIIECTICDT 








DEIAIAU 





391 


DIST. OF COL. 








FLOIIBA 


33,SS3 





6E0B61A 


19,S3$ 


11,322 


lAIAIl 








IDAHO 





8,946 


ILLINIS 





(0,S8I 


IIDIUA 


t4,9T0 


12,048 


lOIA 





9,T(S 


lAISAS 





8,9T8 


unocn 


1S,(2S 


6,021 


LODISIAIA 


10,236 


26,48$ 


UIIE 





306 


lABTLAID 


10,(33 


11,993 


lASSACBIISETTS 








IICBI6AI 


32,S0g 





illRSOTA 


D 


2.502 


IISSISSIPPI 


1,101 


18,003 


IISSOQKI 


19,084 


20,939 


lOHAIA 





21, ITS 


lEBUSIA 








lEfADA 





2,T48 


lEI EAIPSBIIE 








lEI JEESET 





4,212 


lEI lEIlCO 





39,681 


lEI TOE! 





21,(99 


KtTI CAIOLIIA 


1T,219 


23,406 


MKTI DAIOTA 





$,8S3 


NIO 


44,311 


24,0$4 


OILAIOIA 


8,325 


14,330 


OIEGOI 





19,994 


PEIISTLVAIIA 


23,994 


9T,460 


IflODE ISLAID 








soon CABOLIIA 


10,3T1 





soon DAIOTA 





3,S93 


TUIE8SEE 


1T,BS4 


13,654 


TEIAS 


S0,(1$ 





DTAi 





2,142 


TEUOn 





446 


IIIGIIIA 


18,809 


2,036 


lASIIKTOI 


13,7)8 


T2,40( 


lEST TIBGIIIA 





t 


IISCNSII 


12,13( 


59,834 


ITOIIK 





4,2(3 


POIBTOEICO 









DUOE 


B.i. 


lOIDS 


AIJOST. 


1T,041 
T,3I8 


3,755 
1(,349 
25,244 


8,435 


14,771 


(T,225 


10,500 







1,9(8 
1,319 


e 





25,893 


4,383 


20,894 


8,827 

A 


13,357 


• 


70,151 


3(,I98 


(43 





12,39( 





10,958 


19,404 


11,971 


1 


38,120 


1 


737 


1,424 



35,(8T 



(,()4 


• 



14,952 


19,590 


17,301 





16,236 


■ • t 





« 


3,753 


t 


TOS 


1 


30,953 


• 


42,273 


1 


20,432 


15,8(1 


31,370 





7,336 


54,444 


24,0(3 


T,I14 


23,743 


(,9t3 


17,837 


21,280 

8,058 

17,442 


101,701 

A 


10,912 
12,745 
22,411 


44,312 





1 


7,997 


• 


114 


1T,TT1 





12,388 
1(,104 


(3,1(( 
S(,2(5 



1 


3,375 



TOTAL 4)1,580 (15,715 4)(,010 7)0,7)0 
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EMERGENCY 


RELIEF 








Obligations 








(millions) 






FY '90 


FY91 


FY92 


FY93 




Obi. 


Obi 


Obi 


Obi 


ALABAMA 


9.9 


12.1 


8.6 


0.5 


ALASKA 


3.9 


1.1 


(0.1) 


11.3 


ARIZONA 


(0.4) 


0.0 


0.0 


26.9 


ARKANSAS 


1.3 


0.4 


0.2 


(0.2) 


CALIFORNIA 


281.0 


109.7 


325.6 


188.1 


COLORADO 


(0,6) 


(0.1) 


0.0 


0.0 


CONNECTICUT 


0.0 


0.5 


0.0 


2.6 


DELAWARE 


0.8 


0.0 


0.0 


0.0 


DIST. OF COL. 


0.0 


0.0 


0.0 


0.0 


FLORIDA 


6.2 


(2.3) 


0.1 


71.9 


GEORGIA 


0.0 


2.7 


0.0 


0.0 


HAWAII 


0.0 


0.0 


0.0 


2.2 


IDAHO 


0.8 


0.0 


0.0 


0.0 


ILLINOIS 


0.0 


1.2 


0.0 


1.5 


INDIANA 


0.0 


0.8 


0.5 


0.0 


IOWA 


0.0 


0.0 


0.0 


6.0 


KANSAS 


0.0 


0.0 


0.0 


11.0 


KENTUCKY 


1.5 


0.4 


0.3 


0.0 


LOUISIANA 


0.0 


0.0 


0.0 


3.1 


HAINE 


0.1 


2.4 


(0.8) 


0.3 


MARYLAND 


0.0 


0.0 


0.0 


0.0 


MASSACHUSETTS 


1.9 


(0.3) 


(0.2) 


0.0 


MICHIGAN 


(0.4) 


(0.2) 


(0.2) 


0.0 


MINNESOTA 


0.0 


0.0 


0.0 


0.0 


MISSISSIPPI 


0.0 


0.0 


0.0 


0.0 


MISSOURI 


0.0 


0.4 


0.1 


29.0 


MONTANA 


0.0 


0.0 


0.0 


0.0 


NEBRASKA 


0.6 


0.7 


0.2 


1.8 


NEVADA 


0.0 


0.0 


0.0 


0.0 


NEW HAMPSHIRE 


0.0 


0.0 


0.0 


0.0 


NEW JERSEY 


(0.2) 


0.0 


(0.3) 


3.7 


NEW MEXICO 


0.0 


0.0 


0.0 


0.0 


NEW YORK 


0.0 


0.0 


(0.1) 


1.2 


NORTH CAROLINA 


0.0 


5.5 


(2.5) 


0.0 


NORTH DAKOTA 


0.0 


0.0 


0.0 


0.0 


OHIO 


0.0 


0.2 


0.3 


0.0 


OKLAHOMA 


(0.2) 


1.1 


2.2 


3.1 


OREGON 


(0.1) 


3.1 


0.2 


0.6 


PENNSYLVANIA 


(0.2) 


0.0 


0.0 


(0.2) 


RHODE ISLAND 


0.0 


0.0 


0.0 


0.0 


SOUTH CAROLINA 


38.5 


9.2 


1.3 


0.0 


SOUTH DAKOTA 


0.0 


0.0 


0.0 


0.4 


TENNESSEE 


3.1 


2.2 


(0.1) 


0.0 


TEXAS 


3.0 


2.3 


0.0 


5.1 


UTAH 


0.1 


3.3 


4.5 


0.4 


VERMONT 


0.0 


0.0 


0.0 


0.0 


VIRGINIA 


(0.1) 


0.0 


0.0 


0.0 


WASHINGTON 


10.4 


34.8 


109.0 


17.5 


WEST VIRGINIA 


0.3 


(0.2) 


(0.2) 


0.0 


WISCONSIN 


0.0 


0.0 


0.0 


0.0 


WYOMING 


0.0 


0.0 


0.0 


0.0 


PUERTO RICO 


7.5 


3.6 


3.4 


(0.2) 


VIRGIN ISLANDS 


1.5 


1.2 


0.0 


0.0 


AMERICAN SAMOA 


0.4 


1.8 


1.7 


6.0 


GUAM 


0.0 


1.2 


0.1 


14.0 


Subtotals: 


370.6 


198.8 


453.8 


407.6 


BIA 


0.0 


0.7 


0.5 


0.3 


BLM 


0.0 


0.0 


0.0 


0.0 


FOREST SERVICE 


4.4 


6.5 


4.7 


4.1 


PARK SERVICE 


2.6 


3.1 


0.1 


1.1 


Subtotals: 


7.0 


10.3 


5.3 


5.5 


TOTALS: 


377.6 


209.1 


459.1 


413.1 
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DISCRETIONARY BRIDGE PROGRAM 

Mr. Carr. Update the table appearing on page 718 of the 1994 
hearing volume concerning the discretionary bridge program. 
[The information follows:] 

The following table lists major discretionary bridge projects that have been funded 
in fiscal year 1994. The table includes both continuing (previously funded) projects 
and new (previously unfunded) projects. 

The total amount allocated to date in 1994 is $63.2 million. 

CONTINUING PROJECTS 

[Dollar amounts in millions] 



Slate 



Bridge name 



Project 
cost 



Federal 
share 



Past allo- 
cation 



Amount 

allo- 
cated — 

Fiscal 
Year 1994 



NY ... 

IL 

IL 

IL 

OH... 

lA/IL 

lA/IL 



Brooklyn Bridge $385.0 

Clark (US67) 118.4 

Franklin Street 49.2 

Poplar Street 40.3 

Maine Avenue 68.4 

Burlington 59.4 

Julien Dubuque 30.6 



$308.0 


$90.8 


$12.8 


79.2 


74.0 


5.1 


39.3 


37.9 


1.5 


32.2 


13.5 


1.3 


51.7 


45.0 


6.2 


47.5 


45.6 


1.9 


238 


12.3 


9.4 



Total 










38 2 


















NEW START PROJECT 


i 






State 




Bridge name 


Project cost 


Federal 
share 


Allocated 
nr 1994 


CO 

Total .... 


. 23rd St. Viaduct 




$31.3 


$25.0 


$25.0 
63.2 















HIGHWAY TRUST FUND ANALYSIS 

Mr. Carr. Update the table appearing on page 719 of the 1994 
hearing volume relating to highway trust fund balance projections. 
Assume no changes to current law. 

[The information follows:] 
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RESEARCH AND DEVELOPMENT CONTRACTORS 

Mr. Carr. Provide information on the largest research and devel- 
opment contract awarded by the Federal Highway Administration 
in 1993 and 1994 to date, similar to the materials appearing on 
page 721 of the 1994 hearing volume. 

[The information follows:] 

The 10 contractors with the largest dollar value in awards for 1993 and 1994 are: 

Contractor: Amount 

National Academy of Sciences '. $6,831,671 

National Center for Earthquake Engineering Research 5,300,000 

Information Dynamics 3,970,449 

Department of Energy 3,951,000 

Braun Intertec Corporation 3,395,360 

Honeywell 3,393,678 

Nichols Consulting Engineers 3,069,550 

Calspan Corporation 3,054,137 

Delco Electronics Corporation 3,009,712 

Engineering Inc. Service 2,924,856 

IN-HOUSE RESEARCH PROJECTS 

Mr. Carr. Update the information appearing on pages 722-724 
of the 1994 hearing volume regarding major in-house research 
projects scheduled for completion in 1994, in addition to those 
planned for initiation in 1994 and 1995. Include the estimated cost 
of each project. 

[The information follows:] 
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I. Major in-house research projects scheduled Total Cost 

for completion in FY 1994 : 

Validation of Minimum Sign Luminance 

Requirements $80 , 000 

Effectiveness of Urban Freeway 

Lighting 20,000 

Development of Computerized Curvature 

and Grade 8 , 000 

Safety of Longer Combination 

Vehicles 5 , 000 

Effect of Different ATIS Display Configurations 

on Navigational Performance 31,600 

Older and Younger Drivers Responses to Emergency 

Situations 31,600 

Study on the Effects of Metal Halide Headlamps 

on Color Fidelity of Traffic Signs and Markings.... 30,000 
Commercial Vehicle Operations 

Selected Topics 16 , 000 

Variable Load Amplitude Fatigue $220,000 

Load Prediction & Structural Response - 

Computer Program $20, 000 

Wearing Surface Abrasion Testing on Modular 

Bridge Deck $18 , 000 

Culvert Hydraulic Analysis $30,000 

Alternative Protective Measures for Bridge Scour $75,000 

Stone Matrix Asphalt (SMA) - Development 

of Mixture Tests 50,000 

Stone Matrix Asphalt (SMA) - Stabilizing 

Additives 20,000 

Laboratory Evaluation of Physical and 

Mechanical Properties of Recycled Portland 

Cement Concrete 35 , 000 

System for Pavement Profiling and Rut Depth 

Measurement 60,000 

Texture Measuring Van 50 , 000 

II. In-house research planned for initiation in FY 1994: 

Development of Safety Applications for 

Geographic Information Systems $20,000 

Effects of Driver Spatial Ability on 

Safe Use of ATIS Displays 15 , 000 

Simulator Driving Performance During 

Continuous Operation 30,000 
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In-Vehicle Signing Study 50,000 

Safer Guardrail Terminals 90,000 

In-Vehicle Signing for Motorist Information 11,000 

Commercial Vehicle Operations 

Selected Topics 16 , 000 

Durability of Fiber-Reinforced Polymer (FRP) 

Grating-Reinforced Slab 30,000 

Instrumentation of Full-Scale FRP-Reinforced Deck.... 30,000 

Bridge Management 25,000 

Monitoring of FRP Bridge Deck Demonstration Project.. 25,000 
Anchorage Design and Fatigue Behavior of FRP 

Bridge Cables 30,000 

Analysis of Structural Response Data from WIM 

Instrumentation on Bridges 45,000 

Finite-element Modelling of Pin and Hanger 

Strap Connection 25 , 000 

Numerical Simulation of Flow and Hydraulics at 

Highway Stream Crossings 30,000 

Measurement and Significance of the Thermal 

Coefficients of Portland Cement Concrete - 

Phase II 50 , 000 

Evaluation of FHWA Gyratory Testing Machine 20,000 

International Cooperative Subgrade Soil 

Performance Project 350,000 

Evaluation of Natural Sands Used in 

Asphalt Paving Mixtures, II 3 5,000 

Evaluation of Alkali-Silica Reactivity in Concrete 

Test Procedures and Equipment 75 , 000 

Evaluation of Modified Freeze-Thaw Test Procedures 

for Concrete 200 , 000 

III. In-house research planned for initiation in FY 1995: 

Accuracy of GPS for Accident Data Collection $10,000 

Headways Selection Study 30,000 

Validation of the Highway Driving Simulator 55,000 

Modeling Composite Materials in the 

Failure Range using DYNA30 25,000 

Evaluation of Software Maps for Navigation 

and Travel in Rural Areas 20 , 000 

Curved (Steel Bridge) Girder Behavior 250,000 

Fiber-Reinforced Polymer (FRP) Hanger 

Cable Installation .^ 25,000 

Aerodynamic Response of Lightweight Bridge Declcs 

of Advanced Composite Material 65 , 000 

Image Analysis of Air Void Systems in Concrete - 

Application 25,000 
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SP&R AND NATIONAL COOPERATIVE HIGHWAY RESEARCH PROGRAM 

Mr. Carr. Update the information appearing on page 725 of the 
1994 hearing volume concerning funding for the SP&R and Na- 
tional Cooperative Highway Research Program. 

[The information follows:] 

FUNDS WHICH WILL BE MADE AVAILABLE FOR THE SP&R AND NCHRP 





Program 


Fiscal year 




1994 1995 


SP&R 




$313,086,282 $330,000,000 


NCHRP 




17,219,717 18,150,000 



CLEAN AIR ACT STUDIES AND RESEARCH 

Mr. Carr. Provide information on studies and research con- 
ducted or planned related to the Clean Air Act similar to that ap- 
pearing on pages 72&-729 of the 1994 hearing volume. 

[The information follows:] 
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studies and Research Related to the Clean Air Act Amendments: 

1. Project Title: Improve the Integration of Transportation 
and Air Quality Planning (Phase II) 

Purpose: In FY94, FHWA anticipates becoming the lead agency 
on this cooperative agreement to the National Association of 
Regional Counsels (NARC) with joint sponsorship from EPA and 
FTA (EPA had been the lead agency in FY91-93) . The purpose 
of the agreement is to provide a forum for technical 
assistance and information exchange primarily for 
metropolitan planning organizations (MPOs) as they comply 
with the transportation provisions of the Clean Air Act 
Amendments. An important focus will be development of a 
public education campaign for MPOs to explain strategies and 
options for improving air quality through transportation. 

Estimated Cost: $850,000 (Jointly funded: FHWA-$500, 000; 
FTA-$250,000; and EPA $100,000) 

Scheduled Completion Date: October 1996 

2. Project Title: Air Quality Technical Services 

Purpose: This project provides FHWA, through the Volpe 
National Transportation Systems Center, with air quality 
expertise on a wide range of technical and policy research 
questions such as an evaluation of the MOBILE 5.0 emissions 
model; reviewing State Implementation Plans for air quality 
and establishing trends; performing case studies on air 
quality conformity determinations; and analysis of the 
emissions reduction potential of "cash-for-clunkers" 
programs. Support has been provided by the Volpe Center 
since FY92. 

Estimated Cost: $2,700,000 

Scheduled Completion Date: Continuing 

3. Project Title: Establish Database for Carbon Monoxide 
Concentrations at Signalized Intersections and Refine 
Modelling Approaches 

Purpose: To demostrate conformance of new or improved 
highway projects with carbon monoxide (CO) standards, 
computer models are used to predict concentrations at "hot 
spot" locations either directly or indirectly impacted by 
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the project. This study will: (1) evaluate information on 
intersection carbon monoxide (CO) concentrations and the 
pattern of monitored violations, the signifigance of modal 
emissions, and the current state of the practice in CO 
intersection modeling; (2) assess the suitablity of existing 
intersection air quality models (emissions, dispersion, and 
traffic components) ; and (3) develop an improved integrated 
model and a computer program for the air quality assessments 
of intersections at urban and suburban locations. A 
cooperative agreement with the National Cooperative Highway 
Research Program (NCHRP) of the Transportation Research 
Board was put in place in FY93 to oversee the conduct of 
this study. 

Estimated Cost: $2,500,000 (Jointly Funded: FHWA- 
$1,500,000; NCHRP-$1,000,000 

4. Project Title: Evaluations of Near Highway Dispersion 
Mechanics for Air Pollutants 

Purpose: This research will evaluate the dispersals and 
consequent impacts at pertinent receptor positions of 
highway source air pollutants in the immediate vicinity of 
the source highways under variable wind velocities and 
variations of highway site geometry. The site geometry is 
a function of the presence and movements of vehicles, 
configuration of the highway, highway related structures 
such as signs and noise barriers, significant nearby 
topographic features, and buildings. This will lead to 
development of improvements to highway air pollution 
microscale modeling by suggested modifications to models, 
revised models, and algorithms needed to supplement or 
replace current ones in use to better reflect experimental 
data and pertinent fluid mechanics. 

Estimated Cost: $550,000 

Scheduled Completion Date: Summer 199 6 

5. Project Title: Improve Travel Forecasting Techniques to 
Respond to the Requirements of the Clean Air Act Amendments 
and the Intermodal Surface Transportation Efficiency Act 

Purpose: A multi-agency (FHWA, FTA, EPA) research effort is 
underway to redesign the travel forecasting process in 
response to the CAAA and ISTEA requirements. This will lead 
to new techniques to forecast land development and travel 
impacts of new transportation policies. [See also questions 
373 to 376. ] 

Estimated Cost: $10,000,000 

Scheduled Completion Date: Multi-year effort 
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Project Title: TRANSIMS - Transportation Analysis 
Simulation System 

Purpose: This project through the Los Alamos National 
Laboratory, will use state-of-the-art computer technology to 
provide micro level simulation of region wide travel 
patterns. This project also supports the initiative to 
convert National Laboratory capabilities to civlian 
applications. [See also questions 46 to 53.] 

Estimated Cost: $27,000,000 

Scheduled Completion Date: Multi-year effort 

Project Title: Update Highway Performance Monitoring System 
(HPMS) Simulation Models 

Purpose: To better support the implementation of ISTEA and 
to provide enhanced analytical tools to the States, the FHWA 
is improving its HPMS analytical tools to better address air 
quality, congestion monitoring, infrastructure condition 
monitoring, and overall monitoring of system performance. 
The FHWA is also adding an CIS analytical tool to the 
growing battery of tools and will link updated simulation 
models to the GIS tool for enhanced analyses and 
presentations. This research will also include methods to 
capture, display, and analyze HPMS data for use in 
transportation planning. 

Estimated Cost: $5,000,000 

Scheduled Completion Date: Multi-year effort 



'■;^,a 
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DEMONSTRATED RESEARCH PROJECTS 

Mr. Carr. Provide information on FWHA research currently 
being demonstrated similar to the information appearing on pages 
731-734 of the 1994 hearing volume. 

[The information follows:] 
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Demonstrating innovative technologies and concepts is 
at the center of the Technology Assessment and Deployment 
Program. These technologies are grouped into projects which 
use a variety of technology transfer tools— such as mobile 
laboratories, multimedia packages, workshops, seminars, 
equipment loans, publications, how-to-do-it and training 
videotapes, manuals, exhibits, and technical assistance— to 
promote and demonstrate to highway agencies for adoption. 
Typically, these projects span a number of years and those 
represented below duplicate some of the activities reported 
in previous years, but new activities have also been added. 

Each of these projects involves a project manager who 
becomes technically proficient with the new technology; a 
technical working group of practitioners representing FHWA, 
the States and the private sector, to help guide the 
project; and a team of engineers and technicians to carry 
out the workshops, seminars and onsite demonstrations. 
Because of the logistics involved in dealing with 50 states 
and numerous local agencies, as well as locating suitable 
field construction sites, project duration varies, but is 
generally two to four years. During that time, most States 
will be visited. 

Asphalt Mobile Laboratories— Field demonstrations and 
technical assistance are provided to State highway agencies 
through two fully equipped mobile asphalt laboratories, 
giving the States an opportunity to see innovative test 
equipment and procedures applied at an active asphalt plant 
on a mix they are developing and evaluating. Regional 
workshops, videotapes, and training manuals also were used 
to demonstrate the technology. The 2-day workshop was 
expanded to strengthen the skills of State highway agency 
technicians and engineers in the asphalt mix area. Six 
workshops were completed in addition to conducting 3-week 
testing programs at contractor plants. The workshops 
brought out the innovative use of volumetric design and 
control of asphalt mixes. The effort included continued 
promotion of innovative equipment, including laboratory 
compaction methodologies and nuclear asphalt content 
determination, and addressed the environmentally sensitive 
use of chemicals used in the normal quality control program. 

Stone Matrix Asphalt — As an innovative solution to asphalt 
pavement rutting, stone matrix asphalt (SMA) demonstrations 
were continued aggressively. Technical assistance continued 
to the nearly 20 States involved in SMA projects. Research 
efforts on optimizing SMA design and materials selection 
were conducted jointly within FHWA, State highway agencies, 
and industry and were augmented by a National Cooperative 
Highway Research Program (NCHRP) study. 
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High Performance Concrete — Concrete materials initiatives 
continued to demonstrate the use of innovative laboratory 
and in situ testing equipment and promoted the use of high 
performance concrete. An equipment loan program has proved 
to be a very effective method of transferring the use of 
innovative equipment to the States; this program was 
expanded through additional equipment purchases. 
Initiatives are underway to demonstrate and implement high 
performance shotcrete technology. High performance 
shotcrete can be used for bridge rehabilitation, soil 
nailing wall facings, and tunnels. European concrete 
pavement technology was demonstrated by constructing test 
projects in Michigan and in other States. 

Non-destructive Testing Equipment— The current use of non- 
destructive testing (NDT) equipment in the concrete mobile 
laboratory was accelerated by a hands-on workshop and an 
equipment loan program. Workshops will continue for several 
years depending on the States' level of interest. 
Initiatives are underway to start a national certification 
program in this type of testing. 

Load and Resistance Factor Design— A 5-day workshop was 
developed to promote the early acceptance of the new load 
and resistance factor design (LRFD) method recently included 
in AASHTO bridge specifications. It provides bridge 
engineers with practical skills in applying the new 
specifications. LRFD represents a radical departure from 
the traditional design philosophy of Working Stress Design 
(WSD) , which requires that the total stress caused by all 
design loads be less than a specified percentage of the 
bridge material's stress limit. 

Geotechnology — Three separate workshop series provided 
geotechnical engineers with the expertise to properly 
select, design and construct facilities using mechanically 
stabilized earth (MSE) walls, soil nail walls, and other 
proven ground improvement techniques. Ground improvement 
methods have provided opportunities to solve difficult 
highway construction problems with innovative, cost- 
effective technologies. Follow-up technical assistance is 
available to States planning to incorporate these techniques 
in their highway or bridge construction projects. 



Electroslag Welding — Recent revisions to electroslag welding 
(ESW) procedures have resulted in greatly increased quality 
of finished welds; proper techniques are promoted in a 
combined classroom presentation and fabrication shop 
demonstration of ESW welding techniques. ESW is a welding 
technique that is particularly suited to fabrication of 
thick structural steel members and can provide considerable 
economies during fabrication. 

Bridge Management Systems— FHWA and the States are actively 
pursuing the implementation of comprehensive bridge 
management systems (BMS) . The development of the PONTIS BMS 
has been completed and program demonstrations, support, and 
enhancements are being provided to the States. Two major 
enhancements are under development to provide a transfer of 



360 



PONTIS condition data to the National Bridge Inventory 
format and to provide a comprehensive database of bridge 
repair and rehabilitation costs. 

Scour Monitoring and Underwater Evaluation and Repair of 
Highway Bridges— Work is continuing to select instrumentation 
and finalize training materials for the demonstration 
projects on scour monitoring and underwater evaluation and 
repair of highway bridges. This technology was used very 
successfully to evaluate structures during the 1993 Midwest 
floods; FHWA's contractor using the FHWA Bridge Inspection 
Boat provided a valuable service to States along the 
Mississippi River during this time. The knowledge gained 
from those experiences will benefit the effort. Pilots to 
"shake-down" the instrumentation and the demonstrations will 
be held soon. 

Retroref lectometer Devices— Inservice testing of new 
retroref lectometer devices is underway, and devices are 
available for inservice trials. Multiple devices are used 
for rapid evaluation and testing in coordination with State 
DOTS. These devices will allow reflectivity/visibility 
guidelines to be established for traffic control devices and 
will enhance positive guidance capabilities. 

Red Light Running — To address the growing safety issue of red 
light running, hardware that will discourage the practice is 
under evaluation to improve safety at intersections. In 
addition, a parallel project has a goal of reducing traffic 
accidents through the use of targeted public education 
campaigns designed to improve the behavior and performance 
of highway users by increasing their awareness of issues 
related to traffic control device compliance. Charleston, 
South Carolina, has been selected as the pilot site for 
implementation of the first campaign. 

Corridor Safety Improvement Program— The promotional phase of 
the Corridor Safety Improvement Program (CSIP) , a joint 
NHTSA-FHWA initiative designed to address severe accident 
problems on arterial corridors, was completed. This 
comprehensive approach involving engineering, enforcement) 
and public awareness to reduce accidents and injuries was 
presented to more than 3 5 States. More than 2 pilot -j 
corridors are under evaluation to quantify effectiveness. 
More will be initiated as prior successes become apparent. 

Motor Carrier Safety Technology — Motor carrier safety 
technology is emerging on a larger scale than ever before. 
Improved marketing methods are being completed that can 
reach both the broad spectrum of commercial vehicle 
operators and the enforcement sector with the latest safety 
information. This is important since a large portion of the 
enforcement community does not have the most current 
information related to truck safety. Also, blood alcohol 
content (BAC) training is being provided to judges and 
police officers to inform them of the importance of the low 
BAC levels established by regulation for commercial vehicle 
operators. In addition, the enforcement community is being 
provided with new techniques for identifying low BAC levels. 
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Truck accident data— The National Governors' Association's 
coTtanon truck accident data elements are necessary for 
meaningful truck accident analysis. Training on collection 
of this essential data began in 1993 for the entire 
enforcement community and has continued both in the 
classroom and via satellite television. State-of-the-art 
Compact Disk-Interactive (CD-I)— an interactive computer- 
assisted training technology— is used to help reach a vast 
number of enforcement agencies. 

Traffic and Motor Carrier— Traffic and motor carrier 
technology applications program has continued to advance new 
projects in the following categories: intelligent traffic 
control systems; command and control software for traffic 
signal operations; incident management; congestion 
management; demand management; traffic signal simulation and 
optimization; geographical and highway information systems; 
global positioning systems; and motor carrier operations. 
New technology produced by projects in these categories was 
promoted through an array of innovative techniques to 
accelerate rapid acceptance and implementation by highway 
agencies. As Intelligent Vehicle-Highway Systems (IVHS) 
continue to mature during this decade, a large influx of new 
traffic and motor carrier technologies will become 
operational and will need immediate promotion and 
implementation . 

Traffic Technologies — Mobile demonstrations of geographical 
information systems, video imagery, and advanced traffic 
control technologies were presented throughout the United 
States. As new technology evolves from public and private 
sources, it will be folded into these efforts to keep 
presentations on the cutting edge. 
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DISADVANTAGED BUSINESS ENTERPRISES 

Mr. Carr. Update the information appearing on pages 735-736 
of the 1994 hearing volume relating to disadvantaged businesses. 
[The information follows:] 

There are no significant changes contained in the new legislation affecting the 
DBE Supportive Services Program. However, the FHWA continues its recent initia- 
tives: 

The regionally administrated Entrepreneurial Development Institute (EDI) in as- 
sociation with the Historically Black Colleges and Universities in an eight southeast 
state area. Kentucky State University was awarded a $904,630 contract to advance 
this regional EDI program; and 

The development and implementation of a national Indian Out-Reach effort in se- 
lected States to enhance the participation of Indian owned businesses in the DBE 
program. 

The establishment and implmentation of a statewide bonding progreim by the 
California Department of Transportation in the State of California. 

These initiatives will require a continued Federal commitment. 

DISADVANTAGED BUSINESS ENTERPRISE AWARDS IN THE FEDERAL-AID HIGHWAY PROGRAM, 

FISCAL YEARS 1978-93 



Fiscal year 



Dollar 
(millions) 



Percent 



Number of 
contracts 



1978 126.09 

1979 163.7 

1980 232.7 

1981 355.18 

1982 415.54 

1983 719.74 

1984 1,269.25 

1985 1,278.60 

1986 1,198.94 

1987 1,525.72 

1988 1,586.99 

1989 1,571.89 

1990 1,441.13 

1991 1,554.71 

1992 1,655.66 

1993 1,801.33 



1.9 


1,200 


22 


1,574 


2.9 


1,625 


4.3 


3,585 


5.3 


4,125 


8.9 


6,990 


13.6 


12,421 


11.5 


13,091 


11.0 


12,233 


14,7 


16,441 


14.6 


14,914 


14.4 


14,277 


13.9 


13,873 


13.9 


15,236 


12.7 


16,577 


129 


18,552 



POSITION ALLOCATIONS 

Mr. Carr. Update the chart depicted on page 737 of the 1994 
hearing volume showing position allocations. Show 1993 actual, 
1994 as submitted, 1994 current plan, and 1995 proposed. 

[The information follows:] 



Fiscal years- 



1993 actual 


1994 estimate 


1995 estimate 


19 


19 


19 


5 


5 


5 


36 


36 


36 


4 


4 


4 


18 


18 


18 


91 


91 


91 


124 


124 


124 


291 


291 


291 


151 


151 


151 



Program Direction and Coordination: 

Executive Direction 

Program Review 

Legal Services 

Public Affairs 

Civil Rights 

General Program Support: 

Policy 

Research and Development .... 

Administration 

Career Development 

Highway Programs: 

Program Development 



209 



209 



209 
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Fiscal years — 
1993 actual 1994 estimate 1995 estimate 



Safety and System Applications Ill 111 111 

Motor Carriers 707 707 707 

Federal Lands Highway Office 18 18 18 

Field Operations 1.588 1588 1.588 

Total. GOE 3^372 3£72 3^ 

FIELD OPERATIONS STAFF 

Mr. Carr. Provide a breakdown of FHWA field operations staff 
by activity. 

[The information follows:] 
As of February 28, 1994, the field operations staff, by activity, is as follows: 

Executive direction 41 

Legal services 27 

Civil rights 20 

Planning and research 218 

Administrative support 343 

Engineering and operations 899 

Total 1,548 

RIGHT-OF-WAY REVOLVING FUND 

Mr. Carr. Update the information on right-of-way revolving fund 
obligations shown on page 756 of the 1994 hearing volume. 
[The information follows:] 

As of March 15, 1994— $19,289,000. 

Right-of-Way revolving fund obligations for FY 1994: 

States: Obligated 

MD $54,000 

NC 900,000 

MI 7,000,000 

CA 500,000 

NV 9,135,000 

ID 1,700,000 

Effective March 15, 1994 $19,289,000 

FEDERAL-AID LIMITATION EXEMPTIONS 

Mr. Carr. Provide the estimated fiscal year 1995 obligations for 
each of the exemptions to the limitation on obligations for Federal- 
aid Highways, similar to the listing contained on page 757 of the 
1994 hearing volume. 

[The information follows:] 

Fiscal year 1995 estimated obligations for exempt programs ^ 

[In millions of dollars] 

Emergency Relief (sec. 125, title 23) 100 

Minimum AUocation (sec. 157, title 23) 1,187 

Applied Research and Technology (sec. 6005 of ISTEA) 24 

National Defense Highways Outside the U.S. (sec. 1006 of ISTEA) 12 

Bonus Limitation (sec. 1002 of ISTEA) 180 

ISTEA Demonstration Projects (sec. 1103-1108 of ISTEA) 180 

Projects authorized by the Surface Transportation and Uniform Relocation 

Assistance Act of 1987 (sec. 149 of STURAA) 46 

Other exempt programs, including projects authorized by the Surface Trans- 
portation Assistance Act of 1978, the Federal-aid Act of 1981, or the Sur- 
face Transportation Assistance Act of 1982 8 
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[In millions of dollars] 

Total 1,737 

'The FY 1995 budget proposes that all of the currently exempt programs listed above, except 
for Emergency Relief, be subject to the Federed-aid Highways obligation Umitation beginning in 
FY 1995. 

COST BENEFIT ANALYSES FOR CAPITAL PROJECTS 

Mr. Carr. Describe in detail how the Federal Highway Adminis- 
tration intends to comply with the new Executive Order concerning 
cost-benefit analyses for capital projects. 

[The information follows:] 

As required by the ISTEA, the States, metropolitan planning organizations 
(MPOs), and transit operators determine which projects will be federally funded 
based on the statewide and metropoUtan transportation planning processes required 
by ISTEA. The FHWA and FTA have issued joint regulations to implement these 
ISTEA planning and management system requirements that, while not explicitly re- 
ferred to as requiring cost/benefit analyses, require the consideration of many of the 
factors identified in the Executive Order including the social, economic, energy, and 
environmental effects of transportation decisions, the effect of transportation deci- 
sions on land use and land development, Ufe cycle costs, and consideration of options 
including demand management. 

Where the need for major transportation improvements is identified through the 
metropolitan transportation planning process, major investment studies (MIS) must 
be completed before Federal fands can be used to advance major improvements. As 
part of the MIS, a reasonable range of alternatives must be analyzed. Through the 
analysis, the cost-effectiveness of alternative investments or strategies in meeting 
local. State, and national goals and objectives must be evaluated. The MIS must in- 
clude environmental studies that wUl serve as input to the development of the re- 
quired environmental docvmients. 

In addition to issuing regulations, the FHWA provides technical assistance to the 
States and MPOs that encourages their use of procedvu-es that explicitly address the 
benefits and costs of alternative approaches to meeting transportation needs. We are 
also working to improve cost-benefit methodologies that are currently available. 
Some examples of the technical assistance being provided include organizing a pol- 
icy workshop in December 1992 involving State and local government officials, and 
representatives from the private sector to develop recommendations on implement- 
ing the ISTEA requirements on life cycle cost analysis. The results of the workshop 
are being used to prepare policy, technical assistance, research recommendations, 
and guidance for practice. FHWA is also encouraging the Federal land managing 
agencies to better manage the Federal roads through implementation of the three 
management systems required for FLHP in ISTEA. Additionally, FHWA is conduct- 
ing regional outreach workshops on planning regulations, management systems, and 
air quahty conformity regulations. Most of the workshops include a 1-day program 
on major investment studies to explain the requirements for comparing major cap- 
ital investments. Finally, FHWA is developing and distributing a notebook contain- 
ing concise descriptions of 14 innovative public involvement techniques suited to 
transportation planning to enable planners to involve the public more effectively. A 
number of other efforts to develop technical assistance and training on public in- 
volvement are underway. 

At the program level, the FHWA has been providing estimates of the benefits to 
be derived from different levels of Federal infrastructure investment to support our 
budget submissions. Benefits quantified include miles of roadway and number of 
bridges improved, user cost savings, jobs created, and longer range economic produc- 
tivity benefits. We are continuing to work to improve our capacity for quantifying 
the benefits of different levels of program investment. 

NATIONAL PEDESTRIAN AND BICYCLIST CLEARINGHOUSE 

Mr. Carr. The conference agreement on the 1994 Transportation 
Appropriations Act included $500,000 for a national pedestrian and 
bicyclist clearinghouse. What is the status of this effort? What 
amount of the $500,000 has been obligated? 

[The information follows:] ;., ;, ^ - . .»i:i^ 
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In order to obtain the best qualified operator, the clearinghouse is being set up 
under a competitive bidding process, ana it will be in operation by September 30. 
To date, similar existing clearinghouses have been investigated, the objectives for 
this effort have been identified, and the statement of work has been drafted. The 
contract for this clearinghouse will be awarded under a firm, fixed-price contract for 
$500,000 in fiscal year 1994 funds. Consequently, all of these funds are reserved for 
this contract, and therefore, none have been obligated to date. 

CASH BONUSES 

Mr. Carr. For fiscal years 1993, 1994 and 1995 provide the 
amount spent and planned for cash bonuses in the Federal High- 
way Administration. Also include how many people received such 
bonuses in the past three years, and the number of employees re- 
ceiving bonuses of $10,000 or more. 

[The information follows:] 

If, by the term 'Taonuses" you mean bonuses and Rank Awards to Senior Executive 
Service members, we paid out: 

25 SES Bonuses and 3 Rank Awards in fiscal year 1993 totaling $187,062. (Three 
bonuf3s and all 3 Rank awards were for more than $10,000;) 

16 SES Bonuses and 3 Rank Awards in fiscal year 1994 totaling $116,465. The 
2 Rank awards were for $10,000; one Rank award exceeded $10,000; but none of 
the SES bonuses were that large; and 

We are projecting approximately 15 SES Bonuses and 2 Rank Awards in fiscal 
year 1995 totahng approximately $104,000. Only the two Rank awards should ex- 
ceed $10,000. 

In addition to the SES awards we made the following performance awards to em- 
ployees in grades GS-1 — GM-15 (and equivalent): 

Fiscal year 1993, 1753 awards totaling $1,883,811. Two awards were over 
$10,000. 
Fiscal year 1994, 1997 awards totaling $2,220,563. One award over $10,000. 

We are projecting approximately 2000 awards totaling $2,260,000 in fiscal year 
1995, with two or three awards over $10,000. 

ISTEA DEMONSTRATION PROJECTS 

Mr, Carr. Provide a listing of each ISTEA demonstration project 
showing the total amount of contract authority made available to 
date, by year, and the total current unobligated balance. Also indi- 
cate for each such demonstration project whether or not it is in- 
cluded in a state transportation improvement program. 

[The information follows:] 

Contract authority available to the demonstration projects in Sections 1103 
through 1108 of the ISTEA is shown in the following tables by section. 

The total unobligated balance, as of March 14, 1994, for these seven sections of 
ISTEIA demonstration projects is siunmarized below: 

UNOBLIGATED BALANCE FOR ISTEA DEMONSTRATION PROJECTS 

[As of March 14, 1994] 



ISTEA section 



Contract auttionty 




through fiscal year 


Unobligated balance 


1994 




$127,769,600 


$57,559,355 


219,537,920 


174,785,709 


570,020,480 


415,448,771 


412,442,240 


263,985,085 


249.168,640 


161,948,195 


1,152,303,040 


667,825,260 


195,753,600 


143,888,801 


2,926,995,520 


1,885,441,176 



1103— High Cost Bridge 

1104 — Congestion Relief 

1105(f)— High Priority NHS Corridors 

1106(a) — Rural Access 

1106(b)— Urban Access 

1107 — Innovative Projects 

1108 — Priority Intermodal 

Total 
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As a prerequisite for obligation of demonstration funds on a project, the project 
must be included in the State transportation improvement program (STIP). When 
decisions are made to advance a project, the STIP is amended as appropriate to in- 
clude the project. 
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HTGH COST BRIDGE PROJECTS IN SECTION 1 103 OF THE 1991 ISTEA 
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FY 1992 



$4,000 



472.000 



1.088.000 



272.000 



2.588.000 



2.368.000 



1.760.000 



1.472.000 



5,920.000 



80.000 



776.000 



1,896.000 



2.000.000 



1.136.000 



944.000 
22.816.000 I 



Conftd Authority 



FY 1993 



147 JOO 



1.065.600 



2.502.400 



625.600 



5.906.400 



5.446.400 



4.048.000 



3.385.600 



13.616,000 



184.000 



1.784.800 



4.360.800 



4.600.000 



2.612.800 



2.171^ 



FY 1994 



147.200 



1.085.600 



2,502.400 



625,600 



5.906,400 



5,446.400 



4,048.000 



3.385.600 



13.616.000 



184.000 



1.784,800 



4.360.600 



4.600.000 



2.612.800 



2,171.200 



Total 
FY92-FY94 

358.400 

2.643,200 

6,092,800 



1,523.200 



14.380.800 
13.260.800 
9,856,000 
8,243,200 



33,152,000 



448,000 



4,345,600 



10,617,600 



11,200,000 
6,361,600 



5.286,400 



52.476.600 | 52.476.800 | 127.769.600 



368 



CONGESTION REUEF PROJECTS IN SECTION 1 104 OF THE 1991 ISTEA 



AnzoM 



Distictof 
Coknta 



Fkridi 



Kwbdy 



MassadWMto 



I 



Sadion ~) 
Pro^sct 

Nun*« 

23 



29 



22 



^Qjtct LAGtfion/NviM 



Tucson: OkI* a Orang* GroM Rdi inlmhngt 



Long BMdtCcnMudian rf NOV Laia on 1-710 

San Diago: Coratuci 1 bkiGk c( Cut aid 
Com Tinnal on Rl IS in doantoam San Oiago 
Lm Angalaa: To axland 1-1 10 Noift hxn 
MO Md doMikMn Loa Angalaa 

Dtaton: To inpniva 3 ywda 



FaMatt To canstud 2 pak t ridt tat- 



Victevaa: Canstud rtBr ci i a nga 1 nh 

fttjilh ol Palnidiie Road on 1-15 

Rctanond: 1-80 Ridimond Patnay Inla it i a i m a 

Sunyviia: HOV lana nvraMmaM on Laaranea 
Exfnattmt 



Washinglon: PnmaiylnlvinodaiSyvtm 



PaknBaach Aa)un ROW and corakuct and 
aiidan to 4 lanos 19 mila tagmanl o( US 27 
Bnaaard Co.: Hataidala Bndga Profad 



Bannad[ t Cartou Counlias: Any aigUa 
Fadanl-aid highoay praiaGti undar Ma 23l 



EadStLouii: Faaai)illtyikidya(a 
bhdga batwaan Eaat St Loiai and St Loiii 
UutKStala ( Una, Mnoui ) 
FoiRiMrValey: Study, plan aid costud 
19 to 8 bridgas acroai tha Foi Rivar 



UatnMh: Conskudton of tow lana read 



Projad 



I (.aaMiNPOni Trnicaay 



toutavOa: WatorihM Oawalopmaid Roadaay 

NnpfOMMMnti 



Bi0i-WoahNCft bnpRNMnwntt to Cvten Bridpi 



Princt Gaorgt's Co: To rah^ibMi «a 

flalKiii iiiia m^hia^iM ^ ' 

** F>«VA Fadaal Landi pniad - 



Boston: A bicyda aid padastain p«h 
connading Arlington. Boaton and Cantrtdga 



32 I ViannaTa«rati9:l-7Me7intofdianga 



FY 1992 



312.000 



St2.000 
400.000 

808,000 

144.000 
616,000 

216.000 
144,000 
808.000 
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FY 1993 
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1 4,524,800 1 
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1,582,400 


3,852,800 1 


864,800 
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1.932.000 
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1.840.000 1 


4.480.000 1 
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1.637.600 1 


3.987.200 1 
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CONGESTION RBJEF PROJECTS IN SECTION 1104 OF THE 1991 ISTEA 
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i^^ywies. taffic signal Hitarconnections 
and road repair and resufadng 


168.000 


386.400 


386.400 


940.800 1 


1 


18 


Long Island: To make improvemer^s on Itie Van 
Wyck Expressway to improve Mlic floai 


288.000 


662.400 


662.400 


1.612.800 1 




38 


New York: ConsVuctton of Williamsbtrg to 
Holland Tunnel Bypass 


288.000 


662.400 


662.400 


1.612.800 1 


1 Ohio 


21 


ToMo: Study of possl)le sdaly and MKc 
delay improvement benefits in 6 corndors 


19.200 


44.160 


44.160 


107.520 1 




41 


Dayton: Construction of a bicycle pedestian 


240.000 


552.000 


552.000 


1.344,000 1 




2 


Philade^hia: Pro)ect to Constuct Bridge- 
PratI Terminal 


2.760.000 


6.348.000 


6,348.000 


15.456.000 1 




26 


Improve River StaaC Tonnda Borough and 
North Towanda Township to form highway bypass 


704.000 


1.619.200 


1.619.200 


3.942.400 1 


1 Tennessaa 


3 


Davidson.Williamson Cos: Study t constuction 
of Davidson^WUianaon Bike Patti 


80.000 


184.000 


184.000 


448.000 1 




17 


Miflreesbcro: Conduct a faasbility study of 
const a bicycle system (PL 102-388 sed378) 


32.000 


73.600 


73.600 


179.200 1 


1 Virginia | 


33 


Prince William Co.: 1-95 HOV lane extension 


1.080,000 


2.484.000 


2.484.000 


6.048.000 1 


1 Virgin | 


34 1 


St Thomas: Raphune HI Bypass 


1.472.000 


3.385.600 


3.385.600 


8.243.200 1 


1 islands | 














1 Wisconsin j 


36 1 


1-794 Bicycitt TranspoftBbon Prayscts in 


120.000 


276.000 


276.000 


672.000 1 


1 Wast I 


42 1 




8.800.000 


20.240.000 


20.240.000 


49.280,000 1 


1 Viginia | 




of SR-9»amMartinsbirg to VA Stale line | 












43 1 


Constuction of Coal Fields Expressway torn | 


4.000.000 


9.200.000 


9.200.000 


22.400,000 1 


1 1 


1 


Beckley ID VA Stale line | 


39.203.200 








1 

1 


Totob: 1 


90.167.360 


90,167,360 


219.537,920 | 


*MulbstalBpni)ac 


b, funding spl 


< determined yearly. 
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HIGH PWORrnr CORRIDOR SEGMENT ag NATK)^UU. HK»1WAY SYSTByl IN SECTION 1105(0 OF THE 1991 ISTEA 



Arizsra 



CtHanrn 



Gacrgia 



SmUod 
Nifnb«r 



20" 



20* 



18 



\r 



26 



22* 



2? 



ReiMt LooionMam 



Upraifng of «M EaM-WMl Conidorito)« 
Rouli72 

( Alitom. GwfVK Umm^ Tmimmm ) 
AfipetochHn Rayon^ C«rndor X Fnm SR-2$ 
nMT FiAxi. US to LIS-31 in Dimiii g h a ii. AL 
AppilaciMn Ra^orMl Corridor V hm US SMi 
Lin* IMV R«d Bqr to TN SMto Un* nortti o( 
BndQiport, AI_ 



For oom^uctan of HQ^fM&i 412 ftvn Slovn 
SpiinQi to Sprmgdito, Aridimi 
For corakucian of HghiMy 412 ton 
Spnngdd* to Harinn. Muraa 
Conttucton of US-71 b«*KMn FayaOwl* 
■<d AtTw. AR « pal of Norlh-Soudi Corridor 
Conituctian of US-71 trm Akt« AK. to 
ttw LouiMra SMa Lira 
AX 91 064% T7(&93«% 
HghnHir 412 ton Harinn to Ul HOTM 



For inprowmai te on t-IS aid MO in 
(Coifoma, NMada. aid Arizora). indufog 
«w l-ISAJS-SS intorchaiM in » 



For m»vm \m U on I-1S aid MO in 
(Ciitona. Nwali, aid Mzaa). indudng 
«M MS/US^ intorchaig* in Nwate 



Upvafng at Ite Eal-WMI Conidcr *ng 

Routo72 

( AWwrrak GMr^ liMoippi. Ta«MMM ) 



Corakuet ■ 44aM NghMir tan L^^Mt to 
Fl W(|m* Uoning tnling SR-2S & US-24 
Conduct itaMtir aid (caonc ihidy to 
Hidai US-24 ton Fl \Nwfm. IN toToMo. OH 
M pat of LAydto to Tctodo ComdollN OH) 
To improM Km Btoonangton, IN. to NMbary. 
IK HgnMM of tfM Iniaiipoi*. IN. to 
Mvnprat, Tri high pnon^ ccnidor 
(TN> MgnMrt i( d in IH) ( M, KY, TN ) 



For inprmanaili lor Avaiut of tM Sank 
ton St Pai. UN, to 3t Lout. UO 
( kxM. UnoMOli. Unofi ) 



Toi 



ttM North-Soutti Conidor frvn ttw 
SMto Urn to Shwopot. Louaaa 



Wdai « Kkrd* porfan of Kghw^ U^ tan 
UkCoh* County to I-96 in Howri Co (41U 
in FY93 to 1 10«(2S) (P.L 102-38S net 367)) 
Al 4 1U WM r«lwn«l to >■ proiKt 

For inprmanatt lor AMraN of tM Sanb 
tan SI PuL UN. to Si Louii. UO 
(kM«UnnMO«i.MMaui) 









FY 1992 


1 FY 1993 


1 FY 1994 


1 Tolri 1 








1 FY92-FY94 | 


955.040 


1 2.196.592 


1 2.196.592 


1 5.348.224 | 


4,730.000 


1 10.882.800 


1 10.892.800 


1 26,521.600 1 


2.032,000 


1 4.673.600 


1 4.673.600 


1 11,379JOO 1 


2,720.000 


1 8i56.000 


1 6.256.000 


1 15^32,000 1 


4.480.000 


10.304.000 


1 10.304.000 


1 25.068.000 1 


8.000.000 


18.400.000 


18.400.000 


1 44.800.000 1 


5.099.584 


11.729.043 


11.729.043 


1 28.557.670 | 


1.800.000 


3.680.000 


3.680.000 


8,960.000 1 











1 


3.886.000 


4.960,800 


8.960.800 


17.817.600 1 


447.040 


1,028,192 


1.028.192 


2.503.424 1 


760.000 


1,748,000 


1.748.000 


4J56.000 1 











1 


1.886.000 


4,360,800 


4.360,800 


10.617.600 1 


5.930.160 


13,639,368 


13.639.368 


33.208.896 | 


2.368.000 


5,446,400 


5.448.400 


13.260.800 1 


2.388.000 


5,446.400 


5.446.400 


13.260,800 1 


844.000 1 


2.171.200 1 


2.171,200 


5.286.400 1 
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UGH PWORITY CORRIDOR SEGMENTS ON NATIONAL HIGHWAY SYSTEM IN SECTION 1105(f) Of THE 1991 ISTEA 



I 
Sadkm [ 

Nifnbv 



NMYork 



Cmra 



Otao 



South 
CMiata 



3 

2r 



ir 



20* 



30 



ir 



ir 



ir 



IP 



ir 



26 



FVoiKt LociianMBTM 



Ukt^ning of Dm Ea«-WMl Ccrridoritong 

Rouli72 

( AWMma, Gwr^a, Mnni)^ Tmumom ) 



biproMnwnl of Noflh-Soutfi Conidor itoiQ 
HghiMr 71 n Ouulliiiiil»i>. MO 
For ii n»ij i(«iii«ii U fcr AMnu* of Iho SanH 
ton St Pali. MN. to St UXM, MO 
( lONi. timiMati. UMOtfi ) 



Conduct ■(■■iii>) Hudy of i aiyrii—if 

han Ripid City, SO, to ScotH BUI, NE 

(Natmriu. South Mioti) 

To mpraw ttw HtsrtMd E^nsuMy from 

(U|)id City, so, to Scotti auir, NE 

( Nitin*a. Soudi OAoti ) 



For mpiTwanwite on I-1S and 1-40 in 
(C^foina, Nevada, and Arizona), jndufng 
«M MSAJS-SS intnlianga in Navada 



ii Uxu i w iiiai te on Routa 210 babnaa n Spmgvia 
to Eicoltvia in Naw Yoili Stata 



For i4>graifng 1-64 < Rl 1 7 in VA aid 
contkuctng a naw htghway hn Rodiy Mount 
to Ebdwth aty, NC. aa pal ot Itta 
Rafaigh-NuifiA rtyh Pnortty Corridor 
Improvoman H ^ ( N. Caroina. W^iia ) 



Conduct tiaiiiity and a co nonii c Mudy to 
aidan US-24 him Ft Wiyna, IN to Tolado, OH 
aa part of Latayatto to Tolado ConidorlOKIN) 



For upgradng US-220 High Phority Corridor 
batMaan SIMa Colaga and 1-80 
To improva LIS-220 to a *^m» feritad accaaa 
lighwiay tan Batd Ei^ northaard to US-322 



Conduct a faaaiiit) itudy of an aipraaiaw) 

from R^iid City, SO, to Scstb BUT, NE 

(Natir«ka.SouaiD*ali) 

To ii|Mwa ttta Haattaid Ei^raaaaHy frvn 

Rapid City, SO, to Soolb Bk«. tC 

(NabraAa, South Dakota) 

Uf^QFunQ 01 (hi cHl'WMt Conidor riong 

Routa 72 

( Alabama. Gaorgia. Iiiiaii ^u i. Tin n ) 

Conafrudion of US-71 from AtTM, AK. to 
Iha Loiaaana StMa Una 
AKSI.064% TX8.S3<% 

For iftyaiing 1-64 6 Rl 1 7 in VA and 
conafrudvtg a naw ligtiaray from Rocky Mount 
to Eizibadi City, NC, aa part of Iha 
RflMgh Noffoli high Pnonty Conidor 
Impr o wiiiH i ( N Cvoirw. WgKii ) 
Conttucton of DanvAt Bypan on Rouli 29 
CofTidar 



FY1M2 



406,400 



286,000 
2.566,840 



51,200 



2.368,000 



840.000 



760,000 



1,424,000 



25,600 



4,056,000 
11,640,000 



223.520 



500.416 



1.360.000 







FY1tg3 


t FY 1994 


ToU 1 
FY92-FY94 | 


»4.720 


934,720 

1 


2.275.840 1 


66Z400 
5.901.432 


662,400 
I 5,901,432 


1,612,800 1 
14366,704 1 


117.760 
5.446.400 


1 117.760 
i 5,446.400 


286,720 1 
13.260,800 1 


5.932.000 


1 1,932.000 


8,704.000 1 


1.746.000 


1.748.000 


4.256.000 1 


3J75J00 


3,275,200 


7.974.400 1 


58.880 


58,860 


143.360 1 


9,328,800 
27,232,000 


9,328,600 
27,232,000 


22,713.600 1 
66.304,000 1 



t 






1 
1 


514,096 


514,096 


1JS1.712 1 
1 


1,150,957 


1.150,957 


2,802,330 1 




3,128,000 




3.12S.0O0 


1 
7,616,000 1 
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HIGH PRIORITY CORRIDOR SEGMENTS ON NATIONAL HIGHWAY SYSTEM IN SECTION 110$(q OF THE 1991 ISTEA 



St* 


S««an 
Prajtct 
Hintm 


1 


= == 


wlttnUjfUH 


V 


WMt 

WgM 


10 

11 




12 


1« 
SMH 


24' 


FHWA HFL-1 
Kwibdiy 

TWMMOM 


25* 







ProjMtLociioc^Nanw 



US-3t5 knpro««iMnli tan US Caadn boftfv 
iDOragonSMtUra 

Consfrudton of ShMRtM Pvpiicl from ^-Ccmv 
Jundion to 1-77 H p«t of I-7V74 Corridor 
VMmng US42 torn Huntnglon Id Whmm. 
WV, ■ pat of 1-73/74 Corridor PraiKi 
RoplKOTMrt of US-S2 tam VWtamnn. WV, tg 
1-77 ■ pirt of 1-73/74 Conidor Pni«( 

SPECIAL MULT1- STATES 

Mo TfWiMnMncB riQhiMy Fmhm^ Shid)f 
FHWAHEP-SO imnwWDMaav 

To inpraim Ciinb«rtand G^ TunmI aid lor 
wious MsoofltM mprowiMna ■§ p^ Of 
tti* US-»E Corridor AitnmMidby 
FHWA Fcdwri Lmlt Kgh««r 0<ic» 



TOTALS: 



ContKl Authority 



FY 1992 



4.360.000 



360,000 
8.000,000 

1.120.000 



80.000 



$.792,000 



M,6S2.800 



FY 1993 



10,028.000 



828.000 
18.400.000 
2.S76.000 



184.000 



68.608.000 



270,987.840 



Fn9«4 



10.028.000 



Tow 
FY92-FY94 



828.000 
18.400.000 
2.S76.000 



184.000 



204.379.840 



24.416.000 

2.016.000 

44.800.000 

6.272,000 

448.000 

72.400.000 

570.020.480 



* M»a«tPra)Wt 
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1 S«tion 1 

SWa 1 Proiect | 

1 Nuffltxr 1 


Alabama | 12 | 


Artiansa | 49 | 

1 SO 1 
1 SI 1 
1 S3 1 

1 S4 1 

1 1 


Afizona | 95 | 
1 1 


Colorada | 60 | 


Florida | 26 | 
1 29 1 
1 30 1 
1 S5 1 


ininois 1 9 | 
1 10 1 
1 11 1 
1 31 1 
1 32 1 
1 33 1 
1 34 1 
1 35 1 
1 3S 1 

1 ss 1 
1 s< 1 

1 107 1 


Iowa 1 106 1 
1 1- 



RURAL ACCESS PROJECTS SECTION 1106(a) OF THE 1991 ISTEA 



Prniact LocaboiVNama 



Oacalir Kallar Mantorial Bfidga Raptacamanl 

Hamson: To iinpraM US 65 tom Harmon, 
Ariiansas to Uissotfi Una 
Fl Smith. Improw Phoanix Avanua in Iha 
vicinity of Itw Fl Smilt) Alport 
B«Ua Vista To study bypan allantaliM ior 
US 7 1 in the vioraty o( Balia Vista 
DaValto Bluff; Replacanwnl bridge across 
tha Whits Rivar 

Jonesboro: Complete constuction of 3 
: on Ihe Highway 63 bypass 



Navajo County: Tifquoisa Trail Highway 
(Administargd by Biraau of Indians Allan) 

Montawma Upgrade farm to martet road 
serving Uta (Mountain) Indian Reservation 

Chattahochae: Constudion of UosquitD 

Creek Bridge 

To I4>7ade Stale RL 71 hxn Stale RL 10 to 

Stale Rl8 

To ifigrade Florida SR-267 from SR-8 to SR-10 

Brewd County: Design t Engineering improve- 
ments for SR-3 between SR-520 wid SR-528 

East St Louis: Feasbility study for 
4-lane Access Road to Jefferson M em ori a l Pat 
Envronmental Impact Study i Design Study on 
Highway 67 from Alton to Jacksonville 
Venice: RehAilitabon of McKinley Bridge 

East Louis: Tollway feasbilily study (East 

Louis to Cattondale.lL) 

Ml Vernon: Extension of 34th Sfreal from IL 

RL IS Id County Road 10 

Reconduction of Feotfier Trail Road I urn 

UUin Road Interchange to RL 37. Pulaski Co 

Reswfecing IL Rt 1 from Cave-In-Rock to 

north of Omaha 

Williamson County: UpgraiSng IL Route 13 

Safaie County: For imprmBmeiK to RL 13 from 

Williamson-Saline County line to Hamstitig 

W Cenfrat For widening of US 34 between 

Birtngton, Iowa end Monmouth. IL 

To make improvements including corBtuclion 

of a bridge on US 67 in NW Illinois 

For construction of the Alton Bypass torn 

the vicinity of ARon and Godfrey 

Gerro Gordo County: Mason City Bypass 





ConfrectAuthflrty 




1 FY 1992 


FY 1993 
2.336,800 


FY 1994 


Total 1 
FY92-fY94 | 


1 1.016.000 


2.336.600 


5,689,600 1 


1 3.040.000 


6,992.000 


6,992.000 


17.024000 1 


1 632.000 


1,453.600 


1.453.600 


3,539,200 1 


1 240.000 


552,000 


552.000 


1.344,000 1 


1 200.000 


460.000 


460.000 


1,120,000 1 


1 4S6.000 


1,048.800 


1.048,800 


2.553,600 1 


1 472.000 


1.085,600 


1,085,600 


2,643,200 1 


1 232,000 


533,600 


533,600 


1,299,200 1 


1 192,000 


441.600 


441,600 


1,075,200 1 


1 232,000 


533,600 


533,600 


1,299.200 1 


1 376.000 


864,800 


664.600 


2.105,600 1 


1 12.800 


29,440 


29.440 


71.680 1 


1 19.200 


44.160 


44,160 


107,520 1 


1 200,000 


460.000 


460,000 


1,120.000 1 


1 472,000 


1.085.600 


1,085.600 


2,643.200 1 


1 25.600 


58.880 


58.880 


143.360 1 


1 76.800 


176.640 


176,640 


430,060 1 


1 88,000 


202.400 


202.400 


492,800 1 


1 144,000 


331.200 


331.200 


806,400 1 


1 624,000 


1.435.200 


1.435.200 


3.494,400 1 


1 320,000 


736.000 


736.000 


1,792,000 1 


1 152,000 


349.600 


349.600 


851,200 1 


1 192,000 


441.600 


441.600 


1.075,200 1 


1 352,000 


609.600 


809.600 


1,971,200 1 


1 1.184.000 


2.723.200 


2.723,200 


6.630.400 1 
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Stak 



Kentucky 



Louisiira 



Michigan 



Minnesota 



Missoiffi 



Sadlen 
Proisd 
Nunter 

21 

76 

102 

103 

S9 
98 

9» 

17 
18 

ss- 

74 
113 
43 
44 
45 
58 
90 
22 

23 
88 

91 



IS 

16 

101 

104 

112 



RURAL ACCESS PROJEaS SECTION 1 106(a) OF THE 19S1 ISTEA 



Proiact Location/Name 



RhMrton.' ConsVuctMO of a nav hiQhway 
hm Riverton. KS to 1-44 in Missixfi 
Overtend Park 1-435 Intarchange Praiad 

LMirBncs: Lonfoncs cfcuTTCronbai Rofidimy, 

Dougtai County 

Eostoni ShawTMe: Oakland Expressway 

Pke County: US 1 19 UMrading 
South Cental Kentudiy: Higlmay 92 
Rekicalian Study 
Jawamine County US 27 Inyrowmanl i 

Lake Chstes: Construdnn of roads tnd 
lihdge to Roae Bluir Indusriel Area 
Improvements and extension d Ambassador 
Caffery Partway 

Const of a new road from an area In the area 
of 1-59 to AiaxanAia (PL 102-388 sect 405) 
Bossier City: To study grade sepsmons 
along 10 mile of KG Ra^oad along US 71 
Louisa: Louisa Bridge Replacement 

US 131. StJoseph County 

Berrien Co: US-31 rekKatxn 

Holland: US 31 upTade, Hotaid. OttMS Co. 

Farmington Hills: To widen 12-mtle road 
corridor in the vicinity of FarmingtDn Hilh 
Jackson County US 127 Upgrading 

Aifors-Hoyt Lakes/Silver. Bay Consfruction 
and reconsmjctwr o( Forest Highway 1 1 
connecting Amrs-Hoyt Lakes and Silnr Bay 
Richfiekt 77th St Raconstuctkn Proiecl 

Manl(fltD: Manttato South Rl Improvements. 

Eden PraihM^okigna: US Tmnk highway 212 
mpmement project. Eden PraneK^ologna 

New MaiM, Stoddard. Carter and Buder 
Counties: Highway 60 Improwmanb 
Southern: Improvement of Rt 65 through Greene 
Christian and Taney Counties 
Blue Springs: Adams Dairy Parkway Proiact 

Highway 63 i m proveman a . Columbia. Hfesoaif 

Iowa border 

Howell County: ImproM Highway 63 





Contact Authority 




1 FY 1992 


FY 1993 
2.410.400 


FY 1994 


IM 1 
FY92-FY94 | 


1 1.048.000 


2.410.400 


5.868.800 1 


1 328.000 


754.400 


754.400 


1.836,800 1 


1 264.000 


607.200 


607.200 


1.478.400 1 


1 47^000 


1,085.600 


1.085.600 


2.643.200 1 


1 608.000 
1 8.000 


1.398.400 
18.400 


1.398,400 
18.400 


3.404.800 1 
44.800 1 


1 736.000 


1.692.800 


1.692.800 


4.121.600 1 


1 328.000 


754.400 


754.400 


1.836.800 1 


1 1.192.000 


2,741.600 


2.741.600 


6.675.200 1 


1 136.000 


312.800 


225.444 


674.244 1 


1 12.800 


29.440 


29.440 


71.680 1 


1 760.000 


1.748.000 


1.748.000 


4.256.000 1 


1 40.000 


92.000 


92.000 


224.000 1 


1 1.392.000 


3.201.600 


3.201.600 


7.795,200 1 


1 104.000 


239.200 


239.200 


582,400 1 


1 200.000 


460,000 


460.000 


1.120.000 1 


1 64.000 


147.200 


147.200 


358.400 1 


1 760.000 


1,748,000 


1.748.000 


4.256.000 1 


1 928,000 


2,134,400 


2,134.400 


5.196.800 1 


1 800.000 


1,840,000 


1.840.000 


4.480.000 1 


1 696.000 


1,600,800 


1.600.800 


3.897.600 1 


1 1.736.000 


3,992,800 


3.992.800 


9.721.600 1 


1 1.128.000 


2.594,400 


2.594.400 


6.316.800 1 


1 120.000 


276,000 


276.000 


672.000 1 


1 471000 


1,085,600 


1.085.600 


2.643.200 1 


1 288.000 


662.400 


662,400 


1.612.800 1 
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1 S«<ion 

Strii 1 Prated 

1 Numtxr 


UosstWH 1 24 
1 25 
1 26 
1 27 
1 ^ 


Noft 1 2 
C«olini 1 

1 39 

1 4S 

1 72 

1 73 

1 100 


Nm 1 37 
Hanvshn j 

1 38 

1 47 

1 *i 


NMrUeodco | 93 
1 M 


NmYok 1 3 
1 4 
1 70 
1 71 



RURAL ACCESS PROJECTS SECTION 1106(8) OF THE 1991 ISTEA 



Praiad LocabonfNam* 



FnnUifrijncdn CounliM: lityfCTwmen H on 

Highway S4 

Upgrading of US-98 hxn Cowity line of Pika 

aid Waimall CounSes to Lons County. US 

Natchez Up^adrngHvliMy 61 Iran Natchez. 

US to Loueona Stale Lint 

Upyading Highway 84 tcm Brookhavan. US to 

US 49 in Collins. US 

Const o< a new road tanv area in tia vaa 

of I-S8 to Alexanta (P.L 102-388 sad 405) 



Boger City- Constvdion cf 4-lana dwidad 
hwy ^ong hwy 321 hm Boger CHy to NC-127S. 
AsheviUe. US 19-23invrowanienlpro|ad 

1-85 Interchange improvamant at State Routo 
1103 Granville County 
To raimbiTse the Stato of NiHfi Carolina for 
csnstudion & repar of the Bonner Bridge 
Cons»ud intBr3tate linli between 1-95 and 
MO in vicinity of Wilson and Goldsbors 
Cuntiolaid: U-2S19/X-2 Highways 



WinchastBT Replacement o( Winchester Bridge 

Hanover Ledyard Bridge Racunstucbon 

Uanchester UandiestarAiipcttRoad 

linprovemenls 

Wedands mitigalion package for SR-101/51 



Clayton: Ratondayton Road 

Jicarilla Apache State Road 
■ FKWA Federal Loids Proied * 



LWca: Improvement of the Ulica Nonti/Soulh 

Arterial 

Oneida County: Upyada a highway to 4-lanas 

Wayne County: To impriMe RL 104 him 
Fiinaca Road to Pound Road 
Chautauqua Co: 2 addtenal an pre ss wwy lanaa 
ton Chautauqua Lriu Bridge to PA Border 





Contact Authority 


1 


FY 1992 


FY 1993 


FY 1994 


1 
Total 1 








FY92-FY94 | 


760.000 


1,748.000 


1,748.000 


1 

4.256.000 1 


32.000 


73,600 


73,600 


179.200 


28.000 


64,400 


64.400 


156.800 


168.000 


386,400 


386.400 


940.600 








87.356 


87.356 


1.136,000 


2,612,800 


2.612.800 


6.361.600 


888,000 


2,042,400 


2.042.400 


4,972.800 


136,000 


312,800 


312.800 


761.600 


240,000 


552.000 


552.000 


1.3U.000 


712.000 


1,637,600 


1.637.600 


3.987.200 


1.272,000 


Z925,600 


2.925.600 


7.123.200 


64,000 


147,200 


147.200 


358.400 


624,000 


1,435,200 


1.435.200 


3.494.400 


320.000 


736,000 


736.000 


1.792.000 


800,000 


1,840,000 


1.840.000 


4.480.000 


744,000 


1,711J00 


1,711J00 


4.166,400 


120,000 


276,000 


276.000 


672,000 


792.000 


1,821,600 


1.821.600 


4.435,200 


640,000 


1,472,000 


1.472.000 


3,584,000 


512.000 


1,177.600 


1.177.600 


2.867.200 


1.360,000 


3,128.000 


3.128.000 


7,616,000 
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RURAL ACCESS PROJECTS SECTION 1 106(s) OF THE 1991 ISTEA 



Prajicl LonbonManw 

C««z: Invrmwnanti of Short Creak Highway 

hm Cadiz. Ohio to Raylaid,Orw) 

CMt Chvnpaign aid Lx)gn CounliH: US 6S 

8yp» 

MIm: B«lmon( StMl Biidpt Riptamnonl 

SMhm: Bridge STMlBiidBtraplacamrt 

Mta: Saudi Main S»Ml Bridgi raplKanMrt 

Uanlor For cunkuchan of tn idHUmga 

an3tal*Rl61Satl-90 

U«ins Routi 18 Bypm Study 

NomHc US 2S0 Bypass Stidy 

EaM CankaACnorvc RauM 30 Exhnsion 



SoudMm: WidviingofUSTO 

SowMm: Consfructen of ■ bfid^s tnd 
approaches tf Pennington Creek. OK 





Contact AuOMrily 




1 FY 1992 


FY 1993 


FY 1994 


Told 1 








FY92-FY94 | 


1 200,000 


460.000 


460.000 


1.120.000 1 


1 1^264,000 


2.907.200 


2.907.200 


7.078.400 1 


1 96.000 


220.800 


220.800 


537,600 1 


1 96.000 


220.800 


220.800 


537,600 1 


1 200.000 


460.000 


460,000 


1.120.000 1 


1 376.000 


864.800 


864.800 


2.105,600 1 


1 22.000 


73.600 


73.600 


179,200 1 


1 32.000 


73.600 


73,600 


179.200 1 


1 424.000 


975.200 


975,200 


2,374400 1 


1 19J00 


44.160 


44,160 


107,520 1 


1 80.000 


184.000 


184,000 


448,000 1 
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SMl 



Pemsyfvinii 



Sactian 
Profsct 
Hunter 



South 
Cvofinfl 



Tennassee 



20 
S2 

67 
68 

75 

79 

80 

81 

82 

83 

96 

97 

106 

115 

116 

117 

85 

13 
14 



RURAL ACCESS PROJECTS SECTION 1106(8) OF THE 1991 ISTEA 



P roiac t Lo c itoon/Nanw 



Johraonbiff: Rolociban of 1 2-larH highway 
hxn Canlv Staal to PA Rl 255 along US 
219, JohnsontHrg Bypan 
Ponn5yfvarutt Constucttona(tucl(<ft1vinQ 
lanas and s^aty mpraMmanli on US 219 
batman 1-80 and Iha NY SWa Una 
Aliquippa: For various 3-R projeds 

Badfcrd Springs: To const an access Rd along 
Old US 220 to proied and to const- other 
iKalitias in sita (P L 102-508 sect 602) 8 

proieds m Badfont Fulton & Huntington Co 
Monongahala Valley: Fcr constuction of 
southernmost axtansion of UonongaMa Xaoy 
Dai|>hin County Design, hght-ot-my and 
reconstruct 5.1 miles of 4-lane divided 
highway from Oai^hin Borough to Speeceville 
Widen 14 mile segment of US 15 h>m 2 to 4 
lanes 

Washington County Pennsylvania Induskial 
PsritAaess 

Southern Fayette County: ChadviDe 
Improvement Proiect 
US n. 219 Meyw»Ma Bypass 

US Rt 22 Improvemenb: Uonroeville to 

Ebansbutg 

Blairavilla: LamI Valley Exprassway 

Lehigh County US 222 Relocabon 

Northhampton County PA 33 Extension 

Berlis County Warren St ExtensioiVUS 222 

Raconstuction 

LatobeLJgonier Steet Reconstruction 

CatrollDWtt/DuBois: US 219 Improvements 

Robinson Township: Design work in Town Cantor 

GraenviUa Co: Southern Connector Highway 



LanorCHy Feasfci&ty Study en R Loudon 

Dam Bndge on US-231 

BkwnlCity Improvemanlof US Highway 411 

in Monroe and Btourt Cowtai 

Rutherford County Raplaca existing Br over 

west fort of the Stone's RMr.(P.L 102-388 

sed 379) i reMed fadMas. tands. ... 





Conted Authority 




1 FY 1992 


1 FY 1993 


1 FY 1994 


fM 1 








FY92-FY94 | 


1 1.120,000 


2.576.000 


2.576,000 


6.272.000 1 


1 2.080,000 


4.784.000 


4,784.000 


11,648.000 1 


1 1.024.000 


2.355.200 


2.355.200 


5.734.400 1 


1 1,576,000 


3.624.800 


3.624.800 


8.825.600 1 


1 1.120,000 


2.576.000 


2.576.0O0 


6,272,000 1 


1 960.000 


2.208.000 


2.208.000 


5.376,000 1 


1 1,104,000 


2,539,200 


2.539.200 


6.182.400 1 


1 504.000 


1,159,200 


1.159.200 


2.822.400 1 


1 192.000 


441,600 


441.600 


1.075.200 1 


1 3,840,000 


8,832,000 


8.832.000 


21.504,000 1 


1 2.424.000 


5,575.200 


5.575.200 


13.574.400 1 


1 400.000 


920.000 


920,000 


2.240.000 1 


1 120.000 


276.000 


276,000 


672.000 1 


1 1.344,000 


3.091.200 


3,091.200 


7.526.400 1 


1 528,000 


1,214.400 


1.2U.400 


2.956.800 1 


1 64,000 


147,200 


147.200 


358.400 1 


1 320.000 


736.000 


736.000 


1.792.000 1 


1 400,000 


920.000 


920,000 


2.240.000 1 


1 288.000 


662,400 


662,400 


1.612.800 1 


1 40.000 


92.000 


92,000 


224.000 1 


1 1.256.000 


2.888.800 


2,888,800 


7.033,600 1 


1 64.000 1 


147.200 


147,200 


358,400 1 
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RURAL ACCESS PROJECTS SECTION 1106(a) OF THE 1991 ISTEA 





Section 


- 




Contact Authority 


1 

1 




Prqact 




FY 1992 


Fn993 


FY 1994 












HuntM 
57 




832.000 


1,913,600 


s= =aa 

1.913.600 


FY92-FY94 | 


1 Ten) 


Beaumont VMan Higlmy FM-364 front a 2-Lana 


1 

4,659,200 1 






toa44aneroad 








1 




59 


Lsedo: Expand apadty of 24ane higlnmy, 


592.000 


1,361.600 


1,361,600 


3,315,200 1 

1 




61 


UMock: Faal)ililytniutostudias.PE. 
design fcr higliway ton Uttoct to 1-20 


232,000 


533,600 


533,600 


1,299,200 1 

1 




62 


RoseiAarg: To pwdian tigtA-cMray hr 
Highway 36 bypass West of Rosei<>ag 


72.000 


165,600 


165,600 


403,200 1 
1 




63 


Angleton: For vahous adiMlias ■ssodtfad 
•ilh relocation of Highway 288 


72.000 


165.600 


165,600 


403,200 1 
1 




M 


Relocation Project 


536.000 


1.232.800 


1,232,800 


3,001,600 1 

1 




110 


Port Lmaca to Cuero; Constuct (^graded. 


3.512.000 


8.077.600 


8,077,600 


19,667.200 1 

1 




111 


Parser Co Up^wle existing Stato Highway 199 
to four-Jane divided highway 


2.680.000 


6.164.000 


6,164,000 


15,008,000 1 
1 




114 




912.000 


2.097.600 


2,097,600 


5,107,200 1 


1 Viginia 


109 
78 


Prince Edward Co : widen 2-niiles or US 460 


352.000 


809.600 


809,600 


1,971,200 1 
1 


1 Wflihinglon 


Columbia River Gorge: SMa Route 14 


688,000 


1,582.400 


1,582,400 


3,852,800 1 




77 


Mnprovenient PTOi6iJti 








1 

1 


West 




424,000 


975.200 


975.200 


2,374,400 1 


Virginia 












1 




105 


Mason County/Kenawhs Highway Iffipcwemente 


1.560,000 


3,588.000 


3,588,000 


6,736,000 1 




118 




680,000 

BX sa 

73.650,400 


1,564,000 


1,564,000 


3.608.000 1 


1 TOTAL 


ToMr 


169,395.920 


169,395,920 


1 
412,442,240 | 

1 


■MuN^-SMepntact 















379 



URBAN ACCESS AND URBAN MOBIUTY PROJECTS IN SECTION 1 106(b) OF THE ISTEA. 



S««ian 

NtfntMT 



Anzofw 



Ciifonifl 



Cowxcicut 



OMidor 
C«kfntiii 



Fkhdi 



Guoift 



74 



1 

7 

8 

M 

41 



43 
44 



4 

72 



ftciKi LoMtonfftora 



Tuccon: Vifwi MT i ohd lntwdiaig«ff>iia 



Swti An: airtol StMl PraiKt 

Smi Jom: kifmwwMfit of InlvdMngt tf 

Hghww8SMgh«Mr17 

Gko^T Sifafy fnpravOTNiiti on ngniM)r 152 

CcmptofL' For ■ yvdt Mpvibon prajsel it 
W. Mnwdi St «id tht MMly 9t Ccnidar 
Sot Dmqo! To c cfldu ct WNVomMnH Aidjf on 
(nabitif of contudfng 4-lHM highiiMir 
tan SR-805 to Mraco bordor nMT Otir Umi 
ComMR*: To ralocali I porton of Atoitc 
BM. in Km nicnty ofTtto^^ Road m 
pat of • ir*'* npnfon praiKt 
La* AngolM Co: Old* Sopnion praiock P) 



. HOV facilM* fcr 1-6 in wcMr 
of Araham Rogiond TrvK. Intamodd Compln 



To 



Hvvoni: For 
RivoTBinl-tl 



MoRlN 

CMS to Comocieut 

ProiMf 



WHMnQton: Conskuctan of nvtwiQ 
Mgmonts of Eaitvn ind SouttMrn AmnuM 
Doign & constwton of nois* banon dang 
SouttMaM/SouttHMK aid Ancoai* FfMiMr 



Sraots.* To uMHftud ■ biidgf wttniwn^ 
a US 301 aid Univaiitr PataMy 



Alaitc ImprairanMnt of Malin Lutia King 

Dm* 

AlaMK 1-20 Intarchaigo a Udionii 

Indutriil 6a<<wad 



ConkactAulhonty 



FYinj 



192.000 



328.000 

2.80O.0O0 

472,000 

$28,000 

80,000 

376,000 

S68.000 

1.184.000 



400.000 
184,000 



544,000 

376,000 



192,000 



64,000 
8»6,000 



FY1M3 



441,600 



754.400 
6,440,000 
1,085,600 
1,214.400 

184,000 

864,800 

1.306.400 
2.723,200 



920,000 
423.200 



1.2S1.200 
864.800 



441,600 



147,200 
2,060,800 



FY 1994 
441.600 

754.400 
6.440,000 
1,085,600 
1.214,400 

184,000 

864,800 

1,306,400 
2.723,200 

920,000 
423,200 

1,251,200 
864,800 

441.600 

147.200 
2.060,800 



ToW 
FY92-FY94 

1.075.200 



1.836.800 
15.680.000 
2,643,200 
2,956.800 
448.000 

2.105.600 

3.180.800 
6.630,400 

2,240,000 
1,030,400 

3.046,400 
2.105.600 

1.075.200 

358.400 
5.017,600 
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1 

State 


1 SKton J 
1 P«i«l 1 
1 NuntMT 1 


1 linait 


1 2*1 




1 s 1 




1 < 1 




1 13 1 




1 14 1 




IS 1 




16 1 




17 1 




1> 1 




It 1 




21" 1 




33 1 




$2 1 


I 


S3 1 


1 


M 1 




u 1 




M 1 




S6A| 




57 1 




58 1 




$9 1 




(0 1 




61 1 


1 Indhra 


21*1 




22 1 




23 1 




24 1 




62 1 




63 1 







noitct Locsion/NsTw 



IMo EiMSt Loiit. Unowi Bhdg* 
FmASit Sludr. ( Bneii t Usxxfi ) 
ChictQo; Hnocippwl AcGMifeCty Pnjjtt^ 
on vaioia CNogo S>M«i 
CNago: fntbmi Hudy fcr « re»d t iteii in 
anting LjIi* Shara Orim ■•> Indaia Road 
JoMt RwwDfllifeon of HwAwll Rd vd 
UNkifeucion of I^CVHoiAaft Rd Intel Umiiqo 
Chicivo: WPA SkMl InvRMnMnte 

Bunihan: to tnpraM (Mbn Ammm bokMM 
Tomnn AvoniM and Indav State LkH 
Cihinont Pirt: Adteid AMnu* Bridg* 



ait 1 in 
tanUS4tol-80 

ttoWion: SM«y Boutomd MIc loiK 
knpronmwit kom DoM Hghwiir 
ChKflQO! ttnote 1 MvMcton mprawnont 
(Hsv«)r i nter wUu ii il ISSlti StrMt) 
Ijk* Ponv 6 LiPoft Co*.: Sludy iniug* 
roado to eonnwl Ldu Shore Driw & 
urroundng facilio*. (Ifnoit & Indona) 
SptingMd; To ntond mil S»Ml hm 
Stamnwn Driv* to Tvonto Road 
Chicago Right-o(-«iajt pmonrtun praiocte 
(EiaanhoiMr i Stavaraon Connoctor) 
Chicaga: Munun ct Sdanoa & Indioty; 
wioui uUiiiimW hkHos 
Chicago: Skyway ftUga 

Chicago: Coimflfc Road EkUgo racomkucion 

CMcago: Rooaavot Road aid Bridga 

linprovomonti 

Chicago: State Skaal kM knpromnMnte 

Chicago: Cicaro Annu* li nj i u wi n ai'l i 

CNc^o: 1t3«dS»«tlR*can«ucion 

Chicago: 1 1 1tti SVaal Raoont^udon 

Chicapo:11iaiS»a*IUp7ada;CicaraAMnua 

toPitakiRoad 

Chicago: 1 1 1th Skaal WUtning; Cankiri 

Annua to Ciooro AMnua 



U*a Pcitv a ijPort Coa.: Study Hoga 
roadi to connact Ljka Shora Dma & 
HfTouKing facHaa. (linoit & Indana) 
Acqtiatian ol Waal UM Corridor RighM- 
««y batman Munater and Hanmond 
Puitaga: WAdan WAow Craafc Road to 4 lanaa 

Hobart. iJk* Slaion 6 Na«r Chicago: «atoui 
fnprovvTwnti to Ridot Rosd 
Uuncia: State Rd. 67 VMdaning 

CoHfnbui EfmncvMy praiccl 





ConkactAutttciity 




FY1BQ2 


1 FY IMS 
164,000 


FY 1994 


Total 1 
FY92-FY94 | 


60.000 


184,000 


446.000 1 


182,000 


441.600 


441,600 


1,075,200 1 


1^800 


29,440 


29,440 


71,680 1 


80.000 


164,000 


164.000 


448.000 1 


2M.000 


680,600 


680.800 


1.857.600 1 


1S2.000 


348,600 


348.600 


851.200 1 


166.000 


366,400 


366,400 


940.80P 1 


200.000 


460,000 


460,000 


1.120,000 1 


280.000 


»U,000 


644,000 


1.568,000 1 


112.000 


257.600 


257.600 


627,200 1 











1 


664,000 


1.527.200 


1.527.200 


3,718.400 1 


364.000 


863.200 


883.200 


2.150.400 1 


2,600,000 


6.440,000 


6.440,000 


15,660,000 1 


1.136,000 


2,612.600 


2.612,800 


6.361.600 1 


736,000 


1.662.800 


1,692,800 


4.121.600 1 


044.000 


2.171.200 


2,171,200 


5,286,400 1 


1,136,000 


2.612.800 


2,612,800 


6.361,600 1 


86,000 


202.400 


202,400 


492.800 1 


120,000 


276.000 


276,000 


672.000 1 


200.000 


460.000 


460,000 


1.120,000 1 


200.000 


460.000 


460,000 


1,120,000 1 


376.000 


864.800 


864,800 

4 


2,105,600 1 


80.000 


164.000 


164,000 


446,000 1 


80,000 


164.000 


164,000 


446,000 1 


120000 


276.000 


276,000 


672.000 1 


344,000 


791.200 


791J00 


1.926.400 1 


800,000 


1.840.000 


1.840.000 


4.480.000 1 


264,000 


607.200 


607.200 


1.478.400 1 
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URBAN ACCESS AND URBAN MOBIUTY PROJECTS IN SECTION 1 10«|b) OF THE ISTEA. 






NawYork 



Olio 



Smion J 



30 



3« 



25 

Jt 
28 
2« 

34 
35 

37 
M 

es 



s 

11 

12 
3« 

40 
48 
4t 
(7 
73 



20 



Prajtcl Locabon/NvM 



L ■»«»¥■«: Study. dMipn, md cora^ud 
nMr md MTMcs, road, rarpt t «d«i MtS 



Ddlmm: To fnpnm »a1aui roadi ■ pat 
01 ptxjfKi I Tofici Vison 
Ml ii i i un Co.ilmproiwntnlolUSI 



UMoEirtStLoiM, 
FiMiiBy Sludy, 



MnoifiBridg* 
&linci>) 



OnMlicFor 
SltollSdiind 



toUS6hni86th 
wtfi 1-880 



Ctt CofflpHto oofMfrunon of Rt>21 



iRt TotiinU 
Uolr Ann's ftxjok 

NotMvIc To UNUfeuct nmps to pcovidt 
Kcaatol-78 

Ho iw it : To coni>\jcl a psking tadty 
a> part of a midlMnodil tarapcrtalion 
Ikitr naar Unitad Hoapilab Mwfcal Cantv 
Mddaaax Routa 1 Mdanng in Uddatax Co. 
kom Raritan Rivar Id RalMair Rivar 
Part) fntot 8 Woodbhdga Towntl^): Study 
aitiathar adiManal iwar eroawtga raquirad 
Panippany. Troy Hk Coftidjcl Marchanga 
and ramp mprovanwiti on 1-280 
Paranun: Rt 17/4 Inlarch a nga Proiact 

HadcanaadL Hsdcanaacfc Avanua/KJndailcaniacfc 
Road Bridgaa a«ar Roula 4 
Candani Ranovabon o( South Janay Port 
Ccrponton BackatI Stnaat Taming 



Naw Yorlc Imprwamanti on Imv tfghvMy 

BulMo: Scajaquada Ei^raaaway 

Oaniicalxin Study 

BuMo: NY Stala Thrwaay ralocalion ahaly 

Quaant: To rahabitato 3Mi S»aal Mga 
ovar rai >a(*a at tha Sutaiyiida RaJ Yard 
Suffok Co/Long liland: Conduct nanoua 
roadw^f nprmamartt on 7.1 miaa or Sn-112 
Long liland: Souttan SWa PaitaMy 



Schanadady Ed 28 Bridga ftajact 

Stalan Wand Praaarvaion or Ral ConUor 
• NothShoraRaJLina 
BufWo! SouthtiMna Connador 



YoungHomi: Canlar S»aal Brtdga raplaoananl. 
indudng Poland Airanua • Slirlay Road 
eannactor and ranpa « >-S80 





Contact Authority 




FY1M2 


FY 1993 


FY 1994 


Totri 1 
FY92-FY94 | 


378.000 


864.800 


884.800 


2.105.600 1 


400.000 


920,000 


920,000 


2.240.000 1 


»44.000 


2,171,200 


2.171,200 


5J86,400 1 











1 


418,000 


958,800 


956,800 


2,329.600 1 


7,904.000 


18,179.200 


18,179,200 


U.282.400 1 


780,000 


1,748,000 


1,748.000 


4258.000 1 


578,000 


1,324,800 


1,324800 


3.225.600 1 


392.000 


901,800 


901,600 


2,195.200 1 


592,000 


1,381,800 


1,361,600 


3,315,200 1 


200,000 


480,000 


460.000 


1,120.000 1 


248,000 


570,400 


570,400 


1,388,800 1 


458,000 


1,048,800 


1,048,800 


2,553.600 1 


458,000 


1,048,800 


1,048,800 


2.553.600 1 


864,000 


1,527,200 


1.527.200 


3,718.400 1 


1,248,000 


2,870,400 


2,870,400 


6,988.800 1 


19,200 


44,180 


44,160 


107,520 1 


19,200 


44,180 


44.160 


107,520 1 


832,000 


1,913,800 


1.913.600 


4659,200 1 


272.000 


625.800 


825.600 


1,523,200 1 


388,000 


848,400 


846.400 


2,060.800 1 


458,000 


1,048,800 


1.048.800 


2,553,600 1 


858,000 


1,988,800 


1.968.600 


4,793,600 1 


680,000 


1,564,000 


1,564.000 


3,808.000 1 


978,000 


2444,800 

"" 


2.244.800 


5.465,600 1 



79-406 0-94-13 
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URBAN ACCESS AND URBAN MOBIUTY PROJECTS IN SECTION 1106(b) OF THE ISTEA. 



Rhodtlilml 



UWi 



Wvnt 



TOTAL 



swcvon 
PraJMt 
NuniMr 



75 



SO 



ftoiMt LocilienMsiM 



rTtWKMnC*. HMmOnS DOWWrBll rKIMVlBV 

TnAc bnpfowntnli 



ChflllBIOOQC COfNfeUCtSI UMn MnKNM 

MvdMnQt tnA s ooMMCkr rasa 



Expaoion of S«i«i R(Md S«00 Wm« 



NortMiii Avnic Ul^ate MtS MvctangM 
mdudng VtrgifH kfeoig Bod bnpranmMili 



Bilann.' Conduct Ptian I dMign ibjdir tor 
1-405 inlvctwig* « NE tth S»Ml 
Ranton: Hounr Way RdoOtan Ej^anion 



BaaMT S Bultr Coc Corakucian of Craa^i 
Rub Zifnmnmt from 1-79 to PA Rt 60 
a m ii mtb iMj: To itivrom tia Wayna Annua - 
1-61 Mvchanga Bid to Mdin Wairna Annua to 
5 lanaa Inan 1-81 to Cottnok Annua 
Scmton: Rarign 3.000 «M( or N. Scnnton 
Ej^raaaaair to connact MBiUuliany St 



Confrad Authoiilir 



FY1M2 

280.000 
147.200 

576.000 



400.000 



246.000 



264.000 



600.000 



400.000 

240.000 



FY 1993 



644.000 
336,560 

1.324.800 



920.000 



S70.400 



607.200 



1.360,000 



920.000 
552.000 



FY 1094 

644.000 
338.560 

1.324800 



020.000 



570.400 



607,200 



1,380,000 



920.000 
552.000 



44.404.400 I 102.337.120 | 102,337,120 | 249.166.640 



ToM 
FY92-FY94 

1,568.000 

824320 

3.225.600 

2,240,000 

1.388,800 

1,478.400 

3,360.000 

2.240.000 
1.344.000 



'Mi»SMapraiact. 
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lf#«3VA-nVE PROJECTS IN SECTION 1 107(b) OF THE ISTEA 



CiChrn* 



Comactcul 



tMktor 
Cokmbii 



Fbnk 



Gmt^ 



Sccvon I 

NurlMr 

30 

35 

80 

124 

182 



100 



12 
13 
37 
61 
71 
72 
82 
86 
87 
116 

198 

»8 
201 

28 

43 

196 

10 
202 

203 

60 
187 







Conti 




1 FY 1992 


t FY 1993 


MvchvgtonMO 
conMcil-«S aid 1-85 


1 1.200.000 

S1Z000 

376.000 
880.000 


2.760.000 
2.171.200 
1.177,600 
864,800 
2.024.000 


Norti Bil FrMMir proiKt (N. UBb Rett) 


712,000 


1.637.600 


OcMMid*: Corakucion of ^ B. atd C 

••9iMnka(SR76 

CflUitd; ImproMnMnli il MvctNngt it 

PrionwAipoftRd.Bidl-5 

Lo( Angite: Pm warii to MilMnc* opKily 

of 1-5 tan dawnkiwn to SR 91 ntordangi 

Moimm: nMontfuct bhdot to CAvm 

UatKWf. n. 101, PruMdri* (BypM) 

UnonOtrHaaimmwio^fimRimi 

Intorctaig* 

BiknriWd: Routo 58 knpraMmmfe 


1.152.000 
272.000 
536,000 

144,000 
72.000 
336.000 
760.000 
376.000 
376.000 


2.649.600 
625.600 

1.232.800 
331.200 
165.600 
772.800 

1,748.000 
864.800 
864.800 

1.527.200 


RataMMi orraplM Gdd Sto bridgt OMT 

bidg* OMT YAW Mi CtawMl in 
BndQiport. T oirfctton BhdQt in Nmv Hwvn 


4.960.000 


11.408.000 


HybidFiMlCdl 
CAoicUnMnilir 


288.000 
16.000 


662.400 
36.800 


frwvd Co: (Mgn. squn ROW i contvd • 

^Stborou^ WMm aid jnprevt MMy ol 
M hn Tarpa to niberouBh Co. In* 
Ortrndo: Laid & rtghM«qr MqiMton t 
gudM^ corakuc«an tar UAGLEV pn#d 


552.000 
1,880.000 
7.800.000 


1.269.600 
4.508,000 

17.940.000 


Gaovc Anjr hghaqr nfOMmMtpraiidi 


4.648.000 

2.160.000 


10.690.400 
4.968.000 


Hbmi: Any highMMjr inpraMRMnt pni^tcte 
dM>>* lor fundng undv M* 23 


480.000 


1.104.000 


nmnr Rwon*uct 3 MffTMnb or SH4, 


424.000 
288,000 


975,200 
662.400 



Mwiilr 




FY 1094 


1 Todd 1 




FY92-FY94 | 


2.760.000 


6.720.000 1 


2.171.200 


5.286.400 1 


1.177.600 


2.867.200 1 


864.800 


2.105.600 1 


2.024.000 


4.928.000 1 


1.837.600 


3.987.200 1 


2.649.600 


6.451,200 1 


625.600 


1.523,200 1 


1.232.800 


3,001.600 1 


331.200 


806.400 1 


165.600 


403.200 1 


772.800 


1.681.600 1 


1.748.000 


4.256,000 1 


864.800 


2.105.600 1 


864.800 


2.105.600 1 


1.527,200 


3.718.400 1 


11,408,000 


27.n6.000 1 


662,400 


1.612.800 1 


36,800 


89.600 1 


1.269.600 


3.091.200 1 


4.508.000 


10.076.000 1 


17.940.000 


43.680.000 1 


10.690.400 


26,028.800 1 


4.968.000 


12.096.000 1 


1.104.000 


2.688.000 1 


975J00 


2.374.400 1 


662.400 


1.612.800 1 
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INNOVATIVE PROJEaS IN SECTION 1 107(b) OF THE ISTEA 



^conttiuMd 



1 1 

S«ion r 1 


PraiKt 1 


rTOiaci Locanrvnarw \ 


NuiAv 1 






«Dl*igriioulS.3ini«inl«ig«i | 


in 


LOTil«C<MntrRmrakuc(6.3miM0fUS-93 | 








■FHWAFadmlLjndtPraiKi* | 


189 






offMMnwntonFHSO | 




■FHWAFtdvriLmlinciMt* | 


1M 


LMtstOKConituct 2.4 RiMalnM road j 




riongFAU7344inarrdMC«r<» | 


191 


BMrM*CounlrR«<)nrtruct13miMo( | 






11 


Ctiago: CompulRad Mskudin | 




nWMQVTWlt tyllMTU 1 


IS 


M(*«M:Coni»\ictionc(WafRo«lbMM«i | 




li^Kxt Ro«J wid US 30 1 


1« 


Vl^«a<Fr«*totR()Ml«Mylnv(XM«iMrt | 




Prajscli 1 


17 


PhvMd:R^)lannMnlcfEJ8E Viaduct | 




OMTlL Route 59 ■ndDi<>aB*'*<>w''''*»«>n' 1 


18 


RcnMO«fl*:R^ilac*in«ila(135»St.Bndg« | 


32 






■tuilMtOMid«i47iriMarUS20lo4-l«iM | 


3« 


MwidoaCons»ud148ir«M0<^hM|r}3S j 




hiniRt61nMrM«idantoW««P<)intRoad | 


66 


jKk*oml*:USe7Jadaama*Bypan | 


95 


OuQuoinKghiMr&idg* | 


96 


Tanrek S>m( attewion j 


102 


R^f^l»i^trim<^mnoi^^^fmma2lli | 




•MtofSplMrRoadtoBnatl | 


103 


iMVf US150rn)lac«m«nl.nor»o»Hi*idi j 




SttotouttiorGbncraSt. j 


104 


FcnlCo:Rapl«:«S0ini«a(U324»on ' j 




l.lniMMolFamttoFordCo.lM j 


105 


WabilicLiS 24 r^>lac«nwnl front CrMcmt j 




CJtytoKnonl I 


106 


EflingtoaEiningionSpw Road raptacOTMnl tan j 




■nait47toEnWig«on j 


107 


NowLxnoi Road iiifvwvnonl | 


106 




109 




111 


Ctw«o:3R«ariionhiMaric2<mfa | 




Baimtmi \ 


119 






156lhPlaMtanBueUMniA»*.to3Miim | 


120 




121 




122 






towuttiofWMkilt 1 


123 






1 Tolono 1 


137 


I hfipfWOTMnb on ow Kwwoy v^mtKu&f \ 




1 NotiV3ofinorarin92.93aid94. | 





Contac 
FY 1993 1 


t Authority 


1 


FY 1992 1 


FY 1994 1 


Totri 1 






1 


FY92-FY94 | 


2.048.000 1 


4.710.400 1 


1 
4.710,400 1 

1 


1 
11.468.600 1 

1 


272.000 1 


625.600 1 


1 
625.600 1 

1 


1 
1.523.200 1 

1 


312.000 1 


717.600 


1 
717.600 


1 
1.747.200 1 

1 


1.48O.0O0 1 


3.404.000 


3.404.000 


6.286.000 
1 


344.000 


791.200 


791.200 


1,926.400 1 


112.000 


257.600 


257.600 


627.200 


104.000 


239.200 


239.200 


582.400 1 


80.000 


164,000 


184.000 


448.000 


472.000 


1.085.600 


1.065,600 


2.643,200 


160.000 


388.000 


368,000 


896.000 


400,000 


920.000 


920.000 


2,240,000 


1.264.000 


2.907 JOO 


2.907,200 


7.078,400 


208.000 


478,400 


478,400 


1,164.800 


48.000 


110.400 


110.400 


268.800 


144,000 


331J00 


331,200 


806.400 


80.000 


164.000 


184.000 


448,000 


144.000 


331.200 


331,200 


806,400 


200,000 


460.000 


460,000 


1,120,000 


52.000 


119.600 


119,600 


291,200 


200,000 


460,000 


460.000 


1.120,000 


104.000 


239.200 


239.200 


582,400 


224.000 


515.200 


515.200 


1.254,400 


432.000 


993.600 


1 993.600 


1 2.419.200 


104,000 


239.200 


I 239.200 


1 582.400 


80.000 


184.000 


1 184.000 


1 448,000 


288.000 


662.400 


1 662.400 


1 1,612.800 


304.000 


1 699.200 


1 699.200 


1 1.702,400 


448.000 


1 1.030.400 


1 1.030.400 


1 2.508.800 


58,333.333 


1 58,333,333 


1 58.333.334 


1 175,000,000 
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INNOVATIVE PROJECTS IN SECTION 1107(b) OF THE ISTEA 



Kma 



S«*an 
NunlMr 



M 

97 



44 

154 
1S5 



2 
3 
4 
S 

e 

7 
24- 

117 



U 
47 
S3 
$4 
SS 
56 
M 
112 



ftajtd U)K t u »ff4«n» 



Conduct ulMUKm o^ t'49 to Ml 
Eat CMcago Um« AeoMi Road 



Framonl Co: Corakucian of lA 
from Sidney to 1*29 
ComiBUhVmtircf 
Vri^StawCciTidor 
.63 



McMk Conifruct6 taMicM 
niBraMy ■ vMvcfMnQB ■Ommt 9L 
IMdM US41 BilMfc to Comria 

Hulctwwoni Conttucion of Huctinnn 
bdMMK US-50 Bid K-t6 



rwno: r*Qrmro. nrano onoys 



Itarford Co: Constucion of DtfiMm Roxl 
Bhdg«f75 

iMiuu uo. uonivimon oiniiMnnwni 
biidgo K FtfiMca Road Bhdgt • 74 
nwH Ml. uonivucion oi npHcvnini 
bhdQt tf Sou0i Hsiplon Rnd BhdQt 1^ 47 

bridg* at WhMl Road Bridg* « 9 

naoora \m. voravucaon oitwpHBmntn 

bridgt tf Walsvrit ftidg* • 63 

BiMnwre Co: Riplacflnttnl of Ptponid Road 

Bridg* • 123 in Cockair«i*( aia 

Rilocato nfevad baknai H^aitann, UD aid 

SNppwAwS. PA to ringnali 23 RR X-ingi 

Bflbniof#Coi r495 inpfOMnttnti 



VmA Ca knpniM 12 nl« of us 23 

baknai Rt 13 aid Rt 65 

Gfvd Ripwi. oofHVUci Dypsi oommghiq 

146 aid 1-196 

GsfMHK WMon vd mpTOM psMnHni in 

Mun^ ToNrati^ frvn B^dNin Rd. tD Cook Rd. 

Fint DMiQn a conrtuct inprovod wid 

vtdMod M«M road 

FInt DMign A coortuct 1.02 miM of 



FfatRCWi 
oonitucton of virtof Road 
T f w w Olr Tfi— our Bypaw 

Caflac kivniMnMnb to US 131 »oni 
CaAac to Umton to TnMraa 0% 



FY 1992 



Contact Autarily 



304,000 
680.000 

696.000 

60.000 

1.206.000 

526.000 

560.000 

1.952.000 

10.760.000 



1,912,000 



FY 1993 




1.600.600 

164,000 

2,776,400 



1,214,400 
1,288,000 
4,489,600 



24,748.000 



40,000 


92,000 


92.000 


46,000 


110,400 


110,400 


80,000 


184,000 


184,000 


80,000 


184,000 


184,000 


86.000 


202.400 


202.400 


424,000 


975,200 


975,200 












4,397,800 



376.000 


864,800 


664.800 


552.000 


1.289,600 


1.269,600 


12.800 


29,446 


29,440 


40.000 


92.000 


92.000 


72.000 


165,600 


185,600 


248.000 


570.400 


570,400 


360.000 


828.000 


828,000 


336.000 


772.800 


772.800 



FY 1994 



Toiri 
FY92.fY94 



699,200 

1,564,000 

1,600,(00 

184,000 

2.778,400 

1,214,400 
1.288,000 
4,489,600 

24.746.000 



4.397.600 



1.702.400 
3.608.000 

3,897.600 
448.000 

6.764.800 

2,956.800 

3,136,000 
10,931.200 

(0,256.000 

224.000 
268.800 
448,000 
448,000 

492.800 

2.374,400 



10.707.200 

2.105.600 

3.091.200 

71.680 

224.000 

403 JOO 

1.388.600 

2.016.000 

1.881.600 
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INNOVATIVE PROJECTS IN SECTION 1 107(b) OF THE ISTEA 



SMi 



NWf iMfMy 



NuniMT 

ei 

IM 
127 
12S 
12t 
130 
113 
156 
159 
160 
1«1 

40 

'Ju.- 42 



194 
Its 



SC- 



SI' 



1S2 
1S3 



73 
74 
12S 



FtQIMI LOGflHfVfMnM 



Brooklyn Pvfc HQtwMy 610 Crontewn Proftct 

ConvMon of C row R iQO Ci^iftiiwy (Tnnk 

HoNMiy169) 

KncMoir SiMy & f<pwity iiipiuwmntitD 

Tru* Hghaay 48 1 ratoc* County Road 134 

Tiwk Hghwiir S3 tan Tiaig to Trunk llghwy 

37 

Tnnt n^NMy 189 vont Qsid Ripidt to riyn 

cmr 

Tnvit raQhNBjf 61 nnt Scrnndv to Grand 



Tfurk HgtMBy 37 aid HughH Road 

Honnopin Countjf Qoonington rwry BhdQO 4 
C.SAK 18 raptKomonl profoct 
NkoM Co: C.SAK 41fcir roadMy Mbi- 
fezHion HidrodcMI conkol * North Mvifcito 
St Ctoudi Tmnk KghiMy IS bhdg* omt 
Mnin^ Rfw A JntordMnpi Mitti T.H 10 
MN Stfoty InilMlivo ftofn'n • pwOTwnt 
RMranQ tfid ■MtenMf rnooMO MpMR 



«Mlw)n Co: Witen 1^ bttMMn Rt U ■¥( 
RL67 

Jilhraon Co: Up(r«te 7.9 miM oTIyiwMffl 
Kglway 21 

SI Lotic Conikuct • 44na oukr bdtaar 
|l-55aidM4 



rMciQOite U3 90 fnproMiTMntonducing 



BSngr Coratucton of SMo t«> 



lyisKxiK Constudion of Unotis Anort 
I40ii 



dfinngiwo: r^si, wipnw, a cofwuci 



so Rt 37 to NE Hmt 12 (S. Muti 1 Nito«*a) 
VviTHon: En^'^"^ * conduct bndQS ootom 
w. (aCMutitNitraria) 



9(0 Co: LATKBO nQraMf MinnnQ 
R<mUS3tSEilnian 
CsMn Cl|r Cston Cl|r Bypan 



Sbi^f of iuiNlui pralMaon lor Ml Rouli 19 



US-302aidNHRouto19 



NMMric Rt 21 Viadud 

)orRt21 



Bomupi of PnnMro: Conikuclon of ■ now 

bnOQO to fnpfOtfO HM^ 





Conta 
FY 1993 


EtAuDMrity 




FY 1992 


FY 1994 


ToM 








FY92-FY94 


2.S80.000 


6,624.000 


6.624.000 


16.128,000 


1,040,000 


2.392.000 


2.392.000 


5.824,000 


160,000 


388.000 


388.000 


896.000 


760.000 


1.748.000 


1.748,000 


4,256,000 


720,000 


1.8S8.000 


1,658,000 


4.032,000 


yuo.ooo 


3.312.000 


3.312.000 


8,064,000 


40,000 


92,000 


92.000 


224,000 


1.440,000 


3,312.000 


3.312.000 


8,064,000 


240,000 


SS2.000 


SS2.000 


1,344.000 


2S9.200 


S96.160 


S96.160 


1.451.520 


240,000 


5S2.000 


$S2.000 


1.344.000 


408,000 


938,400 


938.400 


2J84,800 


408,000 


938.400 


938,400 


2^84,800 


608,000 


1.398.400 


1,396,400 


3.404,800 


344,000 


791.200 


791J00 


1.926,400 


880,000 


2.024.000 


2,024,000 


4.928.000 


680,000 


1.288.000 


1.288.000 


3.136.000 


376,000 


864.800 


864.800 


2,105.600 














192.000 


441.800 


441.600 


1.075.200 


1,184.000 


2.723.200 


2.723.200 


6.630.400 


608.000 


1.398.400 


1.398.400 


3.404.800 


160.000 


388.000 


388.000 


896.000 


SO^OOO 


I.ISt.200 


1.1S9.200 


2.822.400 


1.184.000 


2.723.200 


2,723JO0 


6.630.400 


1.112.000 


2.S$7.600 


2.S57,600 


6.227.200 


218,000 


498.800 


496.800 


1.209,600 
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INNOVATIVE PROJECTS IN SECTION 1107(b) OF THE ISTEA 



NmYak 



CvoiiM 



Swfcn 
Pro|*rt 
Nurter 

« 
S9 
1«* 

1S2 
163 

1M 
165 
166 



193 
200 



75 



113 



199* 



ftqact Lscilion/N«iM 



Sulfck Co: SStctn btadi kiffmt through 

high nons resd Mgnwntt 

Suffofc Co: EvriuHi oonpoiing md 

ncydng un on F«d«il-«d hghtMyi 

Amhnt i Erit Co*.: WdMi 2 mi« of Rl 

263 vid rWuMM* 4 ndM of Rt 76 

Contucton o( ■ high<M|r tan US-7 Ncflh of 

Bonnngton touthtMd to NY-7 in Hootick. NY 

(NMYoAiVvmonl) 

Nm» Yortc H«l G«> VWud - I4>graite. npw 

■tdpant (Adtwnlnd byFRA) 

HtfK Ycfic Rocofts^ucfeon of fvry iMMing 

MttMi Bflttvy Pv1( 

Nm York Folay Sqiara PhD »*nipoftilion 

■npravirwiti ond ujntlucton ■Ltvreot 

Nmr Yoric R*cons»uct & nfirov* aadxint of 

FiwMui D«l«w RooHvaN Dm* 

Coming Bypan nvrovomanls 

Coming Bypass, axcass hind mair b* uMd to 
widen Routa 17 near PA bonjar 
Binghamton: FaosUty studng on rahtbl- 
Halion al South Wat^angton S»aa( Bhdga 



Chatham & Waka Coc US 64 tMdaniiv 

Dtfham Co.: Accaiaratad UNiiliucton of 
44ana (raamy on Rt 147 
Dasign S construct (raamy tan Rocky Mount 
to Eizibath City. K)grada 1-64 tan RHaigh 
to Rodcy Mount, i Routa 17 tan Eizriwth 
City to Norfok. ( N. Caraina 6 Vkginia ) 



Conta:! Authority 



FY 1992 



160.000 

32.000 

608.000 



4,400.000 
160,000 
420.000 
800,000 
880,000 
192.000 
40,000 

424,000 
3.064.000 
2.400.000 



FY 1993 



368.000 

73.600 

1.396.400 


10,120.000 
368.000 

966.000 
1.840.000 
2.024.000 

441,600 
92,000 

975,200 
7,047.200 
5,520,000 



FY 1694 

368.000 

73.600 

1.398.400 



10.120.000 

368.000 

966,000 

1.S40.000 

2.024,000 

441,600 

92,000 

975,200 
7.047.200 
5,520.000 



Totri 
FY92-FY94 

896.000 

179,200 

3,404,800 



24,640,000 
896,000 
2,352,000 
4,480.000 
4.928,000 
1,075,200 
224,000 

2.374,400 
17,158,400 
13,440,000 
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INNOVATIVE PROJECTS IN SECTION 1107(b) OF THE ISTEA 



Nofth Oflcoti 



On 



Nmbv 
36 

167 

166 

166 

170 

171 
172 
173 
174 
175 
176 
177 
176 
17» 
180 
161 
162 
1B3 
164 

16$ 

166 

1 
6S 

70 
78 
93 
BS 

1S7 



DMigni 






fWnii Counlir. Gradng 8 iirhdng ton US 2 
to NO Hiv IS S UcVI* t on FAS 3220 hn 
N0 1 to Co bM. (Sm PL 102-368 Md 401) 
Sbbnan Cauntr SulKing of I-A4 N ( E it 
Spitewd «Hn N to NO Hoy «. FAS 3716 tan 
lO 20 E to FAS 474S 8 FAS 4712 tan NO 20 to 
NO 9 (PL 102-368 net 401 dMr««l praiKt) 
Sto6* 8 Griggs Coc Gadng 8 Mfidng of 
FAS 4612 8 FAS 2012 tan NO 32 to NO 45 
Owd Fcria Countr SufKing o« FAS 1622 
tan FAS 1833 to 1-29, FAS 1812 tan FAS 1833 
to 1-29. 8 FAS 1633 tan FAS 1624 to NO IS 
RicMflnd Counter Qrvino A HitKioQ Iran 
Wflhpdon to ttw r roMtart MiMtnQ Plvit 
Wad 8 Mcftonry Coc Gracing 8 utedng FAS 
5156 8 FAS 2546 tan US 63 to NO 41 
BottnMu Coufitjr Gfwing A •wteong from 
BaainMutoN0 43 

McKwiZM Co: Graiing 8 lutaing o( FAS 2750 
tan U»^ WMt (Sm PL 102-388 Md 401) 
Wtit Counir Gradng 8 Mtoong o( FAS 5215 

Tni Cotinlir Oidng 8 urfKing of FAS 
4816 tan NO 200 Md to tfa R*d Riw 
Eddy Countr Gndng 8 Mtadng of FAS 1404 
■Id FAS 1427 
Rtmi* 8 Wvd Coc Gmfng 8 ufning of 

FAS 3826 ... (Sm PL 102-368 Md 401) 
Morton Co; Grad 8 Mf of FAS 3025 8 3020 d 
NO 49 SE to FAS 3033 (PL 102-388 Md 401) 
Wddi Countr Sirtedng of FAS 5017 and 
FAS 5022 

Didiar Courtr Gradmg 8 aitedng of FAS 
1112. FAS 1111. FAS 1137 
Burii* County Ovfng 8 wttedng of FAS 0717 
tan Ugnti u)M\ to NO 50 
Morton Co: Bypan around W of Fl Lincoln St 
Parii tan Umtei So (PL 102-368 Md 401) 
RoMl* Co: Oaifng 8 wlaang tan US 261 
■ound accMi loop Rd 8 paldng todtty in 
M Pmm GirdM (PL 102-368 Md 401) 
Cfw Co: GrsI 8 uf of FAS 3331 tan NO 
200A d Hmlv a to W 25 8 F AS 3304 tan 
FAS 3331 E to FAS 3339(PJ. 102-388 Md 401) 
WHdn* County: Gtadng 8 afteing d 
County Roid 5 tan US-2 nudMrty to N0 1604 



Catfz to St ClairmlK Coratucfan of • 
4^w* intod occMi Nghaay dang US 250 
AbdTtMn: US 62/66 Otio Rinr Bhdgo 

Brook Pale Atnapan Todmotogy Pat A ccm i 

Road 

Atnn: Kily Avsnua I 



FranMn Co: 1-270 Not* OutaMt iMant^ 

RaluUlBlion of Biidga on US 224 nav 

Sld>Routo616 

Tolado: Daagn 8 conMiidian of 1-260 MafnM 

Riv« Btidga to raplaca Crag Mamotid Biidga 



FY 1992 

712.000 
660,000 

320.000 

23Z000 
208.000 

46.000 

360.000 
192.000 
164.000 
200.000 
224,000 
200,000 
72,000 
246,000 
200.000 
320.000 
352.000 
256.000 
152.000 

232.000 

200.000 

1,600.000 

1.240.000 

1.136.000 

760.000 

616.000 

60.000 

2.960.000 



ContadAudwtity 



Fn993 

1.637,600 
1.564.000 

736.000 

533.600 

476.400 

110.400 
628.000 
441.600 
423.200 
460,000 
515,200 
460,000 
165,600 
570.400 
460.000 
736.000 
609.600 
586.800 
349.600 

533.600 

460.000 



3.660.000 
2.852.000 
2.612.600 
1.746.000 
1,876.600 
184,000 
6.808.000 



FY 1994 

1.637,600 
1.564,000 

736.000 

533.600 
476.400 

110.400 
626.000 
441.600 
423.200 
460.000 
515.200 
460.000 
165.600 
570.400 
480.000 
736,000 
609,600 
588.600 
349.600 

533.600 

460.000 

3.680.000 
2.652.000 
2.612.600 
1.748.000 
1.676.600 
164.000 
6.806.000 



ToM 
nr92-FY94 

3.987i00 

3.608.000 

1.79Z0OO 

1.299.200 
1.164.80C 

268.800 

2.016.000 
1.075.200 
1.030.400 
1.120.000 
1.254.400 
1.120,060 

403.200 
1.388.600 
1.120.000 
1.792,000 
1.971J00 
1.433,600 

651.200 

1.299.200 

1.120.000 

6.960.000 
6.944.000 
6.361.600 
4.256.000 
4,569,600 
448,000 
16.576.000 
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SM 



Origan 



1 S«*an 




1 P™i«« 




1 NunitMr 




a -"-•-" ■" 




1 > 


Soutwni: Twi i«tdi»«w o> rtcycMito 




irain* on ranfteing o« US 70 


1 > 




1 204 


Oktahomc Any NgtNMy iTiprawTHrt pnyt^ 




tfgUt lor fuming iiKtar «• 23 


1 5? 




1 1> 


Bcrough of Wi«v Skwt Cottucfon o( ■ 




2-lmbypwanUS22 


1 20 






■ondHoU^nbtig 


1 21 






Mnonttwrtenim 


1 22 


LMOtaum: FUoati US 22 ncrti c( LnMonn 


1 23 


RMdsviK Con<»udion o( a 4-lana highMir 




jttKtui RMdtvl* md Swan Mountant 


1 24* 






ShpiMrabirg. PA k) ebnnali 23 RR X-ing$ 






1 25 


Roaring Springe Add cantv hning Ian* on 




PA 36 txn US 220 to Roomg Springs 


1 26 


Atoon: Wdan and (xland ChMtwl A»«wa 




tanARoonatoJunato 


1 27 


B«ionl Co: VMmi Rt 30 tan tha Nanoaa 




inB«lfordtoMlOdaa 


1 31 


Wdan US 202 tan King of Pnon to 






1 u 


Wi(s»«ara and Mountantap: OMign and 




coratuct two anb off 1-81 


1 U 








Uontgcnxryvla to DoylMkMn 


1 n 


Exton: Eitton Bypaas 


1 110 


Huntingdon Co.: jKobt Tkitoar Bridga mv 




Oa^ar Trough CrMt 


1 134 


Routo 1 20 Mdmng in tM wcinitir of Lad 




Hann 


1 13S 


Raptoca US-15 bridga KToai Via Tioga RiMT 


1 13« 




1 14$ 


^ppMO MCfvnogy (MmonsrvKin n aivaitau 




h 





ConMtAulhoritir 




1 FY1B92 


FY1M3 1 


FY 1994 1 


ToM 1 








FY92-FY94 | 


~ 


' 




[ 


1 166.000 


366,400 


366,400 


940,600 1 


1 1.120,000 


2.S76.000 


2.578.000 


6.272.000 1 


1 4,720,000 


10.SS6.000 


10.856,000 


26,432.000 1 


1 460.000 


1.104.000 


1,104,000 


2.688,000 1 


1 640,000 


1.471000 


1,472,000 


3,584,000 1 


1 4,160,000 


6,566.000 


6,566,000 


23,296,000 1 


1 126.000 


294.400 


294,400 


716,800 1 


1 4.664.000 


10.727 JOO 


10,727.200 


26,118.400 1 


1 2.808.000 


6.458.400 


6.458.400 


15.724.800 1 


1 1.1S2.000 


2.649.600 


2,649.600 


6.451.200 1 


1 704.000 


1.619.200 


1,619,200 


3.942.400 1 


1 569,600 


1.310,060 


1,310.080 


3.189.760 1 


1 3,640.000 


6,832,000 


8,832.000 


21.504.000 1 


1 712.000 


1.637,600 


1.637,600 


3,987,200 1 


1 1,336,000 


3,072.800 


3,072,800 


7,481,600 1 


1 864,000 


1,987.200 


1.987,200 


4,838,400 1 


1 2.144,000 


4,931,200 


4,931,200 


12.006.400 1 


1 28.000 


64,400 


64,400 


156.800 1 


1 320.000 


736,000 


736,000 


1,79t0O0 1 


1 256,000 


588,800 


588.800 


1,433.600 1 


1 240,000 


S52.0OO 


552,000 


1,344.000 1 


1 160,000 


366,000 


368.000 


896,000 1 
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1 S««on 

SMi 1 PraiKi 

1 Nuntxr 

Rhod«l*nd j 140 
1 141 
1 142 
1 143 
1 144 
1 147 
1 14S 
1 14t 
1 150 

1 151 


Soutti 1 84 
Caoira | 

1 1U 

'■\t i_ 1 

1 13S 


SoulhMioti 1 SO* 
1 51* 


TtniwoM 1 78 
1 77 


Tot 1 34 
1 101 
1 114 
1 115 


UWi 1 45 1 
1 46 







Conki 




FY 1992 


FY 1993 


riUfSU LUUMVtWIlS 


OMiQn a oonttruoiofi of MOfrnvvn rans 


1,040.000 


2,392,000 










180,000 


368,000 


■MnnoQB OMHTflt KviQnon RR tfttton 






Uncoln t CuiAMnd: HMonc raM of 


180,000 


368,000 


Afejon QndQt dtf Aliion Twich ftidQC 








480.000 


1.104,000 


MmmM G«nM)r Tmporttfon Cinlv 








180,000 


388,000 


Woenndnt ConMictan of Roult n Edmion 


158.800 


380,840 




112.000 


257,800 


WoonncMC bnpraMnMni to 3 bndQM 


28.000 


84,400 


croMing «M eiackttoM Riw 








458,000 


1.048.800 


Socbnomd Crcoraadi. OkMT Atnold Road, 






SouBi Conittxil Pwlcw^r, VndBoMMT Dfws, 






AqiNdud Road aid ly^tMon S>Ml 






For ClMratng aqMRM of Dm Rhod* Wm) 


1,440,000 


3,312.000 








Myi«* BMch Cnfea Bar> Painty 


472.000 


1.085.800 


Soulhan CoiiMbkjr Hglway iniNuvaiwita in 


880.000 


2,024,000 


OwawfcCoHBhwiyUaridyniylacana* 






onr Sw Coopa Rmr n ChalMton; Caoina 






Bays Palraay mpravaiMnti m M]^w Baacfi 






Riri Comdv R«Mtiia*on n Cduntta 


320.000 


738.000 


SpmgMd: nai. avnaa, t contud 








bnoQc ■ccrow Mscotfi Rimt conMokiQ 






so Rt 37 to NE hiMy 12. (S. CMuti 8 Ndnria) 






VWTTIBOni CAQHIMr a COfWUCt bnaQ9 flCfOM 


288.000 


882.400 


UnoulRiw. (SOikotoiNitririia) 






SiAian Co: t-SMndurtW Pak Souh 


464,000 


1.067.200 


IntarctunQt 






Footrab PvtaMsy ■m nkran Cwtv to 


886,000 


2.060.800 


Co*y • ** FHWA Fadari LaA PrciKt *■ 






Brooks. Jkn W*. 8 Um Odd Coc (J^Vato 


2.208.000 


5.078.400 


US281to«wMaiacanBorda 






Ft WorDi: 1-35 Bamnod intofthanga 


1,424,000 


3.275.200 


Caput Chrai to An^MoK Conkuel naa 


J.I38.000 


7.872.800 


iiKiMaw *««M|r (SH« canida) 






Foft WofVc ^MfpMt tfid frontaQB fwd tf 


1,018,000 


2.338,800 


Fort Worth HAnoo(M-*35 InlvdHnQt 






Brighan Qlr Conitwt imactanga on MS 


288,000 


862,400 


aFaitlSt 






Owit 8 Wiba Cot: U^yalt US 86 


240,000 


552,000 



FY 1994 



2.392.000 


5,824.000 


388,000 


886.000 


388.000 


886.000 


1,104,000 


2.688.000 


388,000 


896.000 


380,840 


878.080 


257,600 


627 JOO 


84.400 


156,800 


1,048,800 


2,553.600 



3.312.000 

1.065.800 
2.024.000 

736.000 



862.400 



ToM 
FY92-FY94 



8,064.000 



2,643.200 
4,928.000 

1.792.000 



1.612.800 



1.067.200 


2.598.400 


2.060.800 


5.017.600 


5.078.400 


12.364,800 


3.275.200 


7.974,400 


7.672.800 


18.661.600 


2.338.800 


5.689.600 


662.400 


1.612.800 


552.000 


1.344.000 
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Vkyna 



Vvmont 



Vkiin 



Propel 

Huntm 

14 
29 

lit 
1S7 



146* 



»4 



131 
132 



1M 



l¥a|*d LoaianfNara 



D«niiJ»: Rtplac* bndgM on Uan and 



fltadubuy Coni^uct mit 44vw NghMy 

todmoratililVHS 

Hsnpton Ro>dc M4 cranvio of Hsnpton Roadi 



mOCMnBaMfi (V VWynMRHniMi SjriHni 

DMi^ A cofM^ud frwNBy from Rodcy Mount 
to ElzitMDi Citr, i<)grad* t44 tan Rilaigh 
to Rodcy Mount. S Routo 17 tan Babttt 
CMy to Norfck. ( N. Cnira & Virvia ) 



Conhjcton of ■ hiQnNVy nvn U^7 North of 
Banningtan (outtMiHt to NY-7 in Hoowk. NY 
(VamontiNMYok) 



Si ThonMK FoOTbtty i4udy to oono^ud 
Mcond road to wwl and of stand 



Bn'^Mn! Cumtuct 3 rnno of hiQhNsyv 
coniwcing Ctortciton, WA. aid Lwoton. 10 
Snohcnnh Co: HOV ton« 

ktorywit: l-Snaii St Intofdung* 



HoqiMm: Gnyi Hirtior IndwM Candor 
BfidQt 



knpfowfTWito to KQhiMy 41 kon OiNuxh to 

QaanBay 

hnpfWOTMiD to nQniiMy 29 vofn ClippMM 

F* to SMi Tiwk MghnMT 73 



WyofTifig: KKunskucSon of county ro>di not 

on tiM Sb 



ToMc 



FY 1992 



800.000 
472.000 
472.000 

s.oao.ooo 



1.(00.000 



130.000 

312.000 
S20.000 
1S2.000 
376.000 

3.336.000 
2.264.000 



1.600.000 



232.661.733 



Contact AullKinIr 



FY 1993 




3.660.000 

311600 

717.600 

1.196.000 

349.600 

664.600 

7.672.600 
5.207.200 

3.660.000 
469.725.653 



FY 1994 

1,640.000 
1,065.600 
1.C8S.600 
11.664.000 


3.660.000 

312.800 

717.600 

1.196,000 

349.600 

864.600 

7.672.600 
5.207.200 

3.660.000 
4S9.72S.K4 



ToW 
FY92-FY94 

4,460,000 

2.(43,200 

2.643,200 

26,448.000 





6,960.000 

7(1.(00 

1.747.200 

2.9U000 

851,200 

2.105.(00 

18.(81,(00 
12.(7(.400 

8.9(0.000 
1.152.303.040 



*Mii»-SM>PRiiKt>. 
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ContKt Authority 






Sadion 














1 state 


Project 




Profsct Locflbon/Nanw 


FY 1992 


FY 1993 


FY 1994 


Totri 




Number 
22 


■3 




88,000 


202.400 


202,400 


FY92-FY94 


1 AfMriun 


Amehca Samoc Ralubililala 8 milai of Tau 


482.800 


1 Samoa 






Road htm Filesuo to Faluila 












23 


h 


Hanu't It. America SamoK Invrme 8 Rriee d 
roshMy ton Ofu b Olotiigs and Sie 


96,000 


220.800 


220,800 


537,600 


1 C^ifcrnia 


1 


Long Beach: Interctiange ri of Tanniral Itland 


944,000 


2.171J00 


2,171,200 


5.286.400 








fweany and Ocean BIwd 












2 




WilnwiglDn: Widening of Anaheim St ViaducI 


944,000 


2.171.200 


2,171,200 


5.286,400 




3 




WilminglDn Grade tepntian proiect of 
PaoAc Coast Highway near Alameda St 


944,000 


2.171.200 


2,17U00 


5,286,400 




4 




Compton CHy- Widening of Alameda St 8 Tsde 
taparalion betieeen Rt 91 and Del Amo BM. 


944,000 


2,171,200 


2,171.200 


5,286.400 




13 




corrida Larlitpur to Kable. NoNOlD to Lombard 


1,208,000 


2,778,400 


2,778,400 


6.764,800 




15 




Los Angeles: MuM-modal tvBil parinray on 
Santa Monica BM. hm MOS to US 101 


712,000 


1,637,600 


1,637,600 


3,987.200 




18 




Ontario: Complete consttidion of access roads 
to Ontario Arpoct 


376,000 


864,800 


864,800 


2,105.600 




21 




San Jose: Upgrade Rt 87 8 local ciciilabon 
system (or San Jose Alport 


1,184,000 


2,723,200 


2.723,200 


6.630.400 




30 




and conduct interchange 


712.000 


1,637,600 


1.637.600 


3987.200 




31 




Los Angeles Improve ^ound access from 
SepuKnda Blvd. to Los Angelas 


716,000 


1,646,800 


1.646,800 


4,009.600 




36 




Pakndale: Avenue P8 Improvamenls 


288,000 


662,400 


662.400 


1.612.800 


j 


. . 46 




Canon 8 Los Angeles Cos: Grade sepnlion ri 
Sapuhnda BM and AJamada St 


760,000 


1,748,000 


1.748.000 


4,256.000 




51 




Long Beach: Arpcrl Access 


680,000 


1,564,000 


1.564,000 


3.608,000 


1 Connecticut 


9 


East Haven Route 60, Wafltngford 1-91 and 


808,000 


1,858,400 


1,858,400 


4,524,600 








Wdlingted Oakdala 










1 Ronda 


16 


Jaduonvila: Constuct near 1-295 inlardianga 


568,000 


1,306,400 


1.306,400 


3,180,600 








and access road to seapcrt^aaport 










1 Georgia 


11 


Adania: Study of 5-Poinb Inlannodal 


192.000 


441,600 


441.600 


1,075,200 








Tecminai 












48 




Augusta: Raihad OMposs at 15(h St and 
Greenest 


472.000 


1,085.600 


1.085.600 


2,643,200 


1 lUmiis 


50 


1-2S6 ntarehflnQS 


272.000 


625,600 


625.600 


1.523.200 


1 Indiana 


37 


LvByvoB! RflwDM RfliocflDon Pro|0Ci 


1,944.000 


4,471,200 


4.471.200 


10.886.400 




45 




Gay: Extension of us 12«l to L*e UKhigan 


176.000 


404.800 


404.800 


985,600 


i Louitians 


49 


Saint Bernard imarmodai FadMy 


816.000 


1.876.800 


1.876.800 


4,569.600 








Engineering, Design, Constvctxai 










1 Michigan 


8 


DeMt Van Dyke St (S1.0 M) and a dapratsad 


344,000 


791.200 


791.200 


1,926,400 








road under Datoit City Alport luiway 












25 




DeVoC ConsVuct access road to Dettid 
Meko Airport indudir« M to 1-275 


2.704,000 


6.219.200 


6.219.200 


15,142.400 


1 Minnasatt 


40 


MinnoBpofa: IntBrmodai Urtwi oonMctton 


1,592.000 


3.^1.600 


3.661.600 


8,915,200 








proiect 
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SW> 



NnrYok 


... , 
12 




2S 




32 




33 


OkWwna 


7 


Oragon 


14 




43 




5 



Saetan 
Praitd 
Huntm 



10 
27 
41 
42 



34 
35 



Pra^Kt L o cM iofrrwnw 



St Louis: RaMMiMian of Eadt Bhdgi 

St Louk: MuH^nodil taopcrttfan 

hdMy 

Ktnni Cily: Bran Wittira Roadway 

Kasa CKy: Smti Rhvtcnt Ej^rasnair 



1-20 Mvdango it PMi Com Road 
Akport 



Las Vogac Conduct BS t pnt av iv 
btlway t Inking MS to UaCann Aiport 
(PL 102-3U Sw^ion 369 ctangKl praiKt) 



BiMo: BulWo RiMffGataMy Tural Pra)act 

Onnge S Roddmd: Conrtud pat t ridi 
fiKililiai, ailiblBh liAc maaooniant syi. 
Ut VanoK ConstudlnlaTnodd hdly a 
Ml Vanon Rii Stabon 
Oiaigi Co: i-«7A-M Sluat Aipot 
MBTcranQA rny6ct 



Ardmoi: Stidy of upipding SR S3 off US 35 
laaAig to impmad arport 



Wida< 2.7 ml of US 2« to add higlMiay laiM 

Portaid: CoknUa Slough IMamodri 
Expansion Bridg* 



Upinda US 30 hm OH bcfda to Pitabugh 

IrMfntfonil Airpoft 

PMada»lwa: RacanstuO Old Dilaaai 

AvanusSavicaRoad 

Allaghaiy Co.: Expansion of M.L King Bumay 

to saw PiOslxfgh Aiipcrt t oomnunily 

PiOibugh: Conkud ndusiM busnay 

Ming PiBibwgh to PiBibwgh Alport 

PtMadt^ha: vnpnMs nwMay nwciniy 

d PsnnsylMnia Comanton Cantor 

ErtaCo.: Eait^ida C4Minacluf Pro|scffat of 

EritAceats 



Contact AuOiorily 



FY 1992 




272.000 
248.000 



304.000 



1.616.000 
376.000 
561.000 

1.256.000 



200,000 



1.136,000 
168.000 



256.000 
192.000 
1.736,000 
784,000 
760.000 
600.000 



FY 1993 




625.600 
570.400 



699.200 



3.716.800 

864.800 

1.306.400 

2.888.800 



460.000 



2.612.800 
386.400 



588.800 

441.600 
3.992.800 
1.803.200 
1.748.000 
1.380.000 



FY 1994 




625.600 
570.400 



699,200 



3,716,800 
864,800 

1,306,400 
2.888,800 



460,000 



2,612,800 
386.400 



588.800 

441.600 
3,992,800 
1,803,200 
1,748,000 
1.380,000 



Totol 
FY92-FY94 

3.987.200 

2.643,200 

627.200 

5.689.600 

1.523.200 

1.388,800 

1,702,400 

9,049,600 
2.105,600 
3,180,800 
7,033,600 

1,120,000 

6,361,600 
940,800 

1,433,600 
1,075,200 
9,721,600 
4,390,400 
4.256,000 
3,360,000 
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1 

Saclian | 
Project 1 
Nunte 1 

44 1 

1 

« 1 

1 


ProiKl LocibofvNafnt 






ContvtAudtonty 




1 SMt 


FY1992 1 

1 

1.072.000 1 

1 
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STRIPING AND PAVEMENT MARKINGS 

Mr. Carr. The March 1993 issue of PubUc Roads contains an ar- 
ticle written by Dr. Ted R. Miller dealing with the benefits and 
costs of marking lanes. Dr. Miller concludes that "on the average, 
each $1 currently spent on pavement striping yields $60 in bene- 
fits. The benefit-cost ratio rises with traffic volume. The urban 
ratio is double the rural ratio." Since the article was based on a 
study funded by the American Glass Bead Manufacturers Associa- 
tion, there might (be) some bias built into the analysis. 

Wliat is the position of the Federal Highway Administration re- 
garding the value of striping? 

[The information follows:] 

Striping or pavement marking is considered the backbone of driver communica- 
tion. Research on driver information processing indicates that tracking the roadway 
lane is the primary task related to driving. The 1993 Annual Report on Highway 
Safety Improvement Programs showed, based on evaluations conducted by the 
States on safety improvement projects, pavement marking projects had a 2.7 bene- 
fit-cost ratio. 

' STRIPING 

Mr. Carr. Has the FHWA conducted or funded research to deter- 
mine the costs and benefits of striping? c 
[The information follows:] 

The FHWA has neither conducted nor funded any research related to determining 
the costs and benefits of striping. 

Mr. Carr. What guidance has the FHWA given to the States re- 
garding the value of striping? 

[The information follows:] . '■ ^ 

Because of the importance of pavement marking, the FHWA has conducted con- 
siderable research, training and technology transfer activities. The FHWA has also 
promulgated standards and issued guidance for the installation of pavement mark- 
ings. FHWA is currently implementing the All Weather Pavement Marking program 
in accordance with Section 6005 of ISTEA in order to provide guidance on better 
marking under all weather conditions. In addition, the FHWA is conducting field 
evaluations of various level of pavement marking retroreflective in order to develop 
minimum levels as required by Congress. 

Mr. Carr. Do you think the States are doing enough in the way 
of striping? Should it be given a higher priority? 
[The information follows:] 

In setting priorities. States need to know the most cost beneficial pavement mark- 
ing material and time to restripe each of their streets and highways. The FHWA, 
in cooperation with State and local agencies, is developing guidance to aid highway 
agencies in deciding the type of material and when to restripe. Thus guidance will 
include acceptable levels of pavement marking retroreflectivity and equipment to 
measure the level of retroreflectivity. 

LOMA PRIETA EARTHQUAKE 

Mr. Carr. According to articles published in the San Francisco 
Examiner, at least $2.8 billion of the $5 billion provided by state 
and federal governments to help rebuild after the Loma Prieta 
earthquake remains unspent. 

Please respond to each of the following points raised by the Ex- 
aminer: 

• Caltrans missed deadlines for strengthening more than 70 per- 
cent of the 1,300 bridges and overpasses in California needing im- 
provement. 
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• Construction has begun on only 96 of 1,000 multi-column 
bridges, despite a 1990 law that requires all 1,000 to be retrofitted 
by the end of 1994. 

• Caltrans has not yet completed a detailed plan for strengthen- 
ing the span of the Bay Bridge that collapsed during the earth- 
quake. 

• Only one-third of the $1.7 billion in state and federal emer- 
gency funding allocated to repair Bay area highways has been 
spent. 

[The information follows:] 

The total number of bridges in the Caltrans retrofit program is dynamic in na- 
ture. As the screening progressed, more bridges were added to the list. For example, 
the Category I hst (those most in need of retrofitting) grew by thirty-nine percent 
during the screening process. Some of the retrofitting procedures were dependent 
on the results of ongoing research which delays design and project letting until re- 
search is complete. The Caltrans Seismic Advisory Board did not develop the final 
seismic design criteria until May 1992. This left Caltrans only 18 months to ana- 
lyze, design and award all contracts for the work. The design and analysis work was 
more complex and took longer than originally contemplated. Delays also occurred 
when Caltrans became embroiled in legal difficulties with their Professional Engi- 
neers in Government organization over the extent to which engineering contracts 
could be awarded outside of Caltrans. 

The work on multi-column bridge retrofitting has been delayed for the same rea- 
sons noted above for the entire retrofit program. Additionally, the multiple column 
retrofitting program is highly dependent on the results of ongoing research. Multiple 
column bent retrofitting also usually requires complex dynamic analysis which sig- 
nificantly lengthens the design process. 

Caltrans contracted with the University of California at Berkeley several years 
ago to analyze the Bay Bridge. This research work is now nearing completion. The 
retrofit strategies have been defined and the work has been broken down into 8 
projects, with PS&E completion dates ranging fi-om June 1994 to April 1996. Ten- 
tative preliminary cost estimates for the work are in the range of $200 million. 

To date, the State has been allocated $1,315 billion from FHWA's emergency relief 
(ER) program for repair of Federal-aid highway facilities damaged by the Loma 
Prieta earthquake. As of March 15, $861 milUon had been obligated, and the re- 
mainder will be obligated over the next few months as the another five construction 
contracts for the reconstruction of the Cypress Freeway are advanced. Replacement 
of the Embarcadero Freeway and Terminal Separation Structvu-e have been delayed 
because of the City of San Francisco's desire to pursue alternative transportation 
facilities. A portion of these alternative transportation facilities will be eligible for 
ER funding and there will likely be an additional allocation of ER funds to the State 
when the alternative facilities are advanced. 

EMERGENCY RELIEF PROGRAM 

Mr. Carr. In response to a major disaster like Loma Prieta 
earthquake, does FHWA plan a major role or merely dole the 
money out to state authorities? 

[The information follows:] 

The FHWA emergency relief program provides a special source of Federal funds 
for repair of damaged Federal-aid highways. Although States are empowered to im- 
mediately begin repairs to restore essential traffic service, normal Federal-aid proce- 
dures are applicable to permanent repairs. FHWA assists the States and locals and 
other Federal agencies in assessing the damage and in estimating costs of repairs. 
FHWA also provides technical assistance in Qie review, design, repair and recon- 
struction of damaged facilities. 

LOMA PRIETA AND NORTHRIDGE EARTHQUAKES 

Mr. Carr. Based on the experience in the Loma Prieta earth- 
quake, is the FHWA proceeding differently in its reaction to 
Northridge earthquake of January 1994? 
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[The information follows:] 

Since the FHWA's emergency relief (ER) program has not substantially changed 
over the years, the FHWA reacted similarly to both earthquakes. The goals are to 
provide ER funding immediately, to assist the State in damage assessments, and 
to provide technical assistance to assure needed interim traffic services are put in 
place and damaged facilities are rapidly repaired. In addition, in both instances 
FHWA supported legislative initiatives to seciu-e additional ER funding through spe- 
cial Federal legislation. 

Both earthquakes caused considerable damage to Federal-aid highway structures. 
However, the strategy and approach in implementing the repair projects has dif- 
fered. In the case of Loma Prieta earthquake, the double-deck Cypress Freeway was 
completely destroyed, and it was decided to reconstruct the faciUty on a different 
location. Also, local public officials advocated that certain damaged double-deck free- 
way segments in downtown San Francisco not be repaired but instead replaced with 
alternative transportation facilities. On the other hand, with the Northridge earth- 
quake there has been immediate support from pubUc officials to repair the damaged 
structures in place. Because of the experience gained from the Loma Prieta earth- 
quake, the structure repairs associated with the Northridge earthquake can incor- 
porate state-of-the-art seismic retrofit design. 

CYPRESS FREEWAY CONSTRUCTION 

Mr. Carr. Provide the status of the work on the Cjrpress free- 
way. In your opinion, why has it taken so long for this project to 
proceed to construction? 

[The information follows:] 

Two of the seven segments for the construction of the Cypress Freeway are under 
contract. The remaining five segments will be let for bidding between now and July 
1994. It was decided to reconstruct the freeway in a new location. Relocating a 
major freeway Unk in an urban area takes considerable time to implement because 
of the environmental impact study and other local, State and Federal requirements. 
Considering the complexities involved, the State has made an outstanding effort to 
promptly advance this project. 

Mr. Carr. The emergency supplemental bill passed earlier this 
year in response to the Northbridge earthquake included 
$315,000,000 for the Cypress Freeway. How confident are you that 
this amount will be sufficient and that there will be no need for 
additional federal funding for the project? 

[The information follows:] 

The bids received on the five remaining Cypress Freeway construction contracts 
will determine whether the $315 million will be sufficient to cover costs. If addi- 
tional emergency relief (ER) funding is needed for the Cypress Freeway, it is 
planned to provide these funds from the regular ER program. 

SEISMIC STANDARDS 

Mr. Carr. What is the potential Federal financial exposure for 
the upgrades required to bring the Golden Gate Bridge and Bay 
Bridge into compliance with current seismic standards? 

Would such funding come from the emergency relief element of 
the highway program? 

[The information follows:] 

Based on the State's current estimate, the total cost of seismic retrofit to current 
standards is approximately $150 million for the Golden Gate Bridge and $200 mil- 
lion for the Bay Bridge. Seismic retrofitting of these bridges is not eligible under 
the emergency relief program. The State does have the option of using other regular 
Federal-aid highway funding sources for this work. 

CLOSING REMARKS - --' .-^ - ; 

Mr. Carr. With that, the Committee will be adjourned. 
[The justifications follow:] 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

GENERAL STATEMENT 

FY 1995 Budget Overview 

The President's Budget for FY 1995 fully supports implementation of the Intermodal Surface 
Transportation Efficiency Act (ISTEA) for major fiighway programs; is consistent with the 
President's stated policy to support program levels equal to those authorized by ISTEA and will 
help to further the States' ability to use the flexibilities provided by ISTEA. It constitutes 
a strategic use of resources to promote a safe, effective, and efficient surface transportation 
system. 

The following narrative provides an overview of the FY 1995 budget, including highlights of 
both personnel resources and proposed funding levels for major appropriation accounts. 
References to the FY 1994 budget and FY 1995 request include the estimated effects of the 
supplemental appropriation requests and the proposed rescission of obligational authority 
associated with certain "demonstration" projects, consistent with the Budget Appendix. 
However, rescission proposals have not been transmitted to the Congress and there are other 
options for achieving the savings. 

Rnancial Resources 

In total, our FY 1995 budget proposes an overall program level (obligations) of $20,309 billion 
compared to obligation levels of $20,357 billion and $18,015 billion for fiscal years 1994 and 
1993 respectively. 

The budget authority included in our FY 1995 request totals $20,866 billion, compared to the 
FY 1994 and FY 1993 budget authority levels of $21,305 billion and $21,223 billion respectively. 

Outlays for FY 1995 are estimated at $18,989 billion. Estimated outiays for FY 1994 and actual 
outiays for FY 1993 are $18,232 billion and $16,656 billion respectively. 

Personnel Resources 

Our FY 1995 budget request reflects implementation of mandated staffing reductions contained in 
the President's Executive Order 12839, "Reduction of 100,000 Federal Positions." 

We are requesting a total of 3,849 full-time equivalent workyears (FTE's) in FY 1995, a 
reduction of 60 below the 3,909 approved for FY 1994. 

Federal -aid Highways 

We propose an FY 1995 obligation limitation of $19,969 billion (based on the ISTEA authorized 
level for FY 1995 of $18,332 billion plus estimated obligaitons of $1 .637 billion for programs 
previously exempt from the limitation.) In addition, $100 million is exempt for Emergency 
Relief, yielding total obligations of $20,069 billion. The proposed FY 1995 obligations are 
$414 million (2 percent) higher than the FY 1994 level, excluding emergency supplemental 
funding. 
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Motor Carrier Safety Grants 

We propose an obligation limitation of $83 million, equal to the FY 1995 ISTEA authorized 
amount The FY 1995 proposed level is $18 million or 28 percent higher than the FY 1994 level. 

Highway Related Safety Grants 

Ws propose an obligation limitation of $10 million, equal to the enacted FY 1994 limitation. 

General Operating Expenses 

A limitation of $598.5 million is proposed for FY 1995, an increase of $129.7 million (28 percent) 
above the FY 1994 level of $468.8 millbn. The increase reflects growth in IVHS ($75.5 million), 
mandatory cost increases, otiTer Research and Development activities, on-the-job training 
services, continuing renovations of research laboratories and international activities. 

Assumed Savings 

The budget assumes FY 1995 outiay savings of $406 millbn ($314 millbn in Federal-aid 
Highways and $92 million in miscellaneous accounts) associated with rescissions based 
on recommendations of the National Performance Review. However, at the same time, tiTe 
Administration recognizes that oth& options are available to achieve these savings. 
One option, transmitted as an FY 1994 supplemental, would require the Secretary to 
.reduce or delay obligations of highway construction projects in FY 1994 sufficient to 
reduce FY 1995 outiays by $406 million. It is the Administration's intent to work with the 
Congress to accomplish the means to achieve the necessary savings. 

We also propose to rescind $20 million in unobligated balances of contract authority that are 
unavailable for obligation because of obligation limitations. 
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FEDERAL HIGHWAY ADMINISTRATION 

SUMMARY OF REQUIREMENTS 
(dollars in thousands) 





FY 1993 


FY1994 


FY 1995 


Account 


ACtU£ll 


Estimate 


Estimate 


FEDERAL-AID HIGHWAYS 








Combined 


Budget Authority (Contract Auttxjrity) 


20.769,913 


21,219,082 


20,775,598 


Obligations 


17,548,164 


20,000,571 


20,069,078 


Obligation Limitation 


15,506,790 


17,590,000 


19,969,078 


Limitation on General Operating Expenses (Non-add) 


(398,000) 


(468,856) 


(598,545) 


Outlays 


16,259,209 


17,825,295 


18,629,492 


Liquidating Cash Appropriation 


19,000,000 


18,000,000 


17,000,000 


Positions 


245 


245 


245 


Full-time Equivalent Workyears 


301 


276 


271 


Requleir Schedule 








Budget Authority (Contract Authority) 


20,769,913 


20,904,082 


20,775,598 


Obligations 


17,548,164 


20,102,251 


20,625,460 


Obligation Limitation 


15,506,790 


17,590,000 


19,969,078 


Limitation on General Operating Expenses (Non-add) 


(398,000) 


(468,856) 


(598,545) 


Outlays 


16,259,209 


17,810,858 


18,773,095 


Liquidating Cash Appropriation 


19,000,000 


18,000,000 


17,000,000 


Supplemental Request 








Budget Authority (Appropriation) 


... 


315,000 


... 


Obligations 


... 


296,626 


... 


Outlays 


... 


34,077 


170,842 


Assumed Savings * 








Budget Authority (Contract Authority) 


... 








Obligations 


... 


(398,306) 


(556,382) 


Outlays 


... 


(19,640) 


(314,445) 


UMITATION ON GENERAL OPERATING EXPENSES 


(398,000) 


(468,856) 


(598,545) 


Limitation 


Positions 


3,372 


3,372 


3,372 


Full-time Equivalent Workyears 


3.469 


3.399 


3.347 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

SUMMARY OF REQUIREMENTS 

(dollars in thousands) 





FY 1993 


FY1994 


FY 1995 


Acx»unt 


Actual 


Estimate 


Estimate 


MOTOR CARRIER SAI-b I Y GRANTS 


76.000 
64,990 
65,000 
62,966 
65.000 


80.000 
65.000 
65,000 
65.689 
68,000 


83.000 
83.000 
83.000 
73,446 
73,000 


Budget Authority (Contract Authority) 

Obligations 

Obligation Limitation 

Outlays 

Liquidating Cash Appropriation 


HIGHWAY-RELATED SAFETY GRANTS 


20,000 
10,000 
10,000 
10,978 
10,000 


20,000 
10,000 
10,000 
9.187 
10.000 




10,000 

10.000 

9.593 

10.000 


Combined 


Budget Authority (Contract Authority) 

Obligations 

Obligation Limitation 

Outlays 

Liquidating Cash Appropriation 


Reqular Schedule 

Budget Authority (Contract Authority) 

Obligations 

Obligation Limitation 

Outlays 

Liquidating Cash Appropriation 


20,000 
10,000 
10.000 
10.978 
10,000 


20,000 
10,000 
10,000 
9,187 
10,000 


20.000 
10.000 
10,000 
9,593 
10.000 


Proposed Rescission 

Budget Authority (Contract Authority) 

Obligations 

Obligation Limitation 

Outiays 

Liquidating Cash Appropriation 


r. :.. .JOS. 







f , 






(20,000) 






RIGHT-OF-WAY REVOLVING FUND 




10.152 

42,500 

9,195 






42,500 






42,500 




Budget Authority (Confract Authority) 

Obligations 

Loan Limitation 

Outiays 

Liquidating Cash Appropriation 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 



SUMMARY OF REQUIREMENTS 

(dollars in thousands) 



Acx»unt 


FY1993 
Actual 


FY 1994 
Estimate 


FY1995 
Estimate 


MISCELLANEOUS HIGHWAY TRUST FUNDS 


325,015 

127,161 

75,398 


(34,348) 
96,256 
98,394 



72,553 
97,155 


Combined 

Budget Auttxsrity (Appropriation) 

Obligations 

Outlays 


Reqular Schedule 

Budget Authority (Appropriation) 

Obligations 

Outlays 


325,015 

127,161 

75,398 


7,800 
133,945 
105,932 



126,146 
119,934 


Assumed Savinqs * 
Budget Authority (Appropriation) 
Obligations 
Outlays 







(42,148) 

(37,689) 

(7,538) 



(53,592) 
(22,779) 


ORANGE COUNTY TOLL RD. (PROGRAM ACCT.) 


9,600 

9,600 














Budget Authority (Appropriation) 

Obligations 

Outlays 


MISCELLANEOUS APPROPRIATIONS 


16.861 
240,981 
232,851 


12,472 
150,770 
200,512 




67,256 
167,795 


Combined 

Budget Authority (Appropriation) 

Obligations 

Outlays 


Requleu- Schedule 

Budget Authority (Appropriation) 

Obligations 

Outlays 


16,861 
240,981 
232,851 


145,502 
308,660 
232,090 




160,098 
236,888 


Assumed Savinqs * 

Budget Authority (Appropriation) 

Obligations 

Outlays 







(133,030) 

(157,890) 

(31.578; 




(92,842) 
(69,093) 


MISCELLANEOUS TRUST FUNDS 


5,886 

3,565 

5,702 

15 




7,500 

34,144 

32,652 

15 

14 


7.500 

7.500 

11,606 

15 

14 


Budget Authority 

Obligations 

Outlays 

Positions 

Full-time Equivalent Workyears 


^ 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 



SUMMARY OF REQUIREMENTS 

(cjoilars in thousands) 



Account 


FY 1993 
Actual 


FY 1994 
Estimate 


FY 1995 
Estimate 


REIMBURSEMENTS AND ALLOCATIONS 


193 
228 

21,223,275 
18,014,613 
15,581,790 
16,656,299 
19,075,000 

3,632 
193 


193 
220 

21,304,706 
20,356,741 
17,665,000 
18,231,729 
18,078,000 

3,632 
193 


193 
217 

20,866,098 
20,309,387 
20,062,078 
18,989,087 
17,083,000 

3,632 
193 


Positions 

Full-time Equivalent Workyears 

GRAND TOTAL - FHWA 


FINANCIAL RESOURCES 


Budget Authority 

Obligations 

Obligation Limitations 

Outlays 

Liquidating Cash Appropriations 

PERSONNEL RESOURCES 


POSITIONS: 


Direct 

Rnanced from transfer and reimbursable acxx)unts 

Total Positions 
FULL-TIME EQUIVALENTS: 


3.825 


3.825 


3.825 


3,770 
228 


3,689 
220 


3,632 
217 


Direct 

Financed from transfer and reimbursable accounts 

Total Full-time equivalents 


3.998 


3.909 


3.849 


* The budget assumes total FY 1995 savings of $703 n" 
in outlays if highway demorstration projects were res 
have not been transmitted and there are other approe 

NOTE: THE BUDGET AUTHORITY SAVINGS A 1 1 HIBU 
CONTAINED IN THE DETAILED JUSTIFICATIONS FOR 
MISCELLANEOUS HIGHWAY TRUST FUND AND MISC 
REFLECT AMOUN I S PRINTED IN THE FY 1 995 BUDG 
RESCISSION PROPOSALS WILL NOT BE TRANSMITTl 
BUDGET AUTHORITY AMOUN I S ARE REFLECTED IN 
AUTHORITY SAVINGS A I IHIBUTED TO RESCISSIONS 
JUSTIFICATIONS SHOULD BE DISREGARDED. 


illion in obligations and $406 million 
cinded. However, rescissbn proposals 
iches to generate these savings. 

TED TO RESCISSION PROPOSALS 
THE FEDERAL-AID HIGHWAYS, 
ELU^NEOUS APPROPRIATION ACCOUNTS 
ET APPENDIX. HOWEVER, SINCE 
ED TO THE CONGRESS, THE OFFICIAL 
THE ABOVE SUMMARY TABLES. BUDGET 
5 SHOWN IN THE INDIVIDUAL ACCOUNT 
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DEPAKTMEMT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 

(LIMITATION ON OBLIGATIONS) 

(HIGHWAY TRUST FUND) 

None of the funds in this Act shall be available for the 
implementation or execution of programs the obligations for which 
are in excess of [$17,590,000,000] $19,969,078,000 for Federal- 
aid highways and highway safety construction programs for fiscal 
year [1994] 1995. 

[ (RESCISSION) ] 
[ (HIGHWAY TRUST FUND) ] 

[Of the funds made available for the functional replacement 
of publicly-owned facilities located within the proposed right- 
of-way of Interstate Route 170 in Public Law 96-131, $200,000 are 
rescinded. ] 

[ (RESCISSION) ] 
[ (HIGHWAY TRUST FUND) ] 

[Of the funds made available under this heading in Public 
Law 100-71, $364,180 are rescinded.] 

[ (RESCISSION) ] 

[Of the authority made available for the intersection safety 
demonstration project in Public Law 100-457 and Public Law 101- 
516, $3,059,960 are rescinded.] 

(LIQUIDATION OF CONTRACT AUTHORIZATION) 
(HIGHWAY TRUST FUND) 

For carrying out the provisions of title 23, United States 
Code, that are attributable to Federal-aid highways, including 
the National Scenic and Recreational Highway as authorized by 23 
U.S.C. 148, not otherwise provided, including reimbursements for 
sums expended pursuant to the provisions of 23 U.S.C. 308, 
[$18,000,000,000] $17 ,000,000,000 or SO much thereof as may be 
available in and derived from the Highway Trust Fund, to remain 
available until expended. ^Department of Trains port at ion and 
Related Agencies Appropriations Act, 1994.) 
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FY 1995 80PPLE1IE1ITXL PROPOSAL 

DEPARTMEMT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 
(HIGHWAY TRDST FUND) 

For an additional amount for emergency expenses resulting 
from the Loma Prieta earthquake of October 17, 1989, as 
authorized by 23 V.S.C. 125, $315,000,000, to be derived from the 
Highway Trust Fund and to remain available until expended; 
Provided, That such amount is designated by Congress as an 
emergency requirement pursuant to section 251(b) (2) (D) (i) of the 
Balanced Budget and Emergency Deficit Control Act of 1985, as 
amended . 
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FY 1995 RESCISSION PROPOSAL 

DEPARTMEKT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 
(HIGHWAY TRUST FOND) 

Of the funds authorized by sections 1103 through 1108 of 
Public Law 102-240 for highway projects, and which have not been 
obligated for construction, $4,172,168,000 in unobligated 
balances and contract authority becoming available in fiscal 
years 1995 through 1997 are rescinded: Provided further. That 
the term "construction" refers to a project or segment of a 
project for which a construction contract for physical 
construction has been awarded by the State, local government, or 
other contracting authority having responsibility for the 
project, regardless of whether other obligations, such as those 
for preliminary engineering or environmental studies, have been 
incurred . 
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DEPARTMEMT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 

Background 

The Federal-aid Highways (FAH) budget authority consists of 
several programs designed to aid in the construction, 
rehabilitation, traffic management, and safety of our Nation's 
highways as well as other forms of surface transportation at the 
discretion of the States. This account is funded by contract 
authority found in substantive legislation currently provided by 
the six-year (1992-1997) Intermodal Surface Transportation 
Efficiency Act of 1991 (P.L. 102-240, ISTEA) . 

All programs included within FAH are financed from the Highway 
Trust Fund and distributed via apportionments and allocations to 
the States. Liquidating cash appropriations are subsequently 
requested to fund outlays resulting from obligations incurred 
under contract authority. 

FY 1995 Program 

The FAH program for FY 1995 was set forth in the ISTEA. During 
the year FHWA will continue to carry out the mandates of this law 
with special emphasis on intermodalism, safety, the environment, 
technology advancement and strengthening the role of 
transportation in economic growth. Key to successful achievement 
of these goals is the amount of funding provided. This is 
particularly true for economic growth and productivity, which are 
strongly linked to infrastructure investment. 

Full Funding of the ISTEA Limitation 

The most important aspect of our FY 1995 budget request is full 
funding of the ISTEA-authorized obligation limitation for FAH 
"core" programs. This level of program funding ($18,332 billion) 
supports the Administration's commitment to infrastructure 
investment and will permit the States to address priority needs 
ranging from interstate construction to congestion mitigation and 
air quality improvement. Full funding also will allow the States 
to take maximum advantage of the flexibility provisions contained 
in the ISTEA, whereby funds can be transferred between highway 
and transit projects at State discretion. 

Program Level vs. Needs and the Economy 

The investment in transportation infrastructure supported by the 
ISTEA is critical to the economic health of the Nation. 
Inadequate levels of public infrastructure investment impose 
direct costs on businesses that diminish U.S. competitiveness in 
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international markets and raise domestic consumption costs. In 
addition, lower levels of investment could adversely affect 
growth in private sector capital and labor productivity rates 
necessary for healthy long-run economic performance. Because of 
the pervasive reliance on the Nation's highway system to meet 
business logistics, marketing and distributional needs, virtually 
every sector of the National economy is affected by the level of 
investment in highway infrastructure. 

The level of capital investment in highways and bridges needed to 
support the economic strength of the Nation is estimated by FHWA 
based on the costs associated with meeting different levels of 
performance regarding pavement condition and level of service. 
The total annual investment required to achieve two different 
levels of performance is reported to the Congress biannually in 
The Status of the Nation's Highways. Bridges, and Transit: 
Conditions and Performance. One level of performance presented 
in the report is the cost of achieving minimum condition 
standards, generally referred to as the "Cost to Improve" 
scenario. The other level of performance is the cost of 
maintaining performance at its current level, referred to as the 
"Cost to Maintain" scenario. 

Based on the estimates in the latest Conditions and Performance 
Report (which contains 1991 estimates for the two scenarios 
described above for all roads and bridges in the United States) , 
the "Cost to Maintain" scenario investment requirements for 
Federal-aid roads and bridges only are much greater than 
currently available funding from all sources (State, local and 
Federal) . Even under full funding of the ISTEA limitation in FY 
1995, there would be an estimated $11.9 billion shortfall of 
funds from all sources in FY 1995 to maintain the condition and 
performance of these roads and bridges at their projected 1995 
level. The 1995 level of condition and performance is projected 
to be lower than the 1991 level because of continuing under- 
investment in the intervening years. In order to minimize the 
effects of continuing under-investment in the highway 
infrastructure, the highest level of Federal investment provided 
by the ISTEA is needed. 

Based on FHWA forecasts of State and local spending patterns, 
full funding in FY 1995 combined with State and local matching 
funds and State own-source investment will fund: 

(1) Approximately 80 percent of the investment required in 1995 
to maintain the highway and bridge infrastructure on the 
155,000-mile NHS at its projected 1995 level of performance, 
and 

(2) Approximately 66 percent of the investment required in 1995 
to maintain highway and bridge infrastructure on other 
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eligible roadways at their projected 1995 level of 
performance. 

In addition to providing funds to invest in the highway physical 
infrastructure, the ISTEA also provided funding for projects 
whose objective is to meet broader mobility goals, such as 
transportation demand management strategies, projects designed to 
make better use of the existing infrastructure, safety projects, 
and projects involving alternative transportation options 
(including transit, bicycles, and walking) , as well as for 
research into the technology needed to make some of these options 
a reality (e.g., IVHS) . Some funding was also provided to 
mitigate the impact of transportation improvements on the 
environment. An estimated $3.4 billion of Federal funding 
apportioned to the States and $114 million for IVHS is expected 
to be spent on these kinds of projects in 1995. However, without 
full funding it is likely that these projects would not receive 
the emphasis intended by the ISTEA since the measures that 
directly meet infrastructure investment requirements would 
probably rank higher in priority. 

Full funding, in addition to providing much-needed transportation 
improvements, would positively affect employment levels.' It 
would pump needed money into the economy and facilitate job 
expansion in both the private and public sectors, since highway 
construction activities are relatively labor intensive compared 
to the rest of the economy. 

The new planning procedures instituted by the ISTEA require the 
transportation improvement programs that emerge from the 
Statewide and Metropolitan planning process to be financially 
realistic. Amounts authorized by the ISTEA are the funding 
levels expected for the FAH program. If these full funding 
levels cannot be counted on, the State and local decision makers 
will find it difficult to carry out the planning process as 
envisioned by the ISTEA. This could be a blow to better 
transportation decision making. 

A Single Comprehensive Obligation Limitation 

As part of our FY 1995 budget request, we also propose to include 
the Minimum Allocation program. Public Law 102-240 demonstration 
projects, and other currently exempt programs (except for 
Emergency Relief) within the FAH obligation limitation for FY 
1995 and in the future. The ISTEA-authorized obligation ' 
limitation for "core" programs would be increased by the amount 
of estimated obligations for these other programs to derive the 
new overall limitation. For FY 1995, the new overall limitation 
would equal $19,969 billion — $18,332 billion for the base 
limitation plus $1,187 billion for Minimum Allocation, $180 
million for the Bonus Limitation, $24 million for the Applied 
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Research and Technology program, and $246 million for 
demonstration projects and other currently exempt programs. 

Obligations for these categories should be limited, along with 
obligations for the FAH "core" programs, so that the States have 
maximum flexibility to advance projects ready to be undertaken. 
Also, exempt spending often is less efficient than spending 
subject to the limitation, which goes to all States based on 
formula apportionments. Exempting Minimum Allocation and 
demonstration project funds from the obligation limitation 
creates spending and flexibility inequities among the States. 

Supplemental Proposal 

Our FY 1995 budget requests an emergency supplemental 
appropriation of $315 million to allow emergency repair and 
replacement work to continue on highways damaged or destroyed 
during the Loma Prieta earthquake of October 17, 1989. 

In response to the Loma Prieta earthquake and Hurricane Hugo, 
Public Law 101-130 provided $1 billion in Federal Disaster 
Assistance to aid States in rebuilding highways and other 
facilities damaged as a result of these 1989 disasters. Even 
though the entire $1 billion was allocated to California for 
earthquake assistance (Hurricane Hugo assistance was provided 
through regular Emergency Relief funds) , a significant shortfall 
in Emergency Relief funds for the Loma Prieta earthquake expenses 
is projected. The additional requested funding is needed to 
complete Federal-aid highway repair work resulting from the 
earthquake, almost all of which will be obligated in FY 1994 for 
work on the Cypress Freeway replacement project. 

This request is consistent with the practice of restoring highway 
facilities damaged in disasters. The entire amount requested is 
designated by the President as an emergency requirement pursuant 
to the Balanced Budget and Emergency Deficit Control Act of 1985, 
as amended. 

The supplemental proposal includes a provision that would amend 
the Department of Transportation and Related Agencies 
Appropriations Act, 1994, by making section 6005 of Public Law 
102-240 (relating to the applied research and technology program) 
subject to the 1994 obligation limitation. This proposal would 
permit consistent treatment of all highway research activities. 

Assumed Savings 

The budget assumes FY 1995 outlay savings of $406 million ($314 
million in Federal-aid Highways and $92 million in miscellaneous 
accounts) associated with rescissions based on recommendations of 
the National Performance Review. However, at the same time, the 
Administration recognizes that other options are available to 
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achieve these savings. One option, transmitted as an FY 1994 
supplemental, would require the Secretary to reduce or delay 
obligations of highway construction projects in FY 1994 
sufficient to reduce FY 1995 outlays by $406 million. It is the 
Administration's intent to work with the Congress to accomplish 
the means to achieve the necessary savings. 
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FBOBRAL HZOHaAY ADMIHISTRIiTXOM 
FEDERAL-AID HXOHWAT8 PROGRAll, FT 1»«S 

(in thousands of dollars) 



nmtloaal Hlahirav gvfm 
Contract Authority 
Obligation Level 

Background 



FY 1994 

$3,473,035 

3,291,818 



FY 1995 
$3,473,035 
3,566,766 



The Intermodal Surface Transportation Efficiency Act (ISTEA) of 
1991 authorizes the development of a proposed National Highway 
System (NHS) consisting of 155,000 miles (plus or minus 15%) of 
major roads in the United States. The proposed NHS will include 
all Interstate routes, a large percentage of urban and rural 
principal arterials, the defense strategic highway network, and 
major strategic highway connectors. The proposed system, which 
will be developed in consultation with the States, must be 
designated by law by September 30, 1995. In the interim, NHS 
funds may be used on highways classified as principal arterials. 
The NHS funding level is $20.3 billion for the 6 years authorized 
by the ISTEA (net of the estimated administrative takedown) . A 
State may choose to transfer up to 50 percent of the NHS funds to 
the new STP program. If the Secretary approves, 100 percent may 
be transferred. The Federal share for the NHS is 80 percent, 
except for the Interstate portion where it is generally 90 
percent, with an availability period of 4 years. 



Surface Transportation Program 
and Hold Harmless Program 
Contract Authority 
Obligation Level 

Background 



FY 1994 

$4,749,036 

4,451,605 



FY 1995 

$4,795,440 

4,898,378 



The ISTEA of 1991 established a new Surface Transportation 
Program (STP) . The STP is a flexible program that may be used by 
the States and localities for any roads (including NHS) that are 
not functionally classified as local or rural minor collectors. 
These roads are now collectively referred to as Federal-aid 
highways. Bridge projects paid for with STP funds are not 
restricted to Federal-aid highways but may be on any public road. 
Transit capital projects are also eligible under this program. 
The total funding for the STP over the 6-year authorization 
period is $23.1 billion (net of the estimated administrative 
takedown) . This level may be augmented, however, by the transfer 
of funds from other programs and by equity adjustments which may 
be used as if they were STP funds. Once distributed to the 
States, STP funds must be used according to the following 
percentages: 
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• 10% for safety construction 

• 10% for transportation enhancement 

• 50% divided among areas of over 200,000 population and 
remaining areas of the State 

• 30% can be used in any area of the State 

Also, areas of 5,000 population or less are guaranteed an amount 
based on previous Secondary funding. The Federal share for the 
STP is 80 percent and has a 4 year availability period. 

Each State is to receive an amount in addition to its regular 
apportionments so that its total funding will reach a legislative 
percentage established in Section 1015(a) of the ISTEA. This 
additional amount is called "hold harmless." Funding for the 
Hold Harmless program is open-ended, but for the 6-year period of 
the ISTEA is estimated at $4.7 billion. The Hold Harmless funds 
will be used as if they are STP funds except that only one-half 
of the Hold Harmless funds received are subject to the set-asides 
and sub-State distribution requirements of the STP. 

Bridge Program FY 1994 FY 1995 

Contract Authority $2,665,330 $2,665,330 

Obligation Level 2,439,270 2,643,139 

Background 

The Bridge Replacement and Rehabilitation Program is continued as 
the Bridge Program at a total authorization level of $15.6 
billion (net of the estimated administrative takedovm) to provide 
assistance for bridges on public roads. A discretionary set 
aside is continued for high cost bridges, although at a lower 
level than previously provided. The set aside ranges from $57 
million to $69 million. A part of this set aside, approximately 
$8.5 million is to be used for timber bridge research grants, 
technology and information transfer, and construction grants. 
Bridges on Indian reservation roads are also given special 
attention. Besides the inventorying and inspection of these 
bridges, 1 percent of a State's annual bridge apportionment is to 
be used for eligible bridge projects. Forty percent of a State's 
bridge funds may be transferred to the NHS or the STP. The 
Federal share for the Bridge Program is 80 percent with an 
availability period of 4 years. The budget proposes, beginning 
in FY 1995, that highway bridges determined to be an obstruction 
to navigation be eligible for funding through the Federal-aid 
highways program. Currently, such bridges are funded by a 
separate appropriation to the U.S. Coast Guard. 
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Inf r»ta t« Co«Dl«tloB 
Contract Authority 
Obligation Level 

Background 



FY 1994 

$1,792,000 

1,640,012 



FY 199S 

$1,717,000 

1,702,704 



The ISTEA of 1991 authorizes a total of $6.97 billion through 
FY 1995 (net of the estimated administrative takedown) to 
complete the Interstate System. Currently, 23 States have 
completed their Interstate construction programs. Nationwide, 
42,696 miles or 99.8 percent of the 42,796-mile system is open to 
traffic as of June 30, 1993. The States, except Massachusetts, 
receive yearly apportionments based on each State's proportionate 
share of the remaining needs in the 1991 Interstate Cost 
Estimate, excluding Massachusetts' cost to complete. 
Massachusetts receives a specified yearly allocation of 
Interstate construction funds that approximates its construction 
schedule. Interstate Construction has a Federal share generally 
of 90 percent. 



Interstate Maintenance 
Contract Authority 
Obligation Level 

Background 



FY 1994 

$2,812,010 

2,573,510 



FY 1995 

$2,812,010 

2,788,597 



The ISTEA of 1991 establishes the Interstate Maintenance program, 
which basically replaces the I-4R program. This program finances 
projects to rehabilitate, restore, and resurface the Interstate 
System providing $16.4 billion over the life of the bill (net of 
the estimated administrative takedown) . Reconstruction of 
bridges, interchanges and over crossings along existing 
Interstate routes is also an eligible activity if it does not add 
capacity other than high occupancy vehicles (HOV) and auxiliary 
lanes. The Federal share for this program is 90 percent. 
Availability is set at 4 years. 



Interstate Substitutions 

Contract Authority 
Obligation Level 

Background 



FY 1994 
$231,600 
211,957 



FY 1995 
$231,600 
229,672 



The ISTEA of 1991 authorizes $240 million (prior to 
administrative takedowns) from the Highway Account of the Highway 
Trust Fund for highway substitute projects in fiscal years 1992, 
1993, 1994, and 1995. The current formula for apportioning 
Interstate Substitution funds is basically the same as in the 
Surface Transportation and Uniform Relocation Assistance Act of 
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1987, i.e., based on an estimate of the cost to complete. 
However, all funds authorized are apportioned on the basis of the 
estimate which is adjusted each year. The Federal share for this 
program is 85 percent; the funds are available for 2 years, 
except the final apportionment, which is available until 
expended . 



Conoeation Mitigation and 
Air Quality Improvement Proor— 
Contract Authority 
Obligation Level 

Background 



FY 1994 
$992,020 
689,176 



FY 1995 
$992,020 
718,248 



The Congestion Mitigation and Air Quality Improvement Program 
provides $5.8 billion (net of the estimated administrative 
takedown) to States to improve air quality in non-attainment 
areas for ozone and carbon monoxide. A wide range of 
transportation activities are eligible, as long as DOT, after 
consultation with EPA, determines they are likely to help meet 
national ambient air quality standards. If a state has no non- 
attainment areas, the funds may be used as if they were STP 
funds. The Federal share of this program is 80 percent. 



Donor State Bonus 

Contract Authority 
Obligation Level 

Background 



FY 1994 
$496,010 
453,941 



FY 1995 
$496,010 
491,880 



The ISTEA of 1991 authorizes payments of Donor State Bonus 
amounts from the Highway Trust Fund to States that receive 
Minimum Allocation apportionments for the fiscal year. A State's 
share of the Donor State Bonus funds is based on the lowest 
State's percentage of projected Highway Trust fund payments 
raised to the next lowest State and continued until the 
authorization is exhausted. The total ztmount authorized for 
Donor State Bonus over the 6-year ISTEA period is $2.9 billion 
(net of the estimated administrative takedown) . 



Intelligent Vehicle/Highway Systems 
Contract Authority 
Obligation Level 

Background 



FY 1994 
113,000 
181,527 



FY 1995 
$113,000 
114,700 



An Intelligent Vehicle Highway System (IVHS) program is 
established in Title VI of the ISTEA of 1991 and is authorized at 
approximately $660 million for the 6-year authorization period. 
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There are requirements for the promotion of compatible standards 
and protocols to promote widespread use of IVHS technologies, the 
establishment of evaluation guidelines for IVHS operational 
tests, and the establishment of an information clearinghouse. 
Demonstration by 1997 of a "prototype" automated highway and 
vehicle system is required. An IVHS Corridors program is 
established to provide for operational tests and implementation 
projects under "real world" conditions. Corridors which meet 
certain transportation and environmental criteria will be 
designated to participate in developing and implementing IVHS 
technologies. The Federal share is 80 percent for those programs 
with availability until expended. Also supported are innovative, 
high-risk projects (at 100% Federal share) and other activities 
necessary to implement the National IVHS Strategic Plan. 



Federal Lands Hiahwavs 
Contract Authority 
Obligation Level 

Background 



FY 1994 
$429,425 
448,000 



FY 1995 
$429,425 
441,014 



The Federal Lands Highways (FLH) program authorizations, 
previously available through four categories, are now provided 
through three categories: Indian Reservation Roads, Parkways and 
Park Roads, and Public Lands Highways (incorporates the previous 
Forest Highway category) . FLH funds are allocated on the basis 
of relative need. The Forest Highway portions of Public Lands 
Highways and Indian Reservation Roads authorizations are 
allocated by administrative formula. FLH has a Federal share of 
100 percent and an availability period of 4 years. 



Administration and Research 

Takedown Contract Authority 
Obligation Level 

Background 



FY 1994 
$567,930 
662,926 



FY 1995 
$567,930 
673,651 



Section 104 of Title 23, United States Code, authorizes the 
Secretary of Transportation to deduct up to 3.75 percent of 
certain sums authorized prior to apportionment for the 
administration of Federal-aid highways and for conducting highway 
research and development activities. These takedowns, deducted 
prior to apportionment of funds to the States, remain available 
until expended. We assume a 3.5% takedown for both FY 1994 and 
FY 1995. For FY 1995, $598.5 million will be transferred to and 
utilized under the "Limitation on General Operating Expenses." 
Supporting justification for use of the amount transferred is 
contained under that portion of the budget document. 
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Minimum Allocation 

Contract Authority 
Obligation Level 

Background 



FY 1994 
$1,234,619 
1,260,771 



FY 1995 

$1,150,000 

1,186,555 



In fiscal years 1992-1997, each State is guaranteed an amount so 
that its percentage of total apportionments in each fiscal year 
of Interstate Construction, Interstate Maintenance, Interstate 
Substitution, National Highway System, Bridge Program, Surface 
Transportation Program, Scenic Byways, and Safety Belt and 
Motorcycle Helmet grants and allocations from any of these 
programs received in the prior year must not be less than 90 
percent of the State's percentage of estimated Highway Trust Fund 
contributions. The contributions are based upon the latest year 
for which data are available. 



P.L. 102-240 Demos 
New Contract Authority 
Proposed Rescission 
Net Obligation Level 



FY 1994 
$1,169,381 
-1,721,270 
207,942 



FY 1995 
$1,108,548 
- 816,966 
180,464 



Background 

Included are the following P.L. 102-240 Demos: Uniform Traffic 
Control Devices (Sec. 1061) , High Cost Bridge Projects (Sec. 
1103) , Congestion Relief Projects (Sec. 1104) , High Priority 
Corridors (Sec. 1105) , High Priority Corridors Feasibility 
Studies (Sec. 1105(h)), Rural Access Projects (Sec. 1106(a)), 
Urban Access Projects (Sec. 1106(b)), Innovative Projects (Sec. 
1107), Priority Intermodal Projects (Sec. 1108), Infrastructure 
Documentary (Sec. 1109) , the Howard Transportation Information 
Center (Sec. 6023 (b) (8) (B) (iii) ) , and the National Center for 
Advanced Transportation Technology (Sec. 6023 (b) (10) (C) ) . 



Bonus Limitation 

Obligation Level 

Background 



FY 1994 
$180,000 



FY 1995 
$180,000 



The ISTEA of 1991 authorizes additional obligations to a State 
which obligates, after August 1 and on or before September 30 of 
fiscal years 1993-1997, the entire amount of obligational 
authority distributed to it for Federal-aid highways in that 
fiscal year. An eligible State may obligate for Federal-aid 
highways, by the end of the fiscal year, up to an additional 5 
percent of the aggregate amount of funds apportioned or allocated 
to that State under sections 104, 144, and 103(e)(4) of Title 23, 
United States Code. The aggregate amount which may be obligated 
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by all States eligible for the bonus shall not exceed 2.5 percent 
of the aggregate amovmts apportioned or allocated to all States 
under the above sections of Title 23. 



Miscellaneous Proaraas 

Contract Authority 
Obligation Level 

Background 



FY 1994 
$62,686 
546,258 



FY 1995 
$63,250 
63,250 



This category includes the following programs and activities: 
Barry University Research Center; Ferry Boat Construction (Sec. 
1064); Scenic Byways Technical Assistance (Sec. 1047 (a&b)); 
Interim Scenic Byways Program (Sec. 1047(f)); Bureau of 
Transportation Statistics (Sec. 6006) ; University Transportation 
Centers (Sec. 6023) ; University Research Institutes (Sec. 6024) ; 
Tax Evasion Project (Sec. 1040) ; Safety Belt/Helmet Incentive 
Grants (Sec. 1031); and other miscellaneous activities. 
Estimated FY 1994 obligations include $483 million for prior-year 
programs, including Consolidated Primary, Rural Secondary, Urban 
Systems, Planning, Hazard Elimination and Safety Projects, 
Interstate 4-R, and Combined Road Plan. 



EmerqencY Relief 
Contract Authority 
Reimbursed Funds 
Appropriations 
Total Budget Authority 
Net Obligation Level 

Background 



FY 1994 

$100,000 

- 75,000 

345.000 

370,000 

679,962 



FY 1995 
$100,000 




100,000 
100,000 



The Emergency Relief (ER) program provides funds for the repair 
and reconstruction of Federal-aid highways and Federally-owned 
roads which have suffered serious damage as the result of natural 
disasters or catastrophic failures. The ISTEA of 1991 modified 
previous law slightly: The territorial limitation was raised to 
$20 million per fiscal year; and the number of days a State or 
territory has to make emergency repairs in order to receive 100 
percent Federal share was increased to 180 days. 

Estimated FY 1994 obligations include $315 million for the 
requested emergency supplemental appropriation to allow work to 
continue on highway facilities (mostly the Cypress Freeway) 
damaged by the Loma Prieta earthquake. They also include 
obligations resulting from the following enacted emergency 
supplemental appropriations: P.L. 101-130, in which $1 billion 
was initially appropriated in FY 1990 for the 1989 Loma Prieta 
earthquake; P.L. 102-368, in which $30 million was appropriated 
in FY 1992 for Hurricanes Andrew and Iniki and Typhoon Omar; and 
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P.L. 103-75, in which $175 Billion was appropriated in FY 1993 
for the Midwest floods and other disasters. 

Applied nmnmATch and TaehBoloov fY 19?4 FY 1??$ 

Contract Authority $41,000 $41,000 

Obligation Level 18,374* 24,257 

Section 6005 of the ISTEA of 1991 establishes the Applied 
Research and Technology Program. The Secretary must expend from 
administrative and research funds deducted under the 
administrative takedown $240 million over a 6-year period, broken 
down as follows: 

$35 million in FY 1992 

$41 million each in FY 1993-1997 

Technologies which may be tested under the Applied Research and 
Technology Program include, but are not limited to: 

- Accelerated construction materials and procedures. 

- Environmentally beneficial materials and procedures. 

- Materials and techniques which provide enhanced 
serviceability and longevity under adverse climatic, 
environmental, and load effects. 

- Technologies which increase the efficiency and productivity 
of vehicular travel. 

- Technologies and techniques which enhance the safety and 
accessibility of vehicular transportation systems. 

- Other activities for accelerating the testing, evaluation, 
and implementation of technologies which are designed to 
improve the durability, efficiency, environmental impact, 
productivity, and safety of highway, transit, and intermodal 
transportation systems. 

* As part of the budget's supplemental proposal, FY 1994 
obligations for the Applied Research and Technology Program would 
be subject to the Federal-aid Highways obligation limitation and 
consequently would not add to total obligations. 
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Pthf g BKwupt Pr9<nrMt fy 1994 fy 199s 

Contract Authority $20,000 $20,000 

Obligation Level $81,896 $65,802 

This section includes National Defense Highways Located Outside 
the U.S. (Sec. 1006(h) of P.L. 102-240), in addition to prior- 
year exempt progreims with no new authority in FY 1994 or FY 1995. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 
FEDERAL-AID HIGHWAYS ADMINISTRATIVE TAKEDOWN ANALYSIS 

(Dotlara) 

AMOUNT 



T«k»down balwic*. 9/30/91 240,159,722 

Add: Takedown from: 

Nat. Hwy. Prog., Surf. Trana. Prog., Intaratata Cona./Main./Suba,, 

Cong. Mit./Air Qual.. Bridga Prog., Fad. Landa, Donor Stata BorHia 

(t 14,838,000,000 9 2.75%) 408,045,000 

Takedown available for FY 1 992 654,204,722 

Lest: FY 1 992 programa charged to tekedown: 

General Operating Expanaea (41 9,000,000) 

Recovery of GOE annual fund obligations 16,888,532 

Add back GOE lapse from FY 1 992 annual funds 1 ,561 ,552 

Other programs subject to limitetion: Oper. Lifesaver, Cong. Pricing, 
Trans. Asst.. SHRP Impl., Eisenhower Prog., Seismic R&D, Asphahs, 

Mode! Intermodal, Univ. Granta (54,300,000) 

Exempt progrem: Applied Research & Technology (35,000,000) 

Takedown balance. 9/30/92 164,354,806 

Add: Takedown from: 

Nat. Hwy. Prog., Surf. Trans. Prog., Interstate Cons. /Main. /Subs., 

Cong. Mit./Air Quel., Bridge Prog., Fed. Lands, Donor State Bonus 

(»1 7,397,000,000 9 3.00%) 521,910,000 

Takedown available for FY 1 993 686,264,806 

Less: FY 1 993 programs charged to takedown: 

Generel Operating Expenses (398,000,000) 

Other programs subject to limitation: Oper. Lifessver, Cong. Pricing, 
Trens. Aast., SHRP Impl., Eisenhower Prog., Seismic R&D, Asphelts, 
Border Cross. Study, Net. Rec. Trails, Office of Intermodelism, 

Inf restructure Investment Commission (65,055,450) 

Exempt program: Applied Research & Technology (41 ,000,000) 

Takedown balance. 9/30/93 1 82,209,356 

Add: Takedown from: 

Net. Hwy. Prog., Surf. Trans. Prog., Interstate Cons. /Msin. /Subs., 

Cong. Mit./Air Quel., Bridge Prog., Fed. Lends, Donor State Bonus 

(» 1 7,398,000,000 @ 3.5%) 608,930,000 

Takedown available for FY 1 994 791 ,1 39,356 

Less: FY 1 994 progrsms chsrged to takedown: 

General Operating Expenses (468,856,000) 

Other programs subject to limitation: Oper. Lifeeever, Cong. Pricing, 
Trans. Asst., SHRP Impl.. Eisenhower Prog., Seismic R&O, Asphalts, 

Office of Intermodelism. Net'l. Comm. on Intermodal Trans (59.808.629) 

Limitation program: Applied Research & Technology (41.000,000) 

Tekodown balance. 9/30/94 (est.) 221,474,727 

Add: Tekedown from (est.): 

Net. Hwy. Prog., Surf. Trens. Prog., tnterstete Cons./Mein./Subs., 

Cong. Mit./Air Qual.. Bridge Prog., Fed. (.onds, Donor State Bonus 

($1 7.398.000.000 9 3.5%) 608,930,000 

Tekedown evailable for FY 1 995 (est.) 830,404,727 

Less: FY 1 995 progrsms cherged to takedown (est.): 

General Operating Expenses (598,545,000) 

Other progrems subject to limitation: Oper. Lifesaver, Cong. Pricing, 
Trens. Asst.. SHRP Impl.. Eisenhower Prog., Seismic R&D, Asphalts. 

Office of Intermodelism (59.999.000) 

Exempt progrem: Applied Research & Technology (4 1 ,000,000) 

Takedown balance, 9/30/95 (est.) 130,860,727 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 
STATUS OF AUTHORITY 

(in thousands of dollars) 



Amount 



Unobligated authority, 9/30/92 7,683,574 

New contract authoritv tor FY 1993 20,669,913 

Other now budget authority for FY 1993 (enwrgency appropriations) 100,000 

Less: FY 1993 writeoffs (8,728) 

Less: FY 1993 obligations (17,548,164) 

Unobligated authority, 9/30/93 10,896,595 

New contract authority for FY 1994 20,874,646 

Other new budget authority for FY 1994 (est. emergency appropriations) 345,000 

Less: FY 1994 rescission and proposed rescissions of authorized demos (est.).... (1,721,834) 

Less: FY 1994 obligations (est.) (20,000,571) 

Unobligated authority, 9/30/94 (est.) 10,393,836 

New contract authority for FY 1995 (est.) 20,775,598 

Other new budget authority for FY 1995 (est. emergency appropriations) 

Less: Proposed rescissions of authorized demos (est.) (816,966) 

Less: FY 1995 obligations (est.) (20,069,078) 

Unobligated authority, 9/30/95 (est.) 10,283,390 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 



Program and Flnantdng (in thousands of dollars) 




Identification code: 
69-8083-0-7-401 [Parent Schedule) 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Program by activities: 
Direct prograin: 


3,295,086 
3,947,358 
1 ,704,504 
1,332,281 
2,176,799 
158,888 

600,513 
938,803 
119,250 
493,966 
426,248 
447,376 
1,578,849 
328,243 


3,291,818 
4,451,605 
2,439,270 
1,640,012 
2,573,510 
211,957 

689,176 
1,260,771 
181,527 
364,962 
448.000 
662.926 
1,432,776 
453,941 


3,566,766 
4,898.378 
2.643,139 
1.702.704 
2,788,597 
229,672 

718,248 
1,186,555 
114,700 
100,000 
441,014 
673,651 
1,070,156 
491,880 


00.02 Surface transportation program.. 

AA n*? Rridae orooram 




ftn n*^ Intprstate maintenance 




00.07 Congestion mitigation and 




00.09 Intelligent vehicle highway systems., 
on 10 Emeraencv relief 


00 11 Federal lands 


00 12 Administration and research 


OO 1*^ Miscellaneous nroarams 


00.14 Donor state bonus 


00.91 Total direct program 


17,548,164 


20,102,251 


20,625,460 


01.01 Reimbursable program 


16,872 


41 ,000 


41,000 


10.00 Total obligations 


17,565,036 


20,143,251 


20,666,460 


Financing: 

Unobligated balance, start of year: 
21 40 AoDroDriation 


(288,7301 
(7,394,8441 

189,968 

10,706,627 

8,728 


(189,968) 
(10,706,627) 

1 1 ,698,426 


(11,698,4261 
1 1 ,848,564 


2 1 d9 Contract authoritv 


Unobligated balance, end of year: 
24 AO AoDrooriation 


24 49 Contract authoritv 


25.00 Unobligated balance expiring 


39.00 Budget authority (gross) 


20,786,785 


20,945,082 


20,816,598 


Budget authority: 

Current: 
40 00 AooroDriation 


19,100,000 
(19,000,0001 


18,000,000 
(18,000,000 


17,000,000 
(17,000,000) 


40.49 Portion applied to liquidate 

contract authority 


43 00 AoDrooriation (total) 


100,000 

16,872 
20.669,913 




30,000 

41,000 

20,874,646 

(564 




41,000 
20,775,598 

... 


Permanent: 
60 05 AooroDriation (indefinite) 


68.00 Spending authority from 

offsetting collections (new) 

69.10 Contract authority (P.L. 102-240).... 
69.36 Contract authoritv rescinded 


69.90 Contract authority (total) 20,669,913 


20,874.082 


20,775,598 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 



Program and Rnandng (In thousands of dollars) 




Identification code: 
69-8083-0-7-401 IParent Schedule) 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Relation of obligations to outlays: 

71.00 Total obligations 


17,565,036 

1 ,490,476 
24,415.436 

(4,430,029) 
(22,764,839) 


20,143,251 

4,430,029 
22,764,839 

(4,839,139) 
(24,647,122) 


20,666,460- 

4,839,139 
24,647,122 

(3,066,044) 
(28,272,582) 


Obligated balance, start of year: 
72 40 Aoorooriation 


72.49 Contract authority 


Obligated balance, end of year: 
74.40 Appropriation 


74.49 Contract authority 


87.00 Outlays (gross) 


16,276,080 


17,851,858 


18,814,095 


Adjustments to budget authority and outlays: 
Deductions for offsetting collections: 
88.00 Federal funds 


(14,596) 

(100) 

(2,176) 


(36,395) 

(100) 

(4,505^ 


(36,395) 

(100) 

(4,505) 


88.30 Trust funds 


88.40 Non-Federal sources 


88.90 Total offsening collections 


(16,872] 


(41,000) 


(41,0001 


89.00 Budget authority (net) 


20,769,913 


20,904,082 


20,775,598 


90.00 Outlays (net) 


16,259,208 


17,810,858 


18,773,095 



Status of Unfunded Contract Authority (in thousands of dollars) 



Unfunded balance, start of year 

Contract authority 

Contract authority rescinded 

Unfunded balance lapsing 

Appropriation from highway trust fund 
to liquidate contract authority... 
Unfunded balance, end of year 



31.810,280 
20.669,913 

(8,728) 



33,471,465 



33,471,465 

20,874.646 

(564) 



(19.000.000) (18.000,000) (17.000.0001 



36.345.547 



36.345.547 
20.775,598 



40.121.145 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 





Object aassification (in thousaitds of dollart) 




Idantification code: 
69-8083-0-7-401 [Parent Schedulel 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Direct obligations: 










Personnel compensation: 








11 11 




8,864 


8,198 


8,973 


11.13 


Other than full-time permanent 


895 


792 


755 


11.15 
1119 


Other personnel compensation 


831 


946 


893 


Total oersonnel comoensation 


10,590 


9,936 


10,621 


1 1 21 


Civilian DArsonnel bttnfifits 


2,177 


2,191 


2,175 


12.10 


Travel arxl transportation of persons 


2,929 


3,060 


3,076 


12 20 


Transooftation of thirms 


768 


791 


806 


12.33 


Communications, utilities, and 

miscallaneous charoas 


348 


426 


445 


12 40 


Printina and reDroduction 


113 


136 


156 


12.52 


Other services 


29,791 


31,353 


29,732 


12.60 


Supplies acKl materials 


692 


266 


759 


13.10 


Eouioment 


296 


325 


325 


13.20 


Land and stnjctures ^ 


147,878 


259,077 


214,215 


14 10 


Grants subsidias and contributions 


16,716,629 


18,961,585 


19,513,715 


14 20 


Insurance claims and indamnitias 


677 


680 


674 


19.30 


Limitation on general operating 

expenses (see separate schedule).... 


404,561 


546,257 


598.545 


19.90 


Subtotal, direct oblioations 


17,317,449 


19,816,083 


20,375,244 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTHATION 

FEDERAL-AID HIGHWAYS 

Objact CI«««lHcrtlon On thouaand* o< dollarm) 



Idantification coda: 
69-8083-0-7-401 [Parant Schadulal 



1993 
Actual 



1994 
Estimata 



1995 
Estimata 



Raimbursable obligations: 

ParsonnsI compensation: 

21.11 Full-time permanent 

21.13 Other than full-time permanent. . 

21.15 Other personnel compensation. . 

21.19 Total personnel compensation. . . 

21.21 Civilian personnel benefits 

22.10 Travel and transportation of persons. 

22.20 Transportation of things 



22.33 ComnrHjnications, utilities, and 
miscellaneous charges 



22.40 Printing and reproduction. 

22.52 Other services 

22.60 Supplies and materials 

23.10 Equipment 

23.20 Land and structures 



29.30 Limitation on ger>eral operating 
expenses (see separate schedule). 



4,629 

558 

80 



5,167 
372 
323 
105 

78 

27 

2,195 

341 

766 

2,259 

5,239 



4,688 

418 

77 



5,183 

1,148 

1,124 

430 

319 

143 

4,612 

1,606 

3,681 

14,499 

8,255 



4,755 

432 

81 



5,268 

1,163 

1,124 

450 

319 

143 

13,811 

1,586 

2,615 

6,266 

8,255 



29.90 Subtotal, reimbursable obligations.. 



16,872 



41,000 



41,000 



M^ •:>«•.. O Ivi J.u!..'' 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTKATION 

FEDOUL-AD HIGHWAYS 

Ob|«ct O— «>Hc«t<on (In thou— nd« of <toll«r«) 



Idontification coda: 
69-8083-0-7-401 [Pawnt Schodutol 



1993 
Actual 



1994 
Estimata 



1995 
Estimata 



Oblioations raculting from allocations out: 
Parsonnal compensation: 

31.1 1 Full-time pem^anant 

31.13 Ottiar ttwn full-time pem>anent.. 

31.15 Ottter personnel compensation.. 

31.18 Special services payments 

31.19 Total personnel compensation... 

31.21 Civilian personnel benefits 

32.10 Travel and transportation of persorts. 

32.20 Transportation of tfwnss 

32.31 Rental payments to GSA 

32.32 Rental payments to ottwrs 



32.33 Communications, utilities, and 
miscellaneous charges 



32.40 Printing and reproduction.. 
32.52 Other services 



32.53 Purchases of goods and services 
from government accounts.. 



32.54 Operation of GOCOs 

32.60 Supplies and materials 

33.10 Equipment 

33.20 Land and structures 

34.10 Grants, subsidies, artd contributions. 

34.20 Insurance claims and indemnities , 



21,377 

6,293 

2,187 

112 



29,969 

5,583 

2,979 

1,682 

1 

6 

5,283 

125 

112,143 

19 

38 

4,039 

1,537 

39,963 

27,298 

50 



24,917 

7,060 

2,552 

126 



34,655 

6,451 

3,666 

1,981 

S 

13 

6,241 

153 

166,667 

19 
38 

7,776 

1,717 

46,245 

10,485 

56 



23,143 

6,563 

2,348 

116 



32,170 

6,012 

3,173 

1,759 

2 

7 

5,532 

131 

142,875 

19 
38 

4,718 

1,589 

41,678 

10,461 

521 



39.90 Subtotal, obligations from allocations. 



230,715 



286,168 



250,216 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 



Personnel 


Summary 






Identification code: 
69-8083-0-7-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Total compensable workyears: 








Direct: 

Full-time eauivalent emolovment 


301 
24 


276 
27 


271 
25 


Full-time equivalent of overtime and 

holidav hours 




Reimbursable: 

Full-time eauivalent emolovment 


153 

2 


149 
2 


147 
2 


Full-time equivalent of overtime and 

holiday hours 




Allocations out: 

Full-time equivalent employment 


810 
48 


851 
50 


843 
49 


Full-time equivalent of overtime and 
holiday hours 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 



Program and Hnandng (in thousands of dollars) 




Identification code: 

69-8083-1-7-401 (Supplemental Schedule] 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Program by activities: 

Direct program: 
00 10 Emeroencv relief 


... 


315,000 
(18,374) 


... 


00.13 Miscellaneous programs 


10.00 Total obligations 





296,626 





Financing: 

Unobligated balance, start of year: 
21 .40 Appropriation 


... 


18,374 


(18,374) 
18,374 


21.49 Contract authority 


Unobligated balance, end of year: 
24.40 Appropriation 


24.49 Contract authority 


40.00 Budget authority (appropriation) 





315,000 





Relation of obligations to outlays: 

71.00 Total obligations 





296,626 

(280,923) 
18,374 




280,923 
(18.3741 

(110,081) 
18,374 


Obligated balance, start of year: 
72.40 Appropriation 


72.49 Contract authority 


Obligated balance, end of year: 
74.40 Appropriation 


74.49 Contract authority 


90.00 Outlays 





34,077 


170,842 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

FEDERAL-AID HIGHWAYS 



Program and Financing (in thousands of dollars) 




Identification code: 

69-8083-5-7-401 [Rescission Schedule! 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Program by activities: 

10.00 Total obligations 











(398,306) 


(556,3821 


Financing: 

Unobligated balance, start of year: 
21 .40 Appropriation 


... 


(1,322,964) 


1,322,964 
(1,583,548) 


21 49 Contract authority 


Unobligated balance, end of year: 
24 40 Appropriation 


24.49 Contract authority 


39.00 Budget authority 





(1,721,270) 


(816,9661 


Budget authority: 
Permanent: 

69.35 Contract authority rescinded (new).. 

69.36 Contract authority rescinded 

(unobligated balances) 


... 


(782,926) 
(938,344) 


(816,966) 


69.90 Contract authority (total) 





(1,721,270) 


(816,9661 


Relation of obligations to outlays: 

71.00 Total obligations 





(398,306) 

19,640 
359,026 


(556,382) 

(19,6401 
(359,026) 

334,085 
286,518 


Obligated balance, start of year: 
72.40 Appropriation 


72.49 Contract authority 


Obligated balance, end of year: 
74.40 Appropriation 


74.49 Contract authority 


90.00 Outlays 





(19,640) 


(314,4451 



Status of Unfunded Contract Authority (in thousands of dollars) 



Unfunded balance, start of year 

Contract authority 

Contract authority rescinded 

Unfunded balance lapsing 

Appropriation from highway trust fund 
to liquidate contract authority... 
Unfunded balance, end of year 



(1,721,270) 



(1,721,270) 
(816,966) 



(1,721,270) (2,538.2361 
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DEFARTKEMT OF TRANSPORTATION 
FEDERAL HIQHWAY ADKINZ8TRATZON 

LIMITATION ON GENERAL OPERATING EXPENSES 

Necessary expenses for administration, operation, including 
motor carrier safety program operations, and research of the 
Federal Highway Administration not to exceed [$468,856,000] 
$598,545,000 shall be paid in accordance with law from 
appropriations made available by this Act to the Federal Highway 
Administration together with advances and reimbursements received 
by the Federal Highway Administration: Provided, That not to 
exceed [$168,475,000] $290,815,000 of the amount provided herein 
shall remain available until expended: Provided further, That, 
notwithstanding any other provision of law, there may be credited 
to this account funds received from States, counties, 
municipalities, other public authorities, and private sources, 
for training expenses incurred for non-Federal employees. 
(Department of Transportation and Related Agencies Appropriations 
Act, 1994.) 
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DBPARTMEKT OF TRAMSPORTATZOH 
FEDERAL HIGHWAY ADMZHISTRATZOH 

LZXITATZOlt ON GENERAL OPERATING EXPENSES 

GENERAL STATEMENT 

The Limitation on General Operating Expenses (LGOE) controls 
spending for virtually all of the salaries and expenses of the 
Federal Highway Administration. The resources for this account 
are derived solely from reimbursements and transfers from other 
accounts . 

An administrative teikedown from Federal-Aid Highways, combined 
with a transfer from Highway-Related Safety Grants, will fund the 
proposed General Operating Expenses obligations in FY 1995. The 
tables on the following page reflect the source of funding for 
FY 1994 and FY 1995. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

LIMITATION ON GENERAL OPERATING EXPENSES 

SOURCE OF FUNDING 



(In thousands of dollars) 



Transfers from: 
Federal-Aid Highway 
Highway-Related Safety Grants 

Umitatlon on GOE 

Prior year unobligated balances 

Estimated Reimbursables 

• Total Obligations 



Funds 

Available 

for FY 1994 


Funds 
Requested 
for FY 1995 


$468,756 
100 


$598,445 
100 


$468,856 


$598,545 


77.401 


... 


8.255 


8,255 



$554,512 



$606,800 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

LIMITATION ON GENERAL OPERATING EXPENSES 

(Including Motor Carrier Safety) 

FINANCIAL REQUIREMENTS 

A Limitation on General Operating Expenses of $598,545 million 
for FY 1995 is proposed, which represents a net increase of 
$129,689 million when compared to the estimated FY 1994 
limitation level of $468,856 million. Increases are requested 
for adjustments to base and built-in changes ($3,817 million) and 
program increases ($125,872 million). 



Analysis of changes from FY 1994 to FY 1995 
Limitation on General Operating Expenses, FY 1994 



$468,856 



Adjustments to base 

Pay Raise, 1995 

Locality Pay Annualization 

Less: One Compensable Day 

Merit Pay & WIG's 

Health Benefits 

FTE Reduction 

Subtotal, Adjustments to Base 



3,544 

636 

-739 

2,193 

933 

-2,750 



3,817 



Program Changes 

Other Services: 

Contract Programs: 

Hwy. Res. & Dev 

Intel. Veh. /Hwy. Systems 
Tech. Deployment 
LTP Performance 
Local Tech Assistance 
Nat'l Hwy. Institute 
International Transp. 
OJT Support Services 

Rehab of TFHRC 

Technical Asst. for Russia 
Rent 

Working Capital Fund 
Other 



(122,340) 

18,475 

75,510 

3,000 

6,000 

4,605 

1,000 

400 

10,000 

1,750 

1,600 

893 

1,210 

1,429 



Subtotal, Program Changes 
Total FY 1995 Requirements 



125.872 
$598.545 
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DEPARTMEHT OT TRANSPORTATION 
rEOERAL HIGHWAY ADMINISTRATION 

GENERAL OPERATING EXPENSES 
NARRATIVE EZPIANATION 

ADJUSTMENT S TO BASE ($000) 

1995 Pay Raise +3,544 

This amount is requested to fund an anticipated 1.6% pay raise 
for 195 applicable work days in FY 1995. 

Locality Pav Annualization +636 

This amount is to fund the locality pay annualization cost for 
FY 1995 that was enacted in FY 1994, 

One Compensable Dav -739 

This decrease is an adjustment for 260 compensable days in 
FY 1995 compared to 261 days in FY 1994. 

Merit Pay and WIG's +2,193 

This amount includes costs associated with merit performance for 
GM and GS employees. This amount also includes mandatory within- 
grade increases recjuired for those employees having spent the 
required time period at their present step-in grade while 
maintaining at least a satisfactory work performance rating. 

Health Benefits +933 

Annual rate increases for the government share of health 
insurance premiums are provided by the Office of Personnel 
Management at the beginning of each fiscal year. The amount 
under this category is based on past health benefits increases. 

FTE Reduction -2,750 

The amount of this reduction represents the cost associated with 
the elimination of a total of 52 FTEs in FY 1995. This staffing 
reduction was mandated by President Clinton in Executive Order 
12839. 

• :;; r - r^ A - -'^ '■-•■' ^' 
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PROORMI CHANGE +126,524 

Rent 

This requested increase is to cover anticipated rent rates of 
$893 thousand to be charged in FY 1995. 

Other Services 

Total Contract Programs: +122,340 

The detailed justification for FHWA's no-year accounts is 
contained in the no-year funds section which follow. 

WCF 

This amount represents an anticipated increase associated with 
expanded operating expenses in Working Capital Fund charges of 
$1,210 million. 

Other +2,081 

$875 thousand is requested for (1) the continuation of existing 
contract costs associated with FHWA's conversion to the 
Departmental accounting system; (2) new program requirements for 
the third party drafts and costs for operation of the credit card 
program; (3) increased contribution by FHWA to the TRAC project; 
and (4) increased contract support with the Defense Contracting 
Agency . 

An increase of $275 thousand is requested for PIARC assignments 
in France to provide assistance to European technology. 

$153 thousand is for technical contractual services for items 
such as (1) the design and construction of the Boston Central 
Artery /Third Harbor Tunnel Projects. 

$778 thousand for other miscellaneous services includes: (1) 
Repair of laboratory equipment, laboratory services; (2) Office 
repairs of furniture and equipment and alteration of buildings; 

(3) Visuals k graphic services as well as contractual services; 

(4) office renovation repairs throughout the regions; and Hotor 
Carrier Safety related activities such as development of medical 
waiver program for insulin using drivers. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

GENERAL OPERATING EXPENSES 

SUMMARY OF ADP REQUIREMENTS 



The various dollar increases in ADP related items are discussed in the preceding 
narrative by object class. To assure adequate information is provided and to facilitate 
a thorough review of our administrative ADP requests, we are including the following 
summary of our resource requirements for ADP: 



FY 1994 



2500 



Other Services 



Data Communications 
PMIS 
TCC 

Maintenance 
Training 

Systems & Programming 
FHWA 2000 Pilots 
AASHTO Data Network 
Other ConL Services 
Subtotal, Other Services 



23,750 



FY 1995 



CHANGE 



1.080 


1.080 





171 


171 





11.723 


12.924 


1.201 


493 


493 





529 


529 





3.618 


3.618 





5.100 


5.100 





600 


600 





436 


436 






24.951 



1.201 



2600 



Supplies 



282 



282 



3100 Equipment 

Total ADP Requirements 



4.724 
28,756 



4.724 
29,957 




1.201 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

LIMITATION ON GENERAL OPERATING EXPENSES 



Object Classification (In thousands of dollars) 



1993 actual 1994 est 



1995 est. 



Personnel compensation: 
11.1 Full-time permanent.... 



11.3 Other than full-time 
permanent 



11.5 Other personnel 
compensation.. 



11.9 Total personnel 
compensation.. 

12.1 Personnel benefits: 
Civilian 



13.0 Benefits for former personnel., 

21.0 Travel and transportation 

of persons 



22.0 Transportation of things.. 



23.3 Communications, utilities 

and miscellaneous charges.. 



24.0 Printing and reproduction.. 
25.0 Other services 



26.0 Supplies and materials.. 
31.0 Equipment 



93.0 Administrative expenses 
included in schedule as 
a whole 



99.0 Total obligations.. 



158,917 



4,942 



3,850 



167,709 



-409,800 



157,173 



6.166 



1,857 



165,196 



-554,512 



159,169 



6,186 



2,678 



168,033 



35,172 


33,280 


33,624 


48 


50 


50 


18,065 


18,941 


18,941 


1,376 


1,560 


1.560 


8,087 


26,041 


26,934 


3.163 


102 


102 


160,715 


295,242 


343,456 


3,219 


2.517 


2.517 


12,246 


11,583 


11,583 



-606.800 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

LIMITATION ON GENERAL OPERATING EXPENSES 

Program and Financing (in thousands of dollars) 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Program by activities: 
Program direction and 
coordination: 
Executive direction... 

Program review 

Legal services 

Public Affairs 

Civil Rights 



General program support: 

Policy 

Research and development.. 

Administrative supprart 

Career development 
programs 



Highway programs: 

Program development 

Safety and system 

applications 

Motor carrier safety 

Federal lands highway office.. 

Field operations 



Total obligations. 



Financing: 

Reimbursable programs 

Unobligated balance available, 

start of year 

Unobligated balance available, 

end of year 



Limitation. 



1,115 
413 

2.308 
255 

1,502 



17,127 
62.170 
69,857 

8,271 



28,259 

45,747 

58,915 

1,356 

112,505 



1,195 
443 

2,473 
273 

1.609 



13,449 
86,213 
74,760 

8,864 



39,037 

145,208 

58,960 

1,454 

120,574 



409.800 

-4,000 

-85.201 

77.401 



554,512 

-8.255 
-77,401 



398.000 



468,856 



1.214 
450 

2,514 
277 

1,636 



16,519 

100,730 

75,992 

9.010 



47.748 

160,932 

65,740 

1,478 

122,560 



606.800 



-8.255 



598.545 



Relation of obligations to outlays: 

Total obligations 

Obligated balance, start of year.. 
Obligated balance, end of year... 



Outlays from limitations.. 



409,800 
454,854 
-513,888 



554.512 

513.888 

-631.896 



350.766 
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436.504 



606.800 

631.896 

-760.637 



478,059 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

LIMITATION ON GENERAL OPERATING EXPENSES 



Personnel Summary 








1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Total compensable workyears: 
Full-time equivalent employment 


3,469 
19 


3,399 
19 


3.347 
19 


Full-tin>e equivalent of overtime 
and holiday hours 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

8TIMMARY OF NO-YEAR PROGRAMS 

(Dollars in Thousands) 

The following table compares the amounts requested for no-year 
programs in FY 1995 with the amounts included in the FY 1994 
budget : 

No-Year Program FY 1994 FY 1995 CHANGE 

Research & Technology: $156,825 $265,415 +$108,590 

Highway Research & Development 
Intel. Vehicle/Highway Systems* 
Long-Term Pavement Performance 
Tech. Assessment & Deployment 
Local Tech. Assistance Program 
National Highway Institute 

Disadvantaged Business Enterprise $10,000 

International Transportation 

Fairbank Building Renovation 

OJT Support Services 

Technical Assistance for Russia 

TOTAL NO-YEAR PROGRAMS $168,475 $290,815 +$122,340 



42,525 


61,000 


+18,475 


90,300 


165,810 


+75,510 


7,000 


13,000 


+6,000 


12,000 


15,000 


+3,000 


500 


5,105 


+4,605 


4,500 


5,500 


+1,000 


$10,000 


$10,000 




$400 


$800 


+ $400 


$1,250 


$3,000 


+$1,750 




$10,000 


+$10,000 




$1,600 


+$1,600 



' Amounts shown for IVHS exclude $113 million in contract authority contained 
in Sec. 6058 of P.L. 102-240; these funds are included in Federal-aid 
Highways. 
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DBPARTMEMT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

RESEARCH AND TECHNOLOGY 
FY 1995 PROGRAM OUTLINE 



Program Item 
HIGHWAY RESEARCH & DEVELOPMENT $42,525 



AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 
(Dollars in Thousands) 



$61,000 +$18,475 



1. 


Safety 


2. 


Materials 


3. 


Pavements 


4. 


Structures 


5. 


Environment 


6. 


Right-of-Way 


7. 


Policy 


8. 


Planning 


9. 


Motor Carrier 



5,738 
3,685 
7,259 
4,860 
4,080 
320 
6,869 
4,369 
5,345 



11,284 
5,614 
8,737 
7,614 
5,760 
442 
7,481 
5,264 
8,804 



+5,546 

+1,929 

+1,478 

+2,754 

+1,680 

+122 

+612 

+895 

+3,459 



INTELLIGENT VEHICLE/ HIGHWAY 
SYSTEMS 

1. Research & Development 



IVHS Operational Tests 
Commercial Vehicles Ops. 
Automated Highway System 
Advanced Technology Appl. 
Priority Corridors 
Deployment Support 



$90,300 $165,810 +$75,510 



2. 
3. 
4. 
5, 
6. 
7. 
8. IVHS Program & Systems Supp. 12,300 



28,000 
15,000 
10,000 
10,000 
15,000 



LONG-TERM PAVEMENT PERFORMANCE $7,000 



38,510 
30,000 
10,000 
20,000 
30,000 
15,000 
10,000 
12,300 

$13,000 



+10,510 
+15,000 

+10,000 
+15,000 
+15,000 
+10,000 



+$6,000 



D. TECHNOLOGY ASSESSMENT AND 
DEPLOYMENT 



$12,000 



$15,000 



+$3,000 



E. LOCAL TECHNICAL ASSISTANCE 

PROGRAM 

F. NATIONAL HIGHWAY INSTITUTE 

TOTAL 



$500 
$4.500 



$5,105 +$4,605 
$5.500 +S1.000 



$156,825 $265,415 •f$108,590 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 
A. HIGHWAY RESEARCH AMD 

DEVELOPMENT $42,525 $61,000 +$18,475 

1. 8af«ty $5,738 $11,284 +$5,546 

a. Highway Safety Information Managenent 

BACKGROUND 

Improved highway safety data collection and analyses will result 
in more appropriate allocation of highway safety resources, will 
improve the safety of the highway system, and will decrease 
traffic delays due to accidents. With the current annual loss of 
40,000 lives and economic losses from highway accidents in excess 
of $100 billion, this research program is needed to aid in 
creating a safer highway system. Most existing processes and 
means of identifying highway safety problems are: based on 
procedures, methods, and systems which are over 30 years old; 
laced with guality control problems; exceedingly time consuming; 
and are excessively expensive because of the limited use of new 
technology. 

OBJECTIVES AND APPROACH 

This research area is intended to expand the ability of the FHWA, 
States, and local highway agencies to identify and address 
highway safety problems by improving the utility of existing 
State highway safety data, providing quick answers to specific 
questions, developing advanced technologies for safety data 
collection, creating improved analysis techniques, and guiding 
future safety research efforts. > 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIORI 

The major accomplishments in this research area were the 
development, operation, and enhancement of the Highway Safety 
Information System (HSIS) , the identification of new and emerging 
technologies for improving the collection of highway safety data, 
and the further development of new safety analysis techniques. 

The HSIS is a computerized, multi-state data base that links ;. ^^ 
accident, roadway, and traffic data that is already being 
collected by the States. The HSIS is used to study current 
National and State highway safety issues as well as scope future 
research efforts. The HSIS is being designed as a state-of-the- z. 
art highway safety analysis tool that can serve as a model for 
future State systems. The HSIS does not provide national 
statistics; it is a resource for examining the relationship 
between highway safety and roadway design and operations. "* 

The capabilities of the HSIS are being expanded by identifying 
and assessing new data sources and technological improvements. 
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The most promising of these enhancements have begun to be 
incorporated into the system. The latest advances in 
microcomputer technology are being used to store and analyze the 
data, videodisc photologs are be accessed to provide supplemental 
roadway data, and initial development of safety applications 
using Geographic Information Systems (GIS) is underway. 

To date the HSIS has been used in over 35 highway safety studies. 
These include efforts being funded by FHWA, NHTSA, FTA, National 
Cooperative Highway Research Program, State DOTs, and 
Universities. Recently completed efforts include the 
relationship between median width and accidents, characteristics 
of transit bus accidents, assessment of the magnitude of passing 
accidents on two-lane rural roads, and assessment of older driver 
accidents at intersections. 

In FY 1993, a study identifying new and emerging technologies for 
improving the collection of highway safety data was completed. 
This study examined a wide variety of technologies and assessed 
their potential for decreasing the costs of collecting safety 
data and improving the quality of the data. The most promising 
technologies included notebook and laptop computers for 
decreasing data collection and processing costs and improving 
data quality. Global Positioning System (GPS) receivers for 
increasing the accuracy of location data, optically-scanned 
report forms for decreasing data processing costs, and magnetic 
stripe drivers licenses for reducing data input time and 
increasing data quality. 

Finally, further development of a new safety analysis program was 
undertaken and promising advances were made. This microcomputer- 
based analysis tool is designed to improve the ability to 
accurately identify high hazard locations and to assess the 
effects of safety improvements. New methodological developments 
increasing the flexibility of the system were identified. A 
initial analysis application was completed in FY 1993 and work on 
additional applications to a wide range of highway safety 
analyses was begun. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Significant advances in each of the three major program areas, 
HSIS, new technologies for data collection, and new analysis 
methodologies, are planned for FY 1994. 

Three to four additional States will be added to the HSIS in 
FY 1994, increasing the range of problems which can be studied, 
advances in the database management hardware and software will be 
made to decrease the turn-around time, and continue development 
of safety applications of GIS will be undertaken. In conjunction 
with this effort, research examining the current collection, 
processing, and analysis approaches used at the State level will 
be completed and innovative alternatives identified. 
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A detailed evaluation of the most promising new technologies for 
safety data collection will build upon the previous research in 
this area. This effort will provide for a controlled field 
evaluation of the technologies to identify the implementation 
costs, the benefits in terms of cost savings and data quality 
improvement, and the institutional issues which must be addressed 
for successful deployment. 

Work on the application of the new microcomputer-based analysis 
program to a wide range of safety analyses will be completed and 
enhancements to both the methodology and the user-friendliness of 
the software will be made. Associated research on the 
development of improved procedures for estimating e^cposure data 
for use in the safety analysis process will be also be continued. 

Two new FY 1994 studies will be undertaken. A study titled "User- 
Friendly Systems for Safety Data Collection" will examine the 
feasibility of developing expert systems for application in the 
safety data collection and analysis process. A second effort 
titled "Improved State Data Systems - Phase I" will apply and 
evaluate short-term, low-cost improvements, identified in 
previous research, for the collection, processing and analysis of 
accident data at the State level. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

The FY 1995 program will focus on operating and maintaining the 
newly enhanced HSIS, testing the safety applications for GIS, 
completing the evaluation of new technologies for safety data 
collection, and refining the microcomputer-based analysis 
computer program. Expanded activities will be undertaken to 
evaluate a wider range of improvements in State data systems and 
to begin development of expert systems for safety data collection 
and analysis. 

b. Human Factors Research for Highway Safety 

BACKGROUND 

Accident studies have attributed driver error to be a causal 
factor in as many as 80% of highway accidents. Most of these 
accidents are caused not solely by a driver's actions but rather 
by a failure of the interaction between driver performance and 
highway design. The human factors research program focuses on 
those features of the highway system which directly interface 
with the driver; e.g., traffic control devices, geometric design, 
and traffic operations. Driver characteristics studied include 
sensory, perceptual, and motor capabilities as well as cognitive 
processes such as information processing and decision making. 
The focus of the program is to define human capabilities and 
assure that highway standards are designed to meet these 
capabilities and limitations. Each study produces 
recommendations which address specific features of the highway 
environment. In the long term, driver performance handbooks will 
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be developed to assist researchers, engineers, and designers in 
future highway design decisions. 

OBJECTIVES AND APPROACH 

The goal of the human factors research program in highway safety 
is to increase highway safety by improving the compatibility 
between the highway design and driver characteristics. 

ACCOMPLISHMENTS TO DATE (FY 1993 and PRIOR) 

The National Academy of Sciences completed a study, "Improving 
Safety and Mobility for Older People," in December, 1988. The 
final report, titled Transportation in an Aging Society, presents 
a comprehensive evaluation of the data available at that time on 
older driver and pedestrian problems and issues. The 
recommendations made in this report were the basis for the FHWA 
High Priority Area (HPA) , "Improved Highway Travel for an Aging 
Population. " 

Three studies in the older driver HPA will be completed in 
FY 1993. "Traffic Maneuver Problems of Drivers with Diminished 
Capacity," identified the most difficult driving maneuvers for 
older drivers. Analyses supported the finding that turning and 
merging maneuvers are linked to the most exaggerated degrees of 
over involvement by older drivers. Older drivers also showed a 
relative insensitivity to conflict vehicle speed. Based on these 
results, recommendations included the development and application 
highway engineering changes to identify and reduce the excessive 
speed of conflict vehicles to reduce accident rates. The 
"Relative Visibility of Increased Legend Size vs. Brighter 
Materials" study results are undergoing final review and editing. 
Specific variables tested included type of retroreflective 
sheeting, font sizes and width, and changes to legend 
characteristics. Recommendations regarding changes to current 
text sign standards will be developed based on the results. 
Finally, the "Older Driver Perception-Reaction Time for 
Intersection Sight Distance and Object Detection" assessed the 
utility of current sight distance equations for older drivers, 
addressing values used in current equations and the models used 
as a basis for the equations. 

Three new human factors contracts were begun in FY 1992. One 
study addresses older driver and pedestrian needs at 
intersections; the second will identify older driver needs in 
regard to freeways; the third will develop a comprehensive 
research program on demographic variables affecting driver 
performance. 

Three new studies were let in FY 1993 including a simulator 
investigation of raised pavement markers, and procurement of a 
human factors field research vehicle. The third FY 1993 study 
will include a synthesis of information on driver behavior and 
highway features producing an older driver handbook and a 

66 



454 



research program to form the basis of the new Human Factors High 
Priority Area. 

In 1993 the results of a jointly sponsored Transportation 
Research Board/ Federal Highway Administration workshop on Human 
Factors Research Priorities of Highway Safety will be available. 
Results from this effort will form the basis for much of the 
future work in the human factors area. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Research results and recommendations in a variety of areas will 
be available in FY 1994 . Some important products include 
information on improvements to delineation systems, guidelines 
for symbol sign design, new recommendations for object marker 
design and implementation, and guidelines on the design of 
pedestrian facilities. These results will be incorporated into 
the older drive handbook. 

Two new studies are planned for FY 1994. One will address night 
driving and highway lighting requirements of drivers, with an 
emphasis on increasing the safety and mobility of older drivers. 
The second will evaluate all aspects of the design of 
construction and maintenance zones, to assure that the needs and 
capabilities of all drivers are included in the standards for 
these hazardous and confusing highway areas. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In FY 1995, guidelines on intersection geometric design to 
accommodate older driver and pedestrians will be available. The 
human factors field research vehicle will be delivered, greatly 
expanding the capabilities of the human factors program. The 
handbook on older drivers will also become available. 

In FY 1995, a new human factors High Priority Area will be 
initiated. This program will be based on the recommendations and 
priorities identified in previous efforts in the program. The 
program will emphasize improving driver safety and mobility 
issues, focusing on reduction of specific accident types. The 
final outputs of the program will be a set of guidelines and 
countermeasures for use by highway designers and traffic 
engineers. These documents will serve as reference guides to aid 
in highway design modifications to improve safety and mobility. 

Three new efforts are planned in FY 1995. Research will be 
conducted to quantify the impact of driver perception of hazards 
on highway safety; an implementation program for accommodating 
older road users through training and promotions will also be 
initiated; and a series of investigations to identify driver 
judgment errors will be performed. 
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e. Advancad Traffic Control Davicas 

BACKGROUND 

This research seeks improved safety and efficiency of major 
highways through the application of new, traffic-responsive, 
roadside sign and visibility technology. It will provide 
conspicuous and timely roadside control and warning assistance to 
drivers based on current roadway, traffic, and environmental 
conditions. The research supports the National Transportation 
Policy which promotes signing systems that are more sensitive to 
the needs and abilities of the driver, including the growing 
population of older drivers. 

OBJECTIVES AND APPROACH 

The objective of this research is to improve the traffic control 
and safety on our streets and highways through the use of new 
and/or improved traffic control devices and techniques for 
possible incorporation into the Manual on Uniform Traffic Control 
Devices. On today's highways, warning and control information is 
usually provided through a system of signs, signals, and markings 
known as traffic control devices. Most of the signs and markings 
are "static," meaning the messages never change. However, 
warning and control device information needs to be recognized, 
understood, timely, and credible based on roadway, traffic, and 
environmental conditions, to properly assist the driver. Today 
the application of new, relatively inexpensive, real-time 
roadside technology can be used to provide more meaningful levels 
of warning and control information to the motoring public. 
Condition-responsive traffic controls, safety advisories, and 
hazard warnings through the use of traffic control methods and 
devices will be developed for roadside application. This program 
is to evaluate immediate roadway safety applications for problem 
areas such as sign and marking visibility, visibility and use of 
changeable message signs, warning of adverse environmental 
conditions such as fog, snow, dust, etc. , and advance warning of 
intersection and other roadway conflicts. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

Research is being conducted in three areas which include 
completing the current High Priority Area on "Retroref lectivity, " 
initiating research on improving nighttime roadway visibility, 
and research on the use of condition-responsive traffic control 
devices. 

In the "Retroref lectivity" area, criteria for maintaining in- 
service retroref lective signs and markings are nearly completed. 
Prototype measuring devices have been developed and are being 
field-tested which measure the retroref lectivity of signs and 
markings from moving vehicles. The service life of materials is 
being determined, and a predictive inventory model is being 
developed to provide the application of the research results for 
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field use in determining when signs and markings need 
replacement. In an unrelated but similar study, driver 
visibility requirements for symbolic traffic signals are being 
developed. The implementation potential for using light emitting 
diodes (LEDs) as the light source for traffic control signals is 
also being studied. 

The feasibility of automatic truck warning systems has been 
verified. Three of these systems are being installed on exit 
ramps on the beltway around Washington, D. C. , two in Virginia 
and one in Maryland. The systems will detect the approach speed, 
and weight of trucks and determine if their speed is 
inappropriate given the type of truck, environmental conditions, 
and the sharpness of the ramp curvature. A flashing, fiber 
optics sign will provide the warning message. 

Because changeable message signs (CMS) have developed with 
minimal human factors considerations, field operational problems 
have risen. Two efforts are underway pertaining to the use and 
visibility of CMS. These efforts are designed to improve the 
visibility of CMS and to improve the drivers' understanding of 
the messages presented on them. 

In an effort to develop operational systems which can alert 
drivers of severe environmental conditions that have led to 
numerous multi-car chain collisions, the performance of all kinds 
of environmental sensors are being reviewed and assessed to 
detect fog, blowing dust, ice, and other similar conditions. 
This information will be used in future installations of systems 
designed to alert drivers of such adverse environmental 
conditions. 

Two adverse visibility, prototype systems will be installed, one 
in Georgia and one in Utah, to alert drivers of hazardous driving 
conditions by using warning and control systems equipped with 
various speed and environmental sensor systems. Drivers will be 
alerted through the use of changeable message signs and roadside 
radio. This research will be particularly valuable in reducing 
multiple vehicle accidents which occur in fog, dust, or other 
reduced visibility conditions. 

Over half of all highway fatalities occur at night even though 
night travel is only 25 percent of all highway travel. In FY 
1992, a feasibility study was initiated to determine if stable, 
long-life fluorescent and ultraviolet technology can be combined 
to extend, possibly by more than 50 percent, the nighttime visual 
field of drivers. 

Roadway lighting using the proposed small target visibility (STV) 
design will be evaluated by collecting accident experience on a 
large group of lighted roadways. The lighting designs 
calculations will be made for each site using STV and for ~ 
conventional luminance and horizontal illumination. The lighting 
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safety correlation will be compared for the lighting design 
procedures. 

A study is being undertaken in Maryland to improve the safety, 
reduce delay, and improve overall operating conditions within 
work zones by using condition-responsive traffic monitoring and 
control devices and methods. Some of the SHRP devices will also 
be evaluated such as the queue detector and the intrusion alarm. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

In FY 1994, research will be continued to evaluate the 
effectiveness of the truck warning systems, the adverse 
visibility warning systems, and the work zone condition- 
responsive control systems. These evaluations will also 
recommend how future systems should be installed and operated. A 
preliminary assessment will also be initiated to determine other 
operational problem areas having poor safety records which could 
be improved or eliminated through the use of simple solutions 
using off-the-shelf type technology. 

In FY 1994, additional research studies are planned on long-life 
fluorescent and ultraviolet (UV) technology. These studies will 
assess the developmental problems, industry initiatives, and the 
safety benefits of employing the new technology. 

The final phase of the retroref lectivity program will be to 
evaluate the on-road performance and State acceptance of the new 
sign and marking retroref lectometers. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In FY 1995, a study on the operational evaluation of new 
technology for highway safety will provide the basis for 
determining the application of new traffic control devices and 
methods on highway facilities that will be cost-effective for 
both providing operational improvements and safety benefits. 

In 1995, the safety benefits of employing UV activated 
delineation treatments will determine whether and under what 
conditions driver performance can be improved through the use of 
candidate fluorescent traffic control devices. 

d. Pedestrian and Bicycle Safety 

BACKGROUND 

Pedestrian and bicycle accidents account for 13 - 17 percent of 
all highway fatalities in the U.S. on an annual basis. This 
program is designed to reduce the 102,000 pedestrian injuries 
(6,500 fatalities) and the 79,000 bicyclist injuries (900 
fatalities) that occur each year on our Nation's highways. 
Reductions in these accidents will result in significant social 
and monetary savings. Medical costs as well as lost earnings of 
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pedestrian/bicyclist accident victims currently exceed $30 
billion per year. Pedestrian/bicyclist accidents are a 
persistent problem that have remained at the same level for 
years. 

OBJECTIVES AND APPROACH 

Pedestrian safety is a joint responsibility of the Federal 
Highway Administration (FHWA) and the National Highway Safety 
Traffic Administration (NHTSA) . FHWA is responsible for 
engineering improvements (e.g., crosswalks, sidewalks, traffic 
signals, etc.) and NHTSA is responsible for education, training, 
and law enforcement efforts. Close coordination between the two 
agencies is essential if pedestrian fatalities and injuries are 
to be reduced. The long-term objective of this program is to 
develop procedures for pedestrians and bicyclists that can be 
incorporated into the normal highway planning, land use planning, 
and design procedures. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

Known safety countermeasures such as curb cuts, longer traffic 
signal phases, and educational and training programs are being 
implemented. "Evaluation of Medians and Refuge Islands on Road 
Users" has developed guidelines on how these features can be used 
to improve pedestrian safety. The final report is under review. 
"The Effect of Bicycle Accommodations on Bicycle/Motor Vehicle 
Safety and Operation" studied different ways of constructing 
bikeways and their subsequent effect on motor vehicle safety and 
capacity. The User Manual has been submitted for publication. 
"Older Pedestrian Characteristics for Use in Highway Design" is 
evaluating the needs of older adult pedestrians that affect the 
geometries and operations of highways. Field data collection is 
underway. An FY 1992 interagency study with the Center for 
Disease Control is reviewing and evaluating current procedures 
for identifying and typing pedestrian/bicycle accidents. "Trends 
and Crashes Involving Older Pedestrians" uses existing databases 
to classify pedestrian and bicycle accidents by type and 
location. The Highway Safety Information System was used to 
develop pedestrian accident and injury files for Minnesota. 

Coding of the North Carolina pedestrian and bicycle data has been 
completed. Appropriate measures of exposure to hazards (such as 
numbers of trips or street crossings) will be developed and used 
to calculate pedestrian accident rates. A five-year study, 
"Pedestrian/Bicycle Research Program," was initiated to develop, 
manage and conduct pedestrian/bicycle research. Based upon past 
research studies and the on-going studies discussed here, 
recommendations for a long-term research program are being 
developed. 
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PLANNED ACCOMPLISHMENTS FOR FY 1994 

Implementation of the long-term research program developed under 
the "Pedestrian/Bicycle Research Program" will begin. A 
presentation of the research program is planned for the 
Transportation Research Board Pedestrian/Bicycle committee. 
Under the "Pedestrian/Bicycle Research Program," a Pedestrian 
Safety Awareness program will be conducted in conjunction with 
NHTSA. Although the research priorities of the 

"Pedestrian/Bicycle Research Program" have not been yet finalized 
by FHWA, two projects are currently high on the list - revision 
of Chapter 13 and 14 in the Highway Capacity Manual dealing with 
pedestrians and bicyclists and conduct a national study of 
traffic calming techniques to establish the current state-of-the- 
practice. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Because of the American with Disabilities Act (ADA) requirements, 
the Access Board will conduct a study on tactile warning devices 
(textured surfaces) used on curb cut ramps. FHWA will 
corroborate the Access Board's efforts under the 
"Pedestrian/Bicycle Research Program." Two additional studies 
identified in the long-term research plan will be initiated. 
These studies will begin to focus on the proposed guidelines and 
possible the development of data for the next update of the 
"AASHTO Policy on the Geometric Design of Streets and Highways." 
Candidate studies include joint activities with NHTSA on the 
identification of countermeasures and evaluation of design 
alternatives. 

e. Highway Safety Design Practices and Criteria 

BACKGROUND 

Currently, highway design is based on a series of discrete 
decisions. For example, the decisions on alignment are largely 
based on the constraints of environmental impacts, right-of-way 
costs, and construction costs. In the redesign of existing 
roadways, the available right-of-way is often the deciding 
factor. Once alignment is established, the highway is designed 
in two phases: roadway design and roadside design. However, 
tradeoffs between various design elements based on safety 
considerations cannot be made because relationships between the 
design elements and safety generally have not been quantified, 
or, where relationships are known, they have not been 
incorporated into the agencies' practices. 

OBJECTIVES AND APPROACH 

This research is aimed at developing an integrated highway safety 
design process to systematically consider safety effects of 
roadway and roadside design elements in the development of cost- 
effective highway design alternatives. This research program 
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will include the identification of critical problem areas through 
analysis of accident trends and data; the establishment of 
relationships between highway design features and accidents; the 
development of procedures and criteria for evaluating the safety 
cost-effectiveness of design alternatives; the development of a 
procedure for evaluating the design consistency of a roadway; and 
the establishment of concurrent procedures for evaluating the 
safety impacts of the roadway and roadside design phases. 

The program will provide the tools for quantifying the safeness 
of highway design in much the same way that capacity and level of 
service quantify the traffic-operational performance of streets 
and highways. It will provide the designer with methods for 
assessing the safety impacts of design decisions. In this way, 
alternative designs can be compared on the basis of safety in 
addition to capacity, cost, and environmental concerns. The 
ultimate goal is to provide the "safest" highway system in a 
cost-effective manner. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

"State of the Practice Geometric Design Consistency" is 
evaluating US design practices from a human factor point of view. 
This study will develop recommendations for changes in the 
commonly used design procedures and geometric criteria which will 
lead to more consistent highway design. "Vehicle Dynamic Study" 
ia attempting to define a generic interface between commercially 
available CAD packages and vehicle dynamics models. This study 
will provide the designer with a visual method of evaluating 
design, provide FHWA and NHTSA with a model for studying 
rollovers and begin to standardize a computing environment as 
well as lead to the development of a driver model for design. 

A major study, "Compendium of the Safety Effectiveness of Highway 
Design Features," has been completed. A critical review and 
synthesis of the existing literature on the relationships between 
accidents and geometric design elements has been published. Two 
experimental designs were initiated under "Experimental Plans for 
Accident Studies of Highway Design Elements." One study, closely 
tied to two NCHRP studies, will developed the methodology to be 
used in intersection accident studies. The second study will try 
to develop a procedure for measuring encroachments. The 
experimental designs will focus on how to conduct the study, 
costs and the potential for success. These experimental designs 
will provide the procedures for the collection of all field data. 
This data will probably be collected in those States included in 
the Highway Safety Information System. 

"Conceptual Requirements for Highway Safety Design Models" 
provided three different concepts that could be used to develop 
an Interactive Highway Safety Design (IHSD) model. The results 
have been consolidated into a single concept that is now under 
evaluation by FHWA. To aid in the development of the IHSD model, 
FHWA has established a Geometric Design Laboratory at the Turner 
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Fairbank Highway Research Center. The Laboratory will coordinate 
the development of the model and provide for testing as the 
model evolves. 

There are a number of studies now underway to determine the 
overall performance of current roadside safety hardware. "In- 
Depth Analysis of Guardrail and Barrier Accidents," is providing 
baseline information on the conditions (angle, speed, off- 
tracking, etc.) in which roadside safety hardware is impacted as 
well as resulting performance. "Side Impact Testing" resulted in 
the publication of three reports dealing with side-impacts from 
the highway perspective. This information summarizes the state- 
of-the-practice in impacts into narrow objects and is a first 
time evaluation of the problem of side impacts with roadside 
safety hardware. This information points to the necessity of 
design hardware as part of a vehicle/hardware system. 
"Development of Preliminary Severity Indices for Roadside 
Benefit/Cost Model," will allow the designer to discriminate 
between various types of roadside safety hardware based upon the 
severity of the damage to the vehicle. 

"Interagency Agreement with Lawrence Livermore National 
Laboratory (LLNL) on Computer Simulation" resulted in FHWA and 
NHTSA joining forces to develop the non-linear finite element 
code DYNA3D for use in crash analyses. A subsequent interagency 
agreement between FHWA and NHTSA and the Department of Energy 
Lawrence Livermore National Laboratory "Implement, Test, and 
Evaluate DYNA/NIKE Model for Safety Analyses" has been initiated 
to adapt this code to crash simulation. In addition, FHWA and 
NHTSA have established the National Crash Analysis Center (NCAC) 
at George Washington University Virginia Campus. The NCAC 
contains combines FHWA and NHTSA crash film libraries and 
provides staff and facilities for analyzing the data. These 
joint study provide a common technical base for future FHWA and 
NHTSA research studies on roadside hardware and vehicle 
crashworthiness . 

The FHWA continues to provide technical support to States in 
developing roadside safety hardware. "Traffic Barriers on 
Curves, Curbs, and Slopes," investigated the performance of 
existing longitudinal barriers under real world impact conditions 
using full scale testing. Three pooled-fund studies with State 
highway agencies are investigating areas where several States 
have common interests. "Testing of New Bridge Rail and 
Transition Designs," is developing and testing bridge safety 
hardware based upon different performance levels. "Testing of 
Small and Large Sign Supports," evaluated existing sign supports 
based upon a new AASHTO specification. The report has been 
submitted for publication. "Testing of State Roadside Safety 
Systems," provides assistance to the States in developing or 
improving roadside safety hardware. "Aesthetic Bridge Rails" 
developed a series of crash tested aesthetic guardrails, median 
barriers and bridge rails for park roads, parkways and other 
Federal Lands Highway roads. 
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PLANNED ACCOMPLISHMENTS FOR FY 1994 

Two pilot studies will be completed that will provide the basis 
for large scale field studies planned for FY 1995. Three new 
studies are planned in FY 1994. "Development of a Highway Safety 
Model" will provide a prototype of the Interactive Highway Safety 
Design Model (IHSDM) . The prototype will be based largely on 
existing data in the HSIS system supplemented by field data. 
"Assessment of Motor Vehicle Characteristic" will study the 
physical characteristics of new motor vehicles and evaluate how 
these characteristics affect the performance of roadside safety 
hardware. "Roadside Safety Hardware Testing" provide a means of 
assisting State highway agencies study the effects of site 
conditions on roadside safety hardware. A new contract for the 
operation of the Federal Outdoor Impact Laboratory (FOIL) will 
also be awarded. The FOIL is a crash test facility used by FHWA 
and NHTSA to study vehicle crashes into narrow objects and gather 
validation data for finite element vehicle models. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Six starts are planned for FY 1995. Two field studies are 
planned to gather data and develop predictive models for use in 
the IHSDM. "Intersection Accident Procedures" will collect field 
data that will form the basis of the intersection accident 
procedure that will be used in the IHSDM. "Validation of 
Encroachment Frequency Rate/Frequency" will develop encroachment 
rates for different types of highways. "Side Impact: 
Finalization of Test Procedures and Preliminary Countermeasures" 
will develop test procedures and criteria for measuring the 
severity of side impact crashes into narrow objects. This study 
will be closely coordinated with on-going NHTSA work on impacts 
with narrow objects. A study to develop the Driver Module part 
of the IHSDM will determine the influence of the roadway on 
driving behavior and identify design features or combinations of 
features which lead to undesirable driving behavior. A study to 
develop the Consistency Module part of the IHSDM will develop a 
design consistency procedure based on current U.S. research and 
experience in other countries. A joint study with NHTSA, 
"VISTA," will complete the adaptation of the finite element 
program DYNA3D code to study vehicle crashes. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

2. Materials $3,685 $5,614 +$1,929 

The goal of this research is to provide for the preservation and 
enhancement of our Nation's highway system through the 
identification and development of new materials to strengthen and 
improve performance. 

BACKGROUND 

In this Program Area, there are currently four High Priority 
Areas (HPAs) intended to improve the quality of materials used in 
highway construction. These are: Performance-Related 
Specifications, Geotechnology, Corrosion Control of Structural 
Elements, and Structural Composites and Adhesives. 

The HPA on Performance-Related Specifications is aimed at 
improving specifications for pavement construction by tying 
quality control tests more closely to pavement performance. The 
HPA on Geotechnology is enhancing the understanding of foundation 
materials and is permitting the design of more efficient and 
cost-effective bridge foundations, retaining walls, cut-slopes, 
and embankments. The HPA on Corrosion Control of Structural 

Elements is continuing the battle against corrosion by developing 
cost-effective systems to protect new concrete construction and 
to rehabilitate existing bridges already suffering from 
corrosion-caused deterioration. The HPA on Structural Composites 
and Adhesives will provide definitive information on the 
performance of adhesives and fiber-reinforced polymer composites 
used on bridges and roadside structures. Adhesives provide a 
fatigue-resistant alternative to welding, while composites offer 
potential advantages in weight, corrosion resistance, and fatigue 
performance. 

The HPAs entitled Corrosion Control of Structural Elements and 
Structural Composites and Adhesives contain both materials and 
structures research elements. Materials aspects are discussed in 
this section while structural aspects are discussed in a 
following section on structures research. 

OBJECTIVES AND APPROACH 

The objectives of this program are (1) to identify new materials 
or additives which can be incorporated into highway pavements and 
structures to strengthen these systems and enhance their service 
lives; and (2) to develop new techniques for construction and 
rehabilitation which will extend the lives of materials in both 
new and existing pavements and structures. High strength 
concretes, improved steels, composites, adhesives, and timber are 
among the materials under consideration in response to the first 
goal, while performance-related specifications, improved ground 
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reinforcement and stabilization techniques, and cathodic 
protection of reinforcing and prestressing steel are examples of 
techniques being developed in response to the second. 
Environmental concerns are studied wherever appropriate, as are 
uses of recycled waste materials. Technology developed in the 
Strategic Highway Research Program (SHRP) is considered for 
additional research or incorporated into the four HPA's as 
appropriate. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIORI 

Studies on Performance-Related Specifications (PRS) have 
produced: Frameworks and initial sets of PRS for both hot mix 
asphalt and portland cement concrete pavements; laboratory 
relationships between materials and construction variables such 
as density and asphalt content and indicators of pavement 
performance; plans for field studies to link construction quality 
indicators, such as degree of dowel alignment, to the performance 
of Portland cement concrete pavements; and initial design of an 
accelerated field test of hot mix asphalt pavement sections both 
conforming and nonconforming to specifications. In 
Geotechnology, improved guidelines for the design of drilled 
shaft foundations in intermediate geomaterials (soil/rock 
mixtures) were developed from correlations of in situ soil 
penetration tests with field load tests. A system of national 
geotechnical test sites was established to provide for efficient 
research testing at well-characterized locations. 

The HPA on Corrosion Control is identifying the extent of 
corrosion of prestressing steel in concrete bridges and is 
developing protective measures for corrosion protection. Eight 
pre- and four post-tensioned prestressed concrete (PS/C) bridges 
built between 1954 and 1967 and exposed to adverse environments 
were field surveyed. Despite severe exposure, fully grouted 
post-tensioning steel showed little corrosion; pre-tensioned 
elements, shielded only by the concrete cover, were found to be 
much more susceptible to corrosion. Cathodic protection was 
found to be feasible for pre-tensioned members and for anchorage 
areas in post-tensioned bridges, but not for steel in grouted 
ducts. In the steel bridge coatings area, research efforts to 
identify durable corrosion-resistant materials that comply with 
environmental regulations are nearing completion. Performance 
data on high solid, powder and water-based materials has been 
provided to the Environmental Protection Agency for use in 
formulating a volatile organic content (VOC) rule for 
architectural and industrial maintenance coatings. Similarly, 
results of a study of lead collection, containment, and 
stabilization during lead-paint removal have been provided to 
the Occupational Safety and Health Administration (OSHA) for use 
in developing a new Lead in Construction standard. 

In the HPA on Structural Composites and Adhesives, several 
studies showed steel-to-steel bonded connections can have 
significantly longer fatigue lives than welded connections. 
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These and other current studies will provide steel bridge 
designers with long-term data and design criteria for using 
adhesive bonds in steel bridges. Studies of the performance of 
fiber-reinforced polymer (FRP) composites in various structural 
elements established preliminary values for strength, fatigue, 
deflection, time-dependent behavior, environmental durability, 
and economic feasibility. Design data and procedures have been 
developed for using FRP reinforcing bars in concrete bridge 
decks, thus providing a new weapon to combat the effects of 
corrosion. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

In FY 1994 work in the HPA on Performance-Related Specifications 
(PRS) will include construction and initial loadings of 
conforming and nonconforming hot mix asphalt pavement test 
sections and initiation of field studies relating construction 
quality indicators for portland cement concrete to pavement 
performance. In Geotechnology, two comprehensive computerized 
data bases which will be useful to geotechnical engineers in 
design of bridge foundation systems and ground improvement 
projects will be completed. The data bases will give the 
engineers access to information such as soil properties, site 
conditions, and pile parameters that can be used to improve 
design procedures. 

New measures for protecting new and restoring existing steel and 
concrete bridge components will be initiated; these will provide 
major reductions in rehabilitation costs for bridges while 
extending their service lives. Cathodic protection will be 
applied for the first time to pre-tensioned prestressed concrete 
bridges in both coastal and northern climate regions, and optimum 
sacrificial anode cathodic protection systems for both 
prestressed and reinforced concrete bridge members will be 
identified. Problems of corrosion and disbonding of epoxy-coated 
reinforcing steel in coastal/marine environments will be studied. 
In the steel bridge area, field studies will be initiated to find 
environmentally safe coatings for the maintenance and repair of 
noncompliant existing coatings. A study to provide a realistic 
combination of tests for predicting the field performance of 
coating systems will continue; the array will include accelerated 
tests which will characterize coating performance under several 
different environmental conditions. Finally, a series of studies 
to investigate the environmental durability of fiber-reinforced 
polymer (FRP) grid- and grating-type reinforcement and its 
compatibility with concrete will be completed. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In the HPA on Performance-Related Specifications (PRS) , the 
2-year accelerated field test of PRS for hot mix asphalt will 
continue, as will laboratory and field tests to establish 
relationships between construction quality characteristics and 
Portland cement concrete pavement performance. Geotechnology 
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research will evaluate current methods for predicting the 
durability of geosynthetic (polymer) materials used to reinforce 
soil embankments and retaining walls. 

Corrosion problems in concrete structures will continue to be 
addressed with the development of new coatings and metallic 
alloys; the new materials are designed to be more corrosion- 
resistant than the fusion-bonded, epoxy-coatings presently used 
on reinforcing steel in concrete structures in adverse 
environments. A steel bridge coatings study will be initiated to 
look at ways of improving steel structure design procedures to 
reduce corrosion, improve coating performance, and make 
maintenance easier. Designs to provide adequate drainage from 
the road surface and from steel details will significantly reduce 
corrosion problems, while the labeling of permanent rigging or 
scaffolding points can make later maintenance efforts 
significantly easier. Another FY 1995 study will be initiated in 
the coatings area to identify new highway delineation paints 
which will meet proposed Environmental Protection Agency 
standards for volatile organic compound emissions; current paints 
will not meet these standards. Accelerated test methods will be 
developed, under separate studies, to determine the long-term 
properties of both structural adhesives and composites used in 
highway bridge structures, and the long-term behavior of highway 
bridge structures using these materials. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

3. Pavements $7,259 $8,737 +$1,478 

The goals of this research are to provide for the preservation 
and enhancement of our Nation's highway system; to increase the 
productivity of the United States' transportation industry 
through the implementation of new techniques, procedures, and 
specifications to improve the quality of construction and extend 
the service life of pavements; improvement of management 
techniques to monitor the condition of pavements and to provide 
strategic guidance on when and how to maintain or rehabilitate to 
provide for uninterrupted service, and development of the 
necessary technology to identify the impacts of and provide the 
pavements necessary to accommodate evolving heavy vehicles. 

This category is divided into three Program Areas: Construction, 
Repair, and Rehabilitation of the Highway Infrastructure; System 
Management to Increase Service Life; and Commercial 
Vehicles/Pavement Interaction. These areas include improved 
construction procedures, technology, and specifications; 
contracting techniques; evaluation of the characteristics and 
performance requirements of the components which comprise the 
highway pavement system; instrument development and evaluation, 
development and validation of testing equipment and methods; 
pavement condition and evaluation procedures and technology, 
pavement loading, response, and performance models; accelerated 
testing of pavement performance; and evaluation of heavy vehicle 
loading and pavement performance. This program is closely 
integrated with the research on advanced materials. 

The Strategic Highway Research Program (SHRP) was completed in 
1993. This program addressed four areas all directly related to 
pavements: Long Term Pavement Performance (LTPP) , Asphalt, 
Highway Operations, and Concrete and Structures. Additional 
research and development has been identified to validate the 
findings of SHRP as well as to complete projects and to support 
development of products. FHWA plans to provide technical, as 
well as financial support for this essential development effort. 

a. Construction, Repair, and Rehabilitation 
of the Highway Infrastructure 

BACKGROUND 

One of the most significant determining factors in the 
performance of the highway pavement is the quality of 
construction and the care and preservation received throughout 
its service life. The importance of developing technology to 
assure design assumptions are in-place in the constructed 
pavement cannot be underrated. With the establishment of the 
National Highway System and the eligibility of maintenance for 
federal-aid, the ability to optimize the timing of maintenance 
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and rehabilitation activities will significantly extend the life 
of our highways. A significant challenge faces the United States 
in preserving the existing investment in our infrastructure and 
improving the strength and life of our pavements to meet the 
increasing demands for more efficient movement of goods and 
services. 

OBJECTIVES AND APPROACH 

The objectives are to improve the quality and productivity of the 
components of the highway pavement system, bases and sub bases, 
asohalt, and portland cement concrete mixtures, pavement 
construction, rehabilitation, and maintenance. Included are the 
development of equipment and techniques to determine optimum time 
and method of maintenance and rehabilitation, and reduce 
disruption of service to motorists. Technology to assure that 
the design assumptions are constructed will be developed. 
Technology to monitor the construction process and make needed 
revisions will be investigated. Results from the SHRP program on 
the effectiveness of preventive maintenance will be evaluated and 
additional development undertaken to promote this important 
concept. 

The SHRP "Performance Based Specifications" for asphalt and 
asphalt mixtures will be validated using FHWA's Turner Fairbank 
Highway Research Center's (TFHRC) Pavement Testing Facility (PTF) 
and the Accelerated Loading Facility (ALF) . A second ALF will be 
procured to increase the productivity of the PTF. 
Included in this program is research and development on Crumb 
Rubber Modifier (CRM) asphalt pavements as directed in Section 
1038 of the Intermodal Surface Transportation Assistance Act 
(ISTEA) . This research is to be conducted in two phases the 
first to address the current level of knowledge and ability of 
existing data to define the performance of pavements constructed 
using CRM, the recyclability of CRM asphalt pavements, and 
environmental and health effects of using CRM and the 
opportunities that exist for the utilization of other waste 
products in highway appurtenances. A second phase will be 
undertaken to fill in the knowledge gaps, determine long-term 
pavement performance, and define environmental and health risks, 
as well as to develop procedures and technology to effectively 
utilize waste tires in highways. Future research will be 
directed towards identifying innovative and productive 
applications of recycled materials to improve pavement 
performance, reduce environmental impact, and provide for cost 
effective solutions to a growing National solid waste problem. 

ACCOMPLISHMENTS TO DATE fPY 1993 AND PRIOR) 

Laboratory monitoring and technical support were continued to the 
States for construction and evaluation of European Stone Matrix 
Asphalt (SMA) pavements. Cooperative research with the asphalt 
industry is underway to develop mixture design and analysis 
guidance to assist in the implementation of the technology to 
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U.S. practice. SMA pavements offer a durable, rut resistant 
longer wearing surface course alternative to our pavements. 
Based on European experience this technology has the potential 
for extending wearing course life under severe conditions of load 
and cold climate. 

Procurement was continued for asphalt mixture design and analysis 
equipment from Europe for the preparation of special pavement 
test specimens and evaluation of pavements for resistance to 
rutting under heavy loads. Preliminary testing was conducted in 
cooperation with the Colorado Department of Transportation. 
Specimens from the SHRP "Performance Based Specifications for 
asphalt binders and SMA were evaluated using this technolocfy. 
This work will attempt to incorporate the capabilities of the 
European technology to improve the performance of U.S asphalt 
pavements . 

Testing equipment for asphalt binder design and analysis 
developed under the SHRP is being procured. Testing was 
initiated to validate the procedures and develop documentation 
and operational guidance for their use by the States and 
industry. This program will allow the development and 
implementation of Performance Based Specification that should 
improve quality and extend service of asphalt pavements. 

Renovation of FHWA's current ALF after 5 years of continuous 
service was completed. These upgrading and improvements in our 
accelerated testing capability will help to keep FHWA in a 
leadership role in developing and promoting innovation in highway 
engineering technology. A program was initiated with the State 
highway agencies to promote accelerated pavement testing 
technology and to encourage development of this capability as 
national and regional resources. An ALF was constructed for the 
Louisiana DOT. The Indiana DOT has initiated a facility at 
Purdue University. A "mobile load simulator is under development 
for the Texas DOT. California, Florida, and the U.S. Army Cold 
Regions Research and Engineering Laboratory's (CRREL) , Frost 
Effects Research Laboratory (FERF) are initiating programs to 
obtain this capability. 

The test pavements at the PTF were reconstructed using the 
"Performance Based Specifications" for asphalt binders developed 
by the SHRP. This reconstruction also included revisions to 
improve productivity at this important FHWA research laboratory. 
Accelerated testing to validate the design assumptions was 
initiated. A procurement was initiated to obtain a second 
accelerated loading device to increase productivity of the PTF. 

A joint study with the Environmental Protection Agency was 
conducted to comply with the requirements of Section 1038 "Use of 
Recycled Paving Materials". The results of this projects and 
other work were incorporated into the Joint Department of 
Transportation, Environmental Protection Agency Report to 
Congress on the Use of Recycled Paving Material. 
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Research on the coefficient of thermal expansion of portland 
cement concretes was continued. This work is supporting the SHRP 
Long Term Pavement Performance monitoring program. It will 
increase our ability to understand the effects of temperature 
changes and conditions on the performance of portland cement 
concrete pavements. 

Outreach activities included joint FHWA/Industry research, 
development and technology forums on Crumb Rubber Modifiers in 
Asphalt Pavements, Use of Recycled Materials in Highway 
Applications. Rigid Pavement Strategic Research Needs and 
Asphalt Materials, Mixtures and Pavement Technology Research 
Needs. The results of these forums increased communication and 
cooperation between FHWA and the industry as well as assisting in 
furthering understanding of programs and priorities. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Research on the effects on pavement performance of aggregates 
from recycled portland cement concrete pavements will be 
initiated. This work will permit the selection and reuse of worn 
out pavements in new or reconstructed pavements. 

The program to update the research capabilities at TFHRC existing 
equipment to evaluate the effects of temperature and the 
engineering mechanics of pavements at the Pavement Isothermal 
Testing System (PITS) will be refurbished. Renovations of the 
pavements laboratories are planned. Design and fabrication of a 
second ALF will begin. Preliminary analysis and initial design 
will be initiated to provide the capability to provide for 
increased control of pavement temperature and environment at the 
PTF. This capability will significantly enhance the ability to 
control these significant variables on pavement response and 
performance. Our program to enhance the Nation's capability for 
accelerated evaluation of pavement performance will be continued. 
Plans for a symposium to include the international community are 
underway. 

A cooperative international research program will be initiated to 
evaluate the performance criteria for pavement bases and 
subgrades. The first phase of this project will be conducted at 
the laboratories at TFHRC with CRREL, Denmark, Finland, Cornell 
University and FHWA. It will develop the research plans for a 
cooperative laboratory. Frost Effects Research Facility, 
accelerated loading, and full scale pavement test. 

Research to validate the performance based specifications for 
asphalt binders will be conducted at the FHWA's PTF. This 
program will be the first full scale validation of the SHRP 
asphalt specifications. It is critical to provide early 
confirmation of the research findings and to promote the 
implementation of this important research program. An important 
part of this first phase of the research will include the 
evaluation of innovative in-situ pavement monitoring 
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instrumentation using the rehabilitated Pavement Isothermal Test 
System at TFHRC. 

Testing in our Bituminous Mixtures Laboratories using European 
and SHRP asphalt mixture design and analysis technology will be 
continued. The purpose of this evaluation is to provide the 
validation of this technology and framework for incorporation 
into U.S. practice. The support services contract to our labs 
will be expanded. 

Additional CRM research will be initiated to address un resolved 
issues such as long-term pavement performance and life cycle 
costs of new and recycled CRM pavements, structural design, 
mixture design and construction guidance. A National Pooled 
Funds Study in which 33 States are participating will be 
initiated to evaluate the long term performance and cost 
effectiveness of asphalt pavements constructed with Crumb Rubber 
Modifier from recycled tires and pavements recycled which contain 
CRM. FHWA will also conduct research to develop improved 
guidance on the structural design of CRM asphalt pavements, 
mixture design and analysis incorporating the SHRP "Performance 
Based Specification" asphalt technology, production of hot mix 
asphalt, pavement construction and maintenance. Further 
environmental and health testing may be conducted by EPA. 

A new High Priority Area (HPA) on Construction Quality Technology 
will be initiated this year. This program will focus on 
identifying and developing procedures and technology which 
monitor the construction process and permit adjustments and 
corrections to maintain quality. The HPA will focus on 
validation of performance based specifications being developed 
for asphalt and development of specifications for portland cement 
concrete pavements. However, this research will also address 
important components of the pavement such as base and subbase and 
drainage. Improving the quality of pavement construction should 
result in substantial savings to the taxpayer and significant 
increase in pavement service life. The ability to monitor and 
control construction quality should reduce construction problems 
and permit adjustments needed to achieve quality. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Testing of the SHRP asphalt binder performance based 
specifications will be completed at the PTF. Evaluation of the 
"Performance Based Specification" mixture design and analysis 
will be initiated and may be followed by tests on pavements using 
SMA, CRM, and recycled CRM. Continued development of accelerated 
pavement testing capability at TFHRC and establishment of 
additional capability by the States can offer substantial savings 
due to early evaluation of pavement performance and accelerated 
implementation of innovation. The feasibility and need for a 
full scale test track facility in the immediate proximity to 
TFHRC, suburban Maryland or Virginia, will be evaluated. This 
capability could permit significantly enhanced capability to 
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understand the response and performance of innovative pavement 
technologies including new materials, use of recycled materials, 
new design assumptions. 

Rehabilitation of the Pavement Laboratories at TFHRC will be 
nearing completion. Test equipment and support equipment in the 
laboratories will be upgraded to the latest technology. A 
significant improvement in our capability to evaluate the effects 
of bases and subgrades through rehabilitation and upgrading of 
the laboratories and the international cooperative research 
program will be achieved. The involvement of the international 
researchers will provide us access and insight into the latest in 
European technology. 

Research will be underway on the second phase of CRM technology. 
Accelerated testing of CRM pavements will be conducted to 
validate design and construction guidance. Research may be 
initiated to evaluate other recycled materials identified as 
having potential applications for pavements. The focus of this 
research will be to develop engineering, environmentally and cost 
effective guidance for use. The second phase of the 
international cooperative research on bases and subgrades will be 
initiated. This will include full-scale controlled environment 
testing at the CRREL Frost Effects Research Facility. 

b. System Management to Increase Service-Life 

BACKGROUND 

By 1994 all the States will have Pavement Management Systems in 
place. These management systems offer a powerful tool to more 
effectively preserve and enhance the productivity of our Nation's 
pavements. Research has been conducted on methods to measure and 
evaluate the condition of existing pavements and to speed up and 
automate data collection and evaluation; predict future 
performance with and without remedial action; prioritize and 
schedule activities on a pavement network; and organize a network 
through a Geographic Information System (GIS) or other means. 

OBJECTIVES AND APPROACH 

The objective of this program is to develop strategic management 
tools and procedures to optimize the service life of the pavement 
and to maintain a Qontinued high level of productivity for 
surface transport. The importance of proactive management of our 
Nation's pavements has been recognized by the Congress in the 
ISTEA. For the first time Federal-aid resources were made 
available for maintenance including preventative maintenance. 
The next step in this progression will be to develop the 
knowledge and the tools for effective proactive intervention. 
Under the proposed new Systems Management Area, performance 
prediction, rehabilitation and maintenance strategies and cost 
models will be refined; new and improved high speed 
nondestructive test, evaluation, and condition measuring methods 
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will be developed in coordination with the States and other 
countries; and the efficiency of databases used for the storage, 
retrieval, and interpretation of data will be enhanced. These 
investigations will determine the influence that trucks and their 
components have on the performance and service life of pavements. 
In cooperation with the research on the Effects of Commercial 
Vehicles on Pavements an understanding regarding the 
relationships between pavement condition and truck interaction on 
cargo, vehicles, and the pavement will be established. This is 
critical to increased productivity of our transportation industry 
as well as for preservation and improvement of our highway 
infrastructure. Pavement management will be integrated with 
bridge management, safety management, congestion management, and 
maintenance management in order to provide a management system 
which incorporates the entire highway system. A significant 
focus will be undertaken to develop optimum strategies for 
rehabilitation and maintenance of pavements at the network, as 
well as the project level. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

Work was completed on "Development of Pavement Damage Models to 
Address the Effects of Load and Environment," and on a model for 
deteriorated and rehabilitated pavements. In FY 1992, work began 
on a model for estimation of maintenance and rehabilitation 
costs. One of the most difficult factors in the development of 
models is the ability to accurately reflect costs. An important 
product of this research will be the development of a framework 
for establishing maintenance and rehabilitation costs. An 
integrated environmental model was developed initially for FHWA 
by CRREL. Enhancements and refinements were recently added by 
the Texas ASM University. This tool provides the potential for 
significant capability to predict and to evaluate the effects of 
environmental factors on pavement response and performance. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Research utilizing the capabilities of the Minnesota test road 
(MNROAD) will be initiated to determine the effects of the 
environment on long term pavement performance and to validate and 
calibrate the FHWA integrated environmental model. A significant 
effort is also underway in the LTPP. The intense instrumentation 
in MNROAD will provide for greater detail of conditions and 
response needed to understand the significant mechanisms. The 
LTPP will provide the data base for national and regional 
interpretation . 

The basic tools needed to conduct an analysis of pavement 
performance for both flexible and rigid pavements will be 
developed and coupled with dynamic impacts of heavy vehicles from 
the Truck/ Pavement Interaction high priority research program. 

Research will begin for the development of pavement condition 
evaluation technology to determine structural capacity and 
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remaining service life of pavements. This technology will be 
directed towards accurate, high speed, nondestructive assessment 
of pavement structural capacity and condition. This capability 
is needed to more accurately determine the condition and 
remaining life of pavements. This research will be undertaken 
cooperatively with the Federal Aviation Administration as they 
seek to understand the effects of the next generation on airport 
pavements and we seek to understand the relationships for 
tomorrow's trucks. 

Work to develop a framework for compatible evaluation and 
reporting of pavement condition will be initiated. At present 
there is limited national transferability on data used for 
pavement management. However, with the evolution of objective, 
high speed, nondestructive technology, the timing is good for 
developing a uniform system. A uniform system of evaluation and 
condition reporting is essential for effective management of the 
National Highway System. This initiative should support FHWA's 
stewardship responsibilities for the National Highway System. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Development of technology for the high speed evaluation of 
pavement structural capacity will be initiated. This activity 
will begin the transition from evaluation of pavement condition 
based upon symptoms of failure or deterioration to assessing the 
remaining service life. Guidelines on pavement performance data 
collection and processing will be developed. Mechanistic and 
empirical performance models for maintenance and rehabilitation 
will be under development. 

c. Commercial Vebicles/Pavenent Interaction 

BACKGROUND 

As the U.S. trucking industry moves forward to meet the demands 
of international competitiveness and deregulation, it will seek 
to find ways to become more productive and competitive. The 
industry is looking to ways to increase effectiveness and to 
reduce operating costs. A strong, high level of service pavement 
is essential for this to occur. At present a significant 
percentage of our Nation's pavements are in fair, mediocre and 
poor condition. If the U.S. is to increase its international 
competitiveness, the transportation industry will have a 
significant role to play. Increased transportation productivity 
will result in a significant demand on pavement life. A 
partnership between our pavements and commercial vehicles is 
needed to strengthen the pavements and to permit increased 
productivity. Both are essential if we are to be successful in 
meeting the challenges of the next century. 

This Program Area includes the Truck /Pavement Interaction High 
Priority Area (HPA) . A prototype Dynamic Truck Actuator 
(DYNTRAC) has been constructed to study in a laboratory 
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environment the effects of different tires, inflation pressures, 
suspensions, and vehicle configurations on pavements. The 
construction and instrumentation of a test pavement at TFHRC in 
conjunction with the data from DYNTRAC will enable the 
investigation of the influence of environmental conditions at the 
surface and within the pavement section on the response and 
performance of a flexible pavement under truck loading. 

Work using the three facilities at TFHRC: the PTF, the DYNTRAC, 
and the test road will provide information for re-evaluating 
pavement design concepts and procedures, as well as evaluating 
the innovations developed by the trucking industry to determine 
effects on pavements. 

OBJECTIVES AND APPROACH 

The objective of this research focuses on the interaction of 
trucks, and highway pavements. It addresses the effects of 
increased loading, changes in vehicle configuration, suspension, 
tires, axles, etc. on the dynamic effects of heavy vehicles on 
pavement response and performance. Close cooperation with the 
heavy vehicle industry will promote better understanding and will 
provide for improved coordination and understanding of needs and 
capabilities. 

ACCOMPLISHMENTS TO DATE fFY 1993 AND PRIOR) 

Completed activities include a Load Equivalency Workshop and the 
development of truck pavement interaction models, the 
construction of a prototype truck actuation system (DYNTRAC) with 
four actuators, the installation of an instrumented test road, 
development of an instrumented truck, and the development of a 
pavement cost model for truck policy analysis. Preliminary 
measurements of pavement response to dynamic loadings from heavy 
vehicles were conducted at the TFHRC test road. Preliminary 
design work was performed to develop wheel force transducers to 
measure the over the road forces transmitted from the heavy 
vehicle. These activities contributed to the establishment of a 
capability at TFHRC to develop an understanding of the 
engineering mechanics of vehicle pavement interaction. Work to 
complete the shakedown of the prototype DYNTRAC was completed and 
laboratory testing of various vehicles initiated. 

Significant relationships were established on the effects of 
increased tire pressures and the use of "super single" (wide) 
tires using TFHRC 's PTF. The results of this research have 
received significant interest among the States and the trucking 
industry. Findings show two to four times the wear to pavements 
from "super single" tire use relative to the use of conventional 
dual tire technology. Research to measure shear forces exerted 
on pavements by heavy vehicles was initiated and field 
measurements conducted. This work will aid in our understanding 
of pavement performance problems at intersections and ramps. It 
will also expand our extremely limited understanding of 
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interfacial forces between the tire and the pavement. This 
knowledge is important if we are to promote development of truck 
productivity and preservation of the pavement system. An 
important ultimate result of this research program will be the 
ability to project pavement structural needs to provide for 
improved highway transportation productivity. 

Outreach efforts include technical exchanges and briefings with 
the American Trucking Association, participation and 
presentations to the Truck Maintenance Council, a session at the 
Transportation Research Board with the truck and truck components 
industry, the highway community and researchers. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Prototype wheel force transducers will be fabricated, tested, and 
validated. The results of the laboratory research using DYNTRAC 
will be validated using field data from instrumented vehicles, 
pavement profiles, wheel force transducers, and instrumented 
pavements. With the completion of the development of these 
equipment, a field data base on the effects of heavy vehicles on 
pavements will be generated. The use of weigh-in-motion data 
combinc-i with laboratory and controlled field tests, including 
pavement instrumentation, will be very valuable to the 
development and calibration of Truck Pavement Interaction Models. 
These models and the analytical tools can assist in the 
evaluation of heavy vehicle modifications or innovations to 
pavement performance and the more rapid implementation of 
effective technology. 

An international cooperative research effort with the 
Organization I'or Economic and Cooperative Development will be 
initiated. This research will include the use of the DYNTRAC at 
TFHRC to verify the "road friendliness" of air suspension 
systems. This technology is being granted higher weight limits 
in the European Community because of the purported reduction in 
damage to pavements. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Preliminary design work will begin for upgrading the DYNTRAC to 
10 actuators so that 18 wheelers can be tested. Modifications 
to existing pavement testing facilities, primarily equipment 
alterations and additions, are necessary to quantify 
environmental effects that will be incorporated into the models. 
These results will provide pavement design and policy guidance 
for future evaluation of the U.S. truck fleet. Our ability to be 
on line in the evaluation of technology to improve the 
productivity of our nation's highway transportation fleet and to 
provide pavements capable of meeting the demands is critical to 
preserving the investment and meeting the challenges of global 
industrial competitiveness. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

4. Structlires $4,860 $7,614 +$2,754 

The goal of the Structures research program is to conduct 
research and develop, experiment with, and evaluate technology 
which will preserve and enhance the highway system through the 
implementation of new design and construction techniques 
including the necessary technology to accommodate heavier 
vehicles. 

Structures research is divided into 3 Program Areas: 
Construction, Repair, and Rehabilitation of the Highway 
Infrastructure; System Management to Increase Service Life; and 
Commercial Vehicles. These Program Areas describe improved 
construction procedures, specifications, contracting techniques, 
and evaluation methods. Research has already been initiated in 
five High Priority Areas (HPA) : Corrosion Control of Structural 
Elements, Structural Composites and Adhesives, Seismic 
Protection, Non-Destructive Evaluation, and Scour (Critical 
Substructural Elements) . The High Priority Areas listed fully 
support the goals of the 3 Program Areas identified. 

A major outreach program was conducted which resulted in the 
identification of HPA's of critical research to address 
technological needs in the 3 Program Areas. Research ideas 
provided by our partners are impacting program areas and starting 
to produce results. Of note one additional HPA, Bridge Design 
and Durability, that was identified to compliment the existing 
HPA's will be initiated as resources become available. 

a. Construction, Repair, and Rehabilitation of the Highway 
Infrastructure 

BACKGROUND 

All aspects of structures research are involved in construction, 
repair and rehabilitation of the highway infrastructure to some 
degree or another. Most all research from the Critical 
Substructural Bridge Elements HPA, falls within the scope of this 
Program Area. It deals with scour and stream stability problems 
at bridges and substructure integrity issues as well. Eighty-six 
percent of the Nation's 577,000 bridges are located over water 
and subject to flood hazards and scour. Scour and erosion of the 
bed material from around or under the bridge foundation is the 
leading cause of bridge damage and failure. Studies in the HPA 
are aimed at understanding and simulating flow and scour 
processes; emphasis is being given to understand and develop 
countermeasures for bridge pier and abutment scour, stream 
channel migration, and embankment erosion using rock riprap and 
other protective materials and methods. 
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other technical areas encompassed by this program area include 
bridge falsework and structural forming used during construction 
and repair. Two timber bridge research programs have been 
initiated: One at West Virginia University and another longer- 
term program under ISTEA. In the latter, 15 research or 
technology transfer studies have been started. This program will 
continue for 5 more years. 

The HPA on Structural Composites and Adhesives will provide 
guidance and criteria for the design and fabrication of adhesives 
and fiber-reinforced polymer (FRP) composites in bridges. 
Adhesives provide a fatigue-resistant alternative to welding, 
while structural use of composites offer potential advantages in 
weight, corrosion resistance, and fatigue performance. 

The National Earthquake Hazards Reduction Program (NEHRP) 
focusses attention on methods to determine the vulnerability of 
highway structures to earthquakes and to improve seismic retrofit 
technology. A highly focused short-duration HPA has been 
initiated to advance the understanding of earthquake resistant 
design, construction, and retrofit technology for highway bridges 
through the development of concise, nationally-applicable guides 
of recommended practice. Research in both these areas support 
the US and International Decade for Natural Disaster Reduction. 

OBJECTIVES AND APPROACH 

The objective of this area is to respond to Section 6005 of the 
ISTEA by "...accelerating testing, evaluation, and implementation 
of technologies which are designed to improve the durability, 
efficiency, environmental impact, productivity, and safety of 
highway, transit, and intermodal transportation systems." with 
particular emphasis on the repair, rehabilitation, and 
restoration of existing structures and the construction of new 
structures for the highway system. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR 1 



An ambitious $6,000,000 program in timber bridge research and 
technology transfer has been initiated on several fronts as 
identified in the ISTEA. A number of studies have been completed 
on use of structural adhesives in steel-to-steel bonded 
connections. The performance of fiber-reinforced polymer (FRP) 
composite materials used as structural elements in bridges and 
bridge decks have been studied. Trial experiments using FRP 
reinforcing bars in concrete bridge decks and as anchorages for 
FRP prestressing tendons are very encouraging; they may be used 
to combat corrosion and provide sufficient structural strength. 

Earthquake design criteria developed by FHWA have been officially 
adopted by AASHTO as part of the standard specifications for 
bridge design. The Temporary Works Research Program has been '■ 
completed, providing for the first time a rational guide for 
design and construction of falsework and fomwork; guidelines and 
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specifications for falsework also include aspects to insure 
safety for both workers and highway users during construction. 
Four documents, the Guide Standard Specification, Guide Design 
Specifications, Certification Program, and a Construction 
Handbook will be distributed as FHWA Technical Advisories to the 
State DOTS. A synthesis of current practice relating to forming, 
falsework and scaffolding was also developed under this program. 
It has proved to be a valuable aid to construction engineers. 

Portable scour inspection and measurement equipment has been 
developed for use by field crews during floods to determine the 
threat of bridge collapse due to scour. Studies in the TFHRC 
Hydraulics Laboratory have developed criteria for sizing rock 
riprap for protection of piers and abutments located on the flood 
plain away from the stream channel. The National Flood Frequency 
microcomputer program provides procedures for estimating flood 
discharge rates up to the 500 year flood at any location in the 
country; the Q500 flood estimate is an important working value 
when conducting scour evaluations at bridges. The 1992 enhanced 
version of HYDRAIN, integrated highway drainage design programs, 
was updated to include multiple culvert designs, minor hydraulic 
energy losses in storm drain design, and improved hydrograph 
procedures . 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Interim earthquake retrofit guidance will be developed, including 
an evaluation procedure for identifying appropriate bridge 
seismic retrofit technology. Criteria for acceptable performance 
of seismic retrofit measures for structures will also be 
available. The timJser bridge research at West Virginia will be 
completed and will have produced safer timber bridge rails, 
design procedures for stressed-laminated timber bridges, and 
booklets covering design and corrosion protection for timber 
bridges. A series of studies to investigate the structural 
behavior of modular FRP panels and grid- and grating-type FRP 
concrete reinforcing used as bridge decks will be completed. The 
studies will establish the ultimate strength, stiffness, and 
dynamic response of the decks. A modular FRP deck study will 
provide data on fatigue performance, deck-to-girder and panel-to- 
panel connections, and develop a wearing surface for the top of 
the deck that is both durable and able to supply proper traction 
for vehicles. 

A strategy for dealing with the risk of not knowing the types and 
depths of bridge foundations (because of the lack of plans) , and 
consequent scour vulnerability, will be developed. An enhanced 
version of the two-dimensional river flow model FESWMS-2DH will 
provide a powerful tool for computing flow distribution and local 
velocities at bridge openings for estimating scour and backwater 
conditions. A data base of field scour measurements will be 
compiled from studies being sponsored by FHHA and about 21 State 
highway agencies involved in scour measurements. The prototype 
for a portable robotic device that will measure scour and stream 
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cross-section at the bridge from the deck will be operational. 
Procedures will be developed for post-flood, forensic evaluation 
of refilled scour holes using ground penetrating radar and 
continuous recording seismic devices. Results of tests conducted 
in the hydraulics lab on the hydraulic performance of large span 
and special shapes of culvert inlets will be included in HYDRAIN 
computer algorithms and engineering circulares. 

PIANNED AC COMPLISHMENTS FOR FY 1995 

A study to investigate the behavior of "jointless bridges" will 
result in procedures for retrofitting jointed bridges to 
eliminate the troublesome deck joints on existing bridges. The 
first guidelines for design and construction of jointless bridges 
will be produced. Improved design and construction procedures 
for buried circular pipes and backfill envelopes will be 
developed. These studies will apply rational analysis to what 
are currently empirical design methods. Structural tests, using 
both laboratory and field-test sites, will be conducted on the 
long-term performance of FRP prestressing tendons and anchorages 
as well as on a wide-panel, all-FRP modular bridge deck. 

Methods will be developed to evaluate the transportation network 
fragility and the capacity of components to carry earthquake 
loads. The ductility demands and design requirements for bridge 
piers and columns in the less seismically active parts of the US 
will be developed, enabling bridges in those areas to be more 
economically designed. (At present, most of this work is 
oriented towards the west coast conditions.) 

TFHRC hydraulics laboratory studies will determine the effect of 
different pile-cap levels and pile/pier configurations on local 
scour at pile-supported piers. Design criteria for alternatives 
to riprap for scour protection will be developed (bagged grout, 
grout-filled mattresses, precast blocks and poly-pods, cable-tied 
blocks) . Rational procedures will be developed to account for 
the effects of streambed material gradation and cohesion in 
bridge scour predictions. Procedures and equipment will be 
available and in use for determining the status of unknown 
foundations (number and length of piles or depth of the pile, 
pile cap, and spread footing) where the plans are not available. 
An enhanced version of BRI-STARS will be released for use in 
predicting the backwater and local scour effects at bridges on 
alluvial rivers with mobile bed and banks. 

b. system Management to Increase Service Life 

PACtCGROyNP 

Performance and service life of structures will be studied, 
followed by the development of modules for incorporation into 
bridge management systems. These bridge management systems will 
ultimately be integrated with pavement and other infrastructure i 
management systems to provide a total highway management system. 
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Initially, technologies will be developed to perform quantitative 
measurement of critical bridge elements, such as decks and 
girders, for bridge inspection and measurement of deterioration 
processes. Accurate measurement, over time, is needed to develop 
the deterioration models which are an integral part of bridge 
management systems. These technologies will provide quantitative 
inputs to bridge management systems which will then evaluate and 
recommend optimum strategies to provide extended service life for 
critical structures. The initial effort will develop basic 
nondestructive evaluation (NDE) equipment which can be used for 
bridge inspection and condition assessment. Results from the new 
HPA on NDE are expected to improve the reliability and speed the 
use of local NDE. NDE will be used for quality control, 
identifying defects needing repair, and detecting other hazardous 
conditions in structures. This type of information is required 
to manage the Nation's bridge inventory. 

OBJECTIVES AND APPROACH 

Bridge management systems are now recognized as being necessary 
to properly manage an inventory of bridges given the recurring 
problems of resources and expanding needs. A critical 
requirement of management systems in general, and bridge 
management systems in particular, is the need to accurately 
measure the current condition and to predict the future condition 
of highway structures and their individual components. The 
objectives of this research area are to develop technologies and 
methodologies which will meet these requirements. The approach 
will be to identify specific areas where the benefits of 
quantifiable condition evaluation are the greatest and to target 
those areas for development. Existing nondestructive evaluation 
methods and prior research will be fully utilized to hold down 
costs and reduce risks but further evaluation and research into 
improved technologies may be needed. The unique requirements of 
bridge inspection will be identified and these technologies will 
be integrated into systems specifically designed to meet the 
needs of bridge management systems. Improved deterioration 
models and improved decision support systems for maintenance, 
rehabilitation, repair and replacement of highway bridges will be 
developed. 

ACCOMPLISHMENTS TO DATE fFY 1993) 

Research prototypes of magnetic field disturbance and acoustic 
emission technologies have been developed for bridge 
applications. A national NDE conference and workshop was 
convened to identify specific needs and technologies for bridge 
inspection, the results of which will direct future research in 
the NDE area. A comprehensive 3-year, $1,000,000 research 
program has been initiated at the Constructed Facilities Center, 
West Virginia University to develop improved stress measurement 
transducers, develop a fatigue loading indicator and to develop 
improved automated decision support systems for bridge 
management. The New Mexico Alliance for Transportation Research 
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has been authorized $400,000 for to evaluate several 
sophisticated nondestructive evaluation technologies as Phase II 
of a larger three phase $1,600,000 study on the 1-40 bridge in 
Albuquerque, New Mexico. 

PLANNED AC COMPLISHMENTS FOR FY 1994 

A small scale evaluation of Dual-Band Infrared Thermography will 
be conducted by I<awrence Livermore National Laboratory (LLNL) . 
This technique, pioneered at LLNL, holds promise as an improved 
thermographic technique to detect defects in bridge decks. An 
improved method for detecting, displaying and quantifying 
delaminations in asphalt overlaid bridge decks will be 
researched. The current methods are too time consuming, provide 
incomplete coverage and are difficult to interpret to allow 
integration with bridge management systems. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

An improved fatigue crack detection and quantification system 
will be developed for steel girders. This was identified as the 
highest priority for steel bridge inspection at the National NDE 
Conference sponsored by FHWA. 

NDE systems data will be used to develop predictive remaining 
service life factors for selected bridge components and 
materials. This will include practical inspection tools for 
timber and prestressed concrete members. 

e. Commercial Vehicles 

BACKGROUND 

Designs for 21st Century bridges will be able to accommodate 
heavier loads, to provide more cost-effective transportation of 
highway freight and to reduce load-induced deterioration. 
Development of the design concepts and procedures that will 
produce new bridges able to accommodate the increasing highway 
loads, last 100 years or more, and alleviate many of the current 
problems that afflict existing bridges will be pursued. New high 
performance steel and concrete materials and new classes of 
materials such as structural composites and adhesives will 
encourage the development of new structural systems. These 
materials will lead to the broader use of innovative structural 
elements and the development of entirely new types of structures 
to accommodate the greater demands of future traffic. At the 
same time, it is essential to identify and develop analytical and 
strengthening technologies to permit existing structures to 
safely carry the heavier trucks on the highway. 

OBJECTIVES AND APPROACH 

An adequate level of structural safety for heavier traffic loads 
on highway bridges is essential. The objectives of this research 
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are to ensure structural and operational safety, minimize 
structural failure and eliminate sudden collapse, enhance the 
structural performance to prolong service life, and develop 
design technology to increase the load capacity of future 
bridges. Studies will be conducted to accurately evaluate the 
factor of safety against failure of existing structures; develop 
details and techniques which will lead to more cost-effective 
extension of bridge life without compromising safety; develop new 
bridge types and design methods to take advantage of the new high 
performance materials as well as composites and adhesives; and 
develop new criteria for bridge design to accommodate heavier 
loads. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

A multi-year analytical and experimental bridge study in the 
TFHRC Structures Laboratory was completed to show the feasibility 
of using a modified, inelastic design method (auto-stress) for 
steel bridges. The method should reduce steel weight by 10% and 
fabrication costs as well; if adopted, it could save $60 million 
annually per estimates of the industry group that co-funded the 
research. The elimination of fatigue-prone details will be 
another important benefit. 

The National Cooperative Highway Research Program (NCHRP) project 
for development of a Load and Resistance Factor Design (LRFD) 
based bridge specification produced a final draft in 1992. This 
specification will permit more efficient design of highway 
bridges without unduly restricting commercial truc)c weights. 
Bridge Weigh-in-Motion (WIM) systems developed by earlier FHWA 
research were used in an FHWA study to measure truck loads and 
bridge response on 30 bridges. This data was used to calibrate 
load models in the NCHRP study. 

Two very important research studies began in FY 1992. One is a 
major experimental and analytical study of curved steel bridge 
design. Using pooled-States Planning and Research (SPR) and 
administrative contract funds, this study will interface with two 
NCHRP projects to ultimately produce a state-of-the-art and user- 
friendly AASHTO guide specification for the design of curved 
steel bridges. The experimental part of this study will be 
conducted at TFHRC. The second study seeks to identify a 
completely new approach to bridge design and construction using 
high-performance steels. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Test data from a major TFHRC structures laboratory study on 
variable amplitude loading effects on steel beams will be used to 
evaluate the adequacy of assumptions made in the AASHTO Bridge 
Specifications for fatigue design. Another major TFHRC 
laboratory study is addressing the bond of prestressing strand to 
concrete. It will produce valuable data for validating the 
AASHTO Specifications' for predicting development and transfer 
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lengths of prestressing strand in prestressed concrete girders. 
Both studies will also consider the effects of heavier loads of 
bridges. 

The first data resulting from Curved Steel Bridge Design was 
given to NCHRP to permit that project to produce and interim 
design specification. (The final specification will be available 
in 1998.) The experimental phase of the Curved Steel Bridge 
study will commence with component experimentation in the TFHRC 
Structures Laboratory. Completion of a timber bridge study will 
yield valuable data on stressed-laminated timber bridges and 
crash resistance of timber bridge rails. Further experimentation 
on the issue of bond of prestressing strand to concrete will 
include the use of high strength concrete. Preliminary designs 
for the construction of a 435 ft cable-stayed bridge using fiber 
reinforced plastics in all major structural members will be 
developed. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

A new research area on Bridge Design and Durability will be 
initiated as resources become available to identify methods and 
criteria which enables control of cracking and results in more 
durable concrete structures. Verification of inelastic bridge 
behavior and the proposed LRFD specifications will be initiated 
as will the automation of the criteria to provide for more 
effective design of bridges. Improved guidelines for fabricating 
and erecting curved steel beams will become available as an 
interim report. 

An analytical method will be developed for structural designers, 
adapted from the methods currently used in mechanical and 
aerospace engineering, to more accurately model the performance 
of modular FRP bridge decks. The outcome of this study will be a 
rapid, accurate method for designing complex structural shapes 
(such as the X-truss bridge deck) . 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

5. Envlronaient Research $4,080 $5,760 ■4-$!, 680 

BACKGROUND 

In accordance with the Department of Transportation's (DOT's) 
Strategic Plan and the Federal Highway Administration's (FHWA's) 
Environmental Policy Statement (EPS) , the environment research 
program will contribute to a more efficient environmental and 
project development program and to an enhanced environment 
through the development of 1} improved tools for assessing 
highway impacts on air quality, wetlands, hazardous waste sites, 
water quality, etc. ; 2) more effective and innovative avoidance, 
detection, mitigation, and enhancement techniques; and 3) 
environmental expertise within FHWA and State transportation 
agencies. The Strategic Plan and EPS also call for expanded 
efforts to assure the effective implementation of the Clean Air 
Act Amendments (CAAA) of 1990. 

The full authorization level of $6,525,000 is needed to 
adequately address existing environmental compliance and 
enhancement issues and to interpret and comply with changed 
legislative and regulatory requirements expected under the of the 
Clean Water Act, the Resource Conservation and Recovery Act, the 
Endangered Species Act, and the Comprehensive Environmental 
Response, Compensation and Liability Act (Superfund) , all of 
which are scheduled for reauthorization by 1995. 

OBJECTIVES AND APPROACH 

Research efforts in FY 1995 reflect our long range research 
program, incorporate the results of the 1991 National 
Transportation Research Needs Conference, and will target the 
following critical areas: Air Quality, Wetlands, Water Quality, 
Hazardous Waste, and Technology and its Application. 

The five broad research areas in the FY 1995 Program are detailed 
below: 

1) Air Quality 

The CAAA has placed increased emphasis on demonstrating that 
Federally supported highway and transit plans, programs, 
projects, and other decisions will not create or exacerbate 
air quality problems in areas which are nonattainment for 
transportation related air pollutants. The promulgation by 
EPA of the final rule on transportation conformity has made 
the need for providing technical assistance to the states, 
MPOs, and local governments even more imperative. The 
environment research program will improve the techniques 
available for cost effective analysis of transportation 
system operation and transportation project proposals to 
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assure attainment and maintenance of the National Ambient 
Air Quality Standards. Ongoing research includes improving 
the integration of transportation and air quality planning, 
assessing highway particulate impacts, evaluating models and 
procedures for predicting carbon monoxide concentration at 
signalized intersections, and assessing transportation 
emission trends and violations of the National Ambient Air 

Quality standards. Proposed research will focus on 
quantifying the air pollution reduction potential of 
transportation control measures, assessing emissions from 
heavy duty vehicles, and evaluating near highway dispersion 
mechanics for air pollutants. 

2) Wetlands 

Wetlands can provide valuable habitat areas for many diverse 
species, improve the c[uality of water, protect shorelines 
from erosion, contribute to groundwater recharge, and help 
maintain baseflow through groundwater discharge. Executive 
Order 11990 and Section 404 of the Clean Water Act call for 
protection of wetlands in Federal projects. In 1987/88, 
concern over continuing wetland losses caused the President 
to call for a national goal of "no-net-loss" of wetlands and 
new wetland policies to be developed by the Domestic Policy 
Council (DPC) . That goal has been endorsed by the current 
administration as well. Ongoing research includes refining 
and regionalizing application of wetland evaluation 
techniques (WET 2.0), evaluating methods of wetland creation 
(including the overall effectiveness of these efforts) 
jointly with the Corps of Engineers, and evaluating methods 
of wetland creation (including the cost of these efforts) 
jointly with the Environmental Protection Agency. Proposed 
research will focus on determining better mechanisms to 
identify hydric soil and to reduce delays in wetland 
identification and evaluation. 

3) Water Quality 

The planning for and implementation of highway systems can 
interact with the nation's water resources in numerous ways. 
Since most highway sections lie within or cross a watershed, 
all phases of project development have the potential for 
impacting both surface and underground water resources. 
Highway project planning, location, and design activities 
can greatly influence future uses of water resources in 
localities by determining patterns of growth, secondary 
development, and water supply distribution. Construction 
and maintenance activities can have direct impacts to both 
supply and water quality characteristics of the project 
area. A variety of impacts are possible, ranging from the 
erosion of disturbed soils to the chemical pollutants 
associated with highway maintenance practices. 
Reauthorization of the Clean Water Act, due in 1993 or 1994, 
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is expected to strengthen controls on stormwater runoff and 
other nonpoint sources of water pollution, and will require 
greater FHWA technical assistance to the field and state 
DOTS to interpret new legislative requirements and 
regulations and to develop compliance strategies. Ongoing 
research includes synthesizing state of the art water 
quality research, evaluating water quality monitoring 
equipment, evaluating best management practices, and 
updating baseline water quality data. Proposed research 
includes determining immediate and cumulative impacts of 
highway runoff on receiving waters. 

3) Basardous Wast* 

Ongoing research consists of determining methods and 
equipment to identify, investigate, control, treat, and 
dispose of ROW hazardous substances, materials, and wastes. 
Proposed research will describe the uses of hazardous 
materials and generation of hazardous wastes by SHAs during 
project development, construction, and 
maintenance/operations, and determine the most cost 
effective methods for their reduction, documentation, 
handling, control, treatment, and disposal. 

4) Tachnology and its Application 

Ongoing research includes evaluating innovative 
environmental protection, mitigation, and enhancement 
strategies; reducing abatement costs by improving highway 
traffic noise prediction procedures; reevaluating the 
constituents of highway runoff; developing expert system for 
environmental process; and evaluating the effects of highway 
runoff on groundwater and potable water. Proposed research 
will focus on evaluating the effects of vegetation and 
atmospheric variables on noise reduction; evaluating 
techniques and methodologies to rehabilitate historic 
bridges on low volume facilities; incorporating Geographic 
Information System technology in assessing environmental 
impacts; and incorporating Global Positioning System with 
field data collection. 

Research efforts will be coordinated with scientific and 
environmental experts from related resource agencies, academia, 
and private industry as well as from AASHTO and pertinent TRB 
committees to make proposed work more responsive to environmental 
needs. Efforts will be made so environmental concerns can be 
addressed efficiently as an integral part of highway planning, 
design, operation, and maintenance. 
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AUTHORIZATION/O BLIGATION LEVEL 
FY 1994 FY 1995 £HMSE 

6. Right of Wmy Rasaareh $320 $442 +$122 

BACKGROUND 

The right-of-way research program was formalized in 1989 with the 
establishment of a new Research Advisory Council, representing 
the Offices of Right-of-Way, Environment and Planning, and 
Policy. The right-of-way research program is designed to advance 
and reflect the National Transportation Policy and 
reauthorization legislation (ISTEA) by contributing to a more 
efficient administration of right-of-way technical innovation and 
its application at both management and operational levels. 

OBJECTIVES AND APPROACH 

To enhance State and local government highway agency capabilities 
in right-of-way program management, technical development and 
information sharing. 

The research effort includes studies that identify and advance 
right-of-way management methodology; right-of-way technical 
innovation; and land use control applications. 

ACCOMPLISHMENTS TO DATE fFY 1993 AND PRIORI 

Our initial research contract on Corridor Preservation is in the 
final report stage, after additional analysis was performed. 
This contract was scheduled for completion in 1992, and will be 
distributed to appropriate State and Federal offices in FY 1994 
after considerable coordination. Our follow-up contract on 
Corridor Preservation - Legal and Institutional Barriers is in 
final preparation stages, and reports will be distributed to 
appropriate State and Federal offices in the first part of 
FY 1994. A third contract on Effects of Contamination on Market 
Value of Real Estate was distributed in FY 1993. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Right-of-way research contract 64-10-4007 is in the contracts 
process for FY 1994 >o continue corridor preservation research in 
land-banking; explore non-exclusive uses of rights-of-way; 
promote effective right-of-way program management techniques; and 
expand knowledge of major legal, appraisal and acquisition issues 
affecting right-of-way programs. Under an umbrella research 
contract concept, issues will be researched as needs arise and 
funds are available. 

PLANNED ACCOMPLISHME NTS FOR FY 1995 

Planned right-of-way research in FY 1995 includes completion and 
dissemination of research studies in Corridor Preservation and 
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subsequent efforts. Additional issue areas for research will be 
based upon need, and obtained from the umbrella contract, 
particularly in technology transfer of "best practices" 
applications developed in past right-of-way research efforts. 
Additional areas may include ISTEA Enhancement provisions as they 
impact right-of-way program areas. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

7. Policy Rasaarch $6,869 $7,481 +$612 

BACKGROUND 

The Policy research program provides data, analytical tools, and 
research to enhance the Federal Highway Administration's ability 
to evaluate a broad range of program and policy options. In 1995 
policy research will address many of the short and long term 
Federal highway policy issues raised in the Intermodal Surface 
Transportation Efficiency Act (ISTEA) and will provide analytical 
tools and data needed to analyze highway program alternatives for 
the 21st century. Such critical highway policy issues as 
alternative highway financing strategies, implications of 
emerging public/private partnerships for highway construction and 
operation, implications of alternative fuels and other energy and 
environmental initiatives, the contribution of the highway 
program to economic productivity and international 
competitiveness, employment impacts of highway construction, and 
the impacts of highway network alternatives will also be 
addressed. Research to update relationships between highway and 
traffic characteristics and user costs is needed as well as the 
development of procedures to analyze alternative multimodal 
investment strategies using appropriate evaluation criteria for 
each mode. Research on highway investment requirements, highway 
system condition and performance, highway cost allocation, and 
truck size and weight policy will continue. 

OBJECTIVES AND APPROACH 

The objectives of the policy research program are to develop a 
coordinated program of research to evaluate the appropriate level 
of future Federal involvement in the highway program, to maximize 
the return on funds invested in the Federal-aid highway program, 
and to provide the information needed to evaluate policy 
alternatives. Policy research is essential for the development 
of Federal highway policies that are responsive to Federal 
interests in promoting interstate commerce and improving the 
competitiveness of domestic products in international markets. 
The ISTEA creates many opportunities for State and local highway 
agencies to apply Federal-aid highway funds and funds from the 
private sector to meet their most pressing highway improvement 
needs. Research is needed to evaluate impacts of the increased 
flexibility and new opportunities for private sector involvement 
in highway projects. Work will also focus on data needs to 
support the various management systems called for in the ISTEA. 
Research will update essential data and analytical tools required 
to evaluate such controversial issues as truck size and weight 
policy and the equitable allocation of highway costs. The 
Highway Performance Monitoring System data base and analytical 
models will be expanded and improved through the policy research 
program including needed improvements in relationships between 
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develop nultlnodal investment strategies. Other research will 
include the development of more detailed truck data for improved 
program management, better information on truck weights and 
dimensions, and more detailed information on truck movements and 
preferred routings. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR ) 

Recent accomplishments of the policy research program include 
development of a modeling system to provide an improved economic 
foundation for estimating highway investment requirements; 
analyses of impacts of truck size and weight and user fee policy 
options; development of improved methods for analyzing economic 
impacts of highway investment; refinement of methods used to 
estimate future highway user revenues accruing to the Highway 
Trust Fund; development and enhancement of systems to facilitate 
the retrieval and analysis of highway-related data; support for 
development of the census transportation planning package and the 
Nationwide Personal Transportation Study (NPTS) ; development of 
improved models to analyze highway cost allocation issues; and 
refined analysis of intermodal trucking issues. In the 
information management areas, research has helped to ensure the 
availability of efficient procedures for electronic dissemination 
of highway characteristics data, the ready accessibility of 
reliable highway information data bases, the development of 
advanced traffic data collection and interpretation technologies, 
improved congestion measurements, and computerized procedures for 
effective analyses of these data bases. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

The ISTEA includes many provisions that require both continuation 
of existing research programs and initiation of new research. 
Further, research needed to support policy development for the 
next legislative cycle must begin now if it is to provide 
substantive input. Specific policy research that is needed to 
support provisions of the ISTEA include: analysis of various 
public/private financing options that are emphasized in the 
ISTEA; analysis of the connectivity and circuity associated with 
NHS network; analysis of cost allocation implications of the new 
program structure; and policy analysis of congestion pricing 
issues and approaches. 

Policy research in FY 1994 will focus on the following specific 
areas: (1) improving tools for highway cost allocation and truck 
size and weight policy analysis, (2) interrelationships between 
highway investment and economic productivity, (3) improving 
policy analyses of emerging energy, environmental, and highway 
revenue issues, (4) highway investment and user cost 
relationships, (5) national highway network development and 
evaluation, (6) improving the management and dissemination of 
national and international data on fuels, highway investment, 
driver registration, and highway condition, performance, and 
usage; (7) Highway Performance Monitoring System data base 
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operations; (8) improving personal and commercial travel 
monitoring; (9) improving the tracking of gasoline usage; 
(10) ISTEA monitoring system support through integration of 
traffic and travel data; (11) assessing and improving the quality 
of traffic data collection devices; (12) analyzing data on 
household-based travel; and (13) developing procedures to improve 
the quality and precision of traffic data. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In FY 1995 policy research will include continuing work on 
private sector participation in highway financing; analysis of 
environmental and energy policies and trends as they affect the 
highway program and revenues; continuing work on relationships 
between highway system investment and private sector 
competitiveness; improving estimates of the highway capital 
stock; extrapolation of the effects of congestion on highway 
system productivity; improving relationships between vehicle 
operating costs and highway conditions and performance; initial 
work on the development of a multimodal investment performance 
system; refinement of truck size and weight policy models to 
prepare for new data from the upcoming Commodity Flow Survey; 
continuing analysis of household travel characteristics and 
conduct the 1995 National Personal Transportation Survey; 
improvements in travel monitoring procedures; extension of HPMS 
procedures in a microcomputer environment; demonstration of non- 
traditional traffic data collection methods and systems; 
enhancing vehicle classification on the National Highway System; 
continued integration of FHWA highway statistics with the AASHTO 
Value Added Network; conducting surveys to assess travel impacts 
of implementation of clean air and congestion mitigation actions; 
assessing the use of Interstate Fuel Tax Agreement data for 
interstate carrier fuel use data, and improvements in monitoring 
congestion in urban areas. 
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AUTHORIZATION /OBLIGATION LEVEL 
Py 1994 FY 1995 CHMSE 

8. PlanniBg R«s«aroh $4,369 $5,264 +$895 

BACKGROUND 

Very significant demands have been placed on the Planning 
Research budget by the passage of the Intemodal Surface 
Transportation Efficiency Act of 1991 (ISTEA) and the Clean Air 
Act Amendments (CAAA) of 1990. The ISTEA mandates Statewide 
Planning and requires this planning to address new requirements 
such as energy conservation, intermodal access and metropolitan 
area connectivity. Previously states were not rec[uired to meet 
these requirements. The ISTEA also mandates that states develop 
congestion management systems to help integrate data on condition 
and performance with capital and operational expenditure. 

Due to both the ISTEA and the CAAA, the planning process must 
address, both at the statewide and metropolitan levels, the 
complex processes of land use and transportation interaction, 
travel and environmental impacts of transportation decisions; 
impacts of transportation demand management and control 
strategies; the analysis of multi-modal and intermodal 
alternatives, etc. 

The full authorization level of $5 million is needed to fully and 
adequately address these issues, and to provide support to States 
and MPOs with the capability of addressing these issues. While 
this may appear to be a very large increase in the research 
program, the new requirements placed on the program by the ISTEA 
and CAAA have increased the funding needs dramatically. 

OBJECTIVES AND APPROACH 

The goal of the Planning Research Program is to develop and 
disseminate improved planning methods, congestion management 
procedures, intermodal procedures, statewide planning methods and 
an improved Highway Performance Monitoring System (HPMS) to 
assist State and local transportation agencies. 

States and MPOs look to FHWA to develop reliable and valid 
technical tools, including models and CIS aids, which can be used 
nationwide. The states will then use planning funds to collect 
local data, analyze local circumstances, and arrive at locally 
acceptable solutions using FHHA developed planning and system 
management tools. This complementary partnership ensures a 
credible, cost-effective planning process and improved 
transportation decision making to meet immediate and long term 
needs and challenges. 
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ACCOMPLISHMENTS TO DATE fFY 1993 AND PRIORI 

Transportation analysis procedures were developed to better 
support State and local transportation planning, highway 
investment analysis, and project development, intermodal, 
congestion management and statewide planning activities. These 
included: 

An analysis of the effects of urban design on demand 
management . 

A major study to improve Metropolitan Planning Methodology. 
The study focuses on improved methods to evaluate the 
impacts of capacity added by new construction and the 
effects of demand management measures on air quality. The 
study will providing a much better identification of the 
land use - transportation - air quality interactions and 
improved methods of forecasting these interactions. The 
study will run four to five years. The following projects 
were initiated under this study: 

- An open competition to identify alternative methods of 
travel forecasting, and a synthesis of these methods 
into an overall design for new models. 

- Initial funding to the Los Alamos National Laboratories 
for the TRANSIMS project to teOce a completely new look 
at forecasting methods and to begin the implementation 
of new methods. 

- Funding, in cooperation with EPA and private sources, 
to examine the potential of revised land use patterns 
and urban design to reduce the need for new highways. 

Began projects to develop areawide congestion measures and 
to develop a prototype congestion management system. This is 
part of the congestion management requirement in the ISTEA. 

Held workshops and provided training on intermodal planning, 
began intermodal feasibility studies. .,. . , ... . 

Taught courses on methods of statewide planning as required 
by the ISTEA, developed case studies to address the ISTEA 
requirements of statewide planning. 

Development of new vehicle speed computation methods and new 
traffic flow data bases to support the HPMS system. 

GIS related research to update the National Highway Planning 
Network, digitize the adjusted Federal Aid Urban Boundaries, 
and incorporate the States' Linear Referencing System. 
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PLANNED ACCOMPLISHMENTS FOR FY 1994 

1) Matropolitan Planning Msthodology - This multl year 
study will continue, including: a meeting of a review 
panel to insure that the study addresses local needs 
and advances the state of the art, continuation of the 
Los Alamos National Labs TRANSIMS project, a major 
study of equilibrium issues in the travel forecasting 
process, the development of trip generation models 
which are sensitive to congestion and a major outreach 
effort to disseminate the results to date. This effort 
will develop a better understanding of the 
interrelationships of land use, transportation and air 
quality, 

2) Statewida Transportation Planning - Technical support 
to implement the statewide planning requirements of the 
ISTEA. Guidance, technical assistance and training will 
be provided to State Highway agencies. Development of 
short term and long term best practices in statewide 
planning. 

3) Congestion Management - Follow-up the congestion 
management state-of-the practice synthesis project to 
develop specific case studies from model Congestion 
Management Systems (CMS) . Examine GIS applications for 
management systems and work with State and local 
agencies to secure data sets for demonstrating 
potential CMS applications. Examine and define the 
linkages between CMS, the planning processes, and other 
management systems. Develop a congestion video. Hold a 
series of seminars to provide a forum for MPO's, 
transit providers, and States to share experiences with 
congestion management. Sponsor a national conference on 
congestion and intermodal management. 

4) Intermodal Planning - Continue studies to determine the 
effectiveness of intermodal transfer facilities, 
prepare case studies to examine the effectiveness of 
individual facilities. In coordination with the Federal 
Aviation Administration, develop an Airport Access 
Planning Guide. 

5) Highway Performance Monitoring System - Research under 
this area includes development of congestion measures 
for the Highway Performance Monitoring System (HPMS) ; 
identification and analysis of highway system 
bottlenecks including basic research into their 
operational characteristics; implementing HPMS 
capabilities within Geographic Information Systems 
(GIS) ; development of economic based forecasts for 
total truck ADT and truck weight; upgrading HPMS 
analytical tools to respond to air quality, urban 
growth, network expansion, traffic diversion, peak hour 
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spreading, vehicle operating cost, national traffic 
forecasts and other policy issues; integrating the HPMS 
data base with the National Highway Planning Network; 
development of procedures to provide seasonally 
adjusted route specific truck volumes for the States' 
pavement management systems. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

The FY 1995 research program will target the following areas: 

1) Matropolitan Planning Methodology - In 1995 this multi- 
year study will continue. During this year there will 
be expenditures on data collection, including 
behavioral data and land use data. Initial testing of 
the new procedures will also begin. There will also be 
continued development of the TKANSIMS project and 
preliminary field testing of new techniques. These 
projects will provide, as a byproduct, a better 
understanding of the land use/urban 

development/ transportation interface. 

2) Statewide Transportation Planning - Identify good 
planning practices and procedures, support conferences, 
further develop training packages, and develop process 
and procedural manuals. These efforts will support and 
promote effective statewide planning as required by the 
ISTEA. Air quality and intermodal issues will be 
addressed. Efforts will address policy issues, 
analytical techniques and administrative procedures 
necessary to perform planning effectively. 

3) Congestion Management - Using what was learned from the 
areawide congestion measures and prototype management 

".J systems projects, develop intermediate analysis methods 

to facilitate bridging the existing gaps between 
macroscopic travel demand models and microscopic 
traffic operations models. Develop and promote CMS 
prototypes which use GIS representations. Continue to 
develop training and provide outreach through 
conferences and workshops. 

4) Intermodal Planning - Further develop measures of 
intermodal effectiveness and intermodal performance 
measures, measures will include both freight and 
passenger, evaluate effectiveness of intermodal 
transportation in international competition. 

5) Highway Performance Monitoring System - Continue to 
improve the HPMS analytical process and the development 
and implementation of GIS tools. 



109 



497 



NEED FOR RESEARCH 

The following documents the need for the research projects 
described above: 

1) Metropolitan Plaiming Methodology - The CAAA placed the 
burden of improving air quality on mobile sources 
(automobiles primarily) . It requires that areas which 
have not attained air quality standards implement 
measures to reduce automobile travel. In support of 
this, it is essential to determine what the impact of 
new transportation infrastructure and of demand 
management initiatives will be on travel behavior, and 
to be able to forecast this impact. Further, a lawsuit 
halted the portions of the Transportation program in 
the San Francisco area for approximately one year. The 
basis of the lawsuit was that existing travel models 
were not adequate to forecast the effects of new 
infrastructure on travel. 

The research will focus on both short term 
projects to meet immediate requirements and longer term 
efforts to provide better understanding of travel and 
the travel forecasting process. 

2) Statewide Transportation Planning - The ISTEA requires 
all states to set up statewide planning procedures. 
Research is essential to determine proper analytical 
procedures for states to use as well as administrative 
procedures to insure that the planning can be done in 
an effective environment. 

3) Congestion Management - The ISTEA requires all states 
and metropolitan areas over 200,000 in population to 
establish congestion management systems. Research in 
congestion management is essential to define methods of 
measuring and monitoring congestion, provide analytical 
techniques to define and evaluate congestion management 
measures, and to provide for methods to evaluate 
congestion management strategies. 

4) Intermodal Planning - The ISTEA requires that each 
state implement a statewide intermodal planning 
process. Government agencies are required to give more 
attention to intermodal coordination. To support this 
requirement in the ISTEA, an intermodal research 
program is essential. The program will cover case 
studies of intermodal cooperation and effectiveness, 
methods of analyzing and forecasting intermodal 
efficiency, and institutional arrangement making for 
effective intermodal coordination. The results of this 
research will be used by the Federal, state and local 
governments in intermodal planning procedures. 
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5) Highway Parfomancs Monitoring Systaa - Recent advances 
in analytical methodologies and computer technology 
offer tremendous opportunity to improve the way in 
which transportation planning activities are conducted 
at both the urban and statewide level. Applications 
research to take advantage of this advancing technology 
and to develop implementation strategies is critical to 
improving the support of the transportation planning 
process at the Federal, State and local levels. 
Research will focus on areas such as improved data 
collection procedures, improved analytical methods, 
developing and applying GIS, integrated highway 
information, and other systems to better satisfy the 
information needs of highway organizations. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 gHANgE 

9. Motor Carriar Research $5,345 $8,804 +$3,459 

BACKGROUND 

FHWA's motor carrier research program was developed in response 
to the need for an expanded, coordinated and comprehensive 
commercial vehicle research effort to ensure the safe operation 
of commercial motor vehicles on the Nation's highways. The 
program relies heavily on interaction with, and suggestions from, 
the motor carrier industry, associations, the Congress, all parts 
of the FHWA, Office of Motor Carrier (OMC) headquarters and field 
offices, and other modal administrations within the Department of 
Transportation to ensure that proposed research is unique, 
relevant and timely. The projects chosen for the program 
represent only the highest priorities identified through 
coordination with these groups. 

OBJECTIVES AND APPROACH 

The objectives and approach of the program are reflected in the 
FHWA's 5-Year Motor Carrier Research and Development Plan 
submitted to Congress in 1993. The primary mission of the motor 
carrier program is to improve safety. While the number of motor 
carrier accidents and fatalities has fallen in the past decade, 
the level is still unacceptably high. 

The motor carrier research program encompasses a comprehensive 
program aimed at reducing deaths and injuries involving 
commercial motor vehicles. It addresses driver performance by 
examining: knowledge about the physical and mental demands 
placed on commercial drivers; medical qualification requirements 
and procedures; and driver training and education. Also, the 
program supports: accident data collection and analysis; 
hazardous material cargo movements; compliance and enforcement 
strategies; and regulatory guidelines. In addition, research 
focuses on improving the industry's operations by streamlining 
reporting and recordkeeping requirements. 

The 5-Year research plan is defined by nine major objectives: 

• Continue to enhance safety by reducing the number of motor 
carrier accidents, fatalities, and hazardous materials 
incidents. 

• Achieve greater participation from the States in motor 
carrier compliance and enforcement activities, while 
increasing their operational efficiency. 

• Ensure that the current high level of motor carrier 
productivity is maintained at lower cost. 
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• Lower the motor carrier industry's operations costs through 
more selective and efficient inspections, and by simplifying 
State registration, taxation and hazardous materials 
regulations. 

• Ensure the medical fitness of all drivers and allow the 
physically challenged, who have been evaluated and proven to 
be safe drivers, to become productive members of the motor 
carrier industry. 

• Ensure that Federal and State motor carrier regulations are 
less burdensome, more uniform, and justified through 
comprehensive cost-benefit analysis. 

• Provide Congress, the States, and the motor carrier industry 
with well-defined and supported research and development 
programs and priorities. 

• Foster a partnership in research and development with other 
Federal and State organizations, the motor carrier industry, 
and the public. 

• Rapidly incorporate advanced technologies and clean air 
initiatives into the mainstream of motor carrier operations, 
their Federal agencies, the motor carrier industry, and the 
public domain. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Some of the highlights and planned accomplishments of the $5,345 
million FY 1994 research program include: 

• Obtaining scientific data on the commercial driver's ability 
to remain alert in a variety of driving situations. 

• Evaluating critical driver medical requirements for change 
in light of recent medical findings. 

• Evaluating and disseminating information on new, innovative 
technologies for evaluating driver f itness-for-duty and 
safely stopping commercial vehicles. 

• Improving enforcement of carrier compliance with vehicle 
weight provisions. 

FY 1995 RESEARCH PROGRAM 

The FHWA motor carrier research program proposed for FY 1995 
totals $8,804 million. This program is designed to accomplish 
the objectives outlined in the 5 year research plan submitted to 
Congress. The majority of the $8,804 million program will 
sustain the level of continuing research initiated in FY 1994 or 
before. 
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As in FY 1994, the motor carrier research program consists of 
seven distinct categories. The following discussion provides a 
description, estimated funding levels, and justification for each 
category. 

Z. COMMERCIAL DRIVER PROFICIENCY $2,075,000 

Reducing accidents remains the most important motor carrier 
research area. To improve driver safety, the driver proficiency 
category is researching human factor issues such as: fatigue and 
alertness; medical qualifications; reliance on controlled 
substances; driver knowledge, skills and testing; and driver 
proficiency. New testing methodologies and technologies, the 
latest medical knowledge, and innovative and economical training 
methods will be evaluated and, as appropriate, promoted to assure 
that vehicle operators drivers are better qualified and drive 
safer. 

Driver Fatigue 

During the past several years, the FHWA has collected and 
analyzed baseline data on driver alertness and performance in 
representative motor carrier operations. During FY 1995, 
research will continue to examine the special fatigue and stress 
factors associated with longer combination vehicle (LCV) 
operations, as well as impact of the loading and unloading on 
driver alertness. Research on commercial driver rest and 
recovery needs will enter its final year of work. The results of 
cooperative research with the American Trucking Associations 
(ATA) on f itness-for-duty testing and older commercial driver 
performance needs also will be concluding. 

The expected results of driver fatigue research include: 

• Scientific determination of the cost and practicality of 
various hours-of-service scenarios for motor carriers and 
operators. 

• Revised hours-of-service regulations. 

• Identification of effective technologies to determine driver 
fitness to operate a commercial vehicle. 

• A determination of the needs of older commercial drivers, 
with recommendations for action to be taken (e.g., 
administrative, educational, technological) to assure safe 
operation of commercial vehicles. 

Medical Qualifications 

Assuring all commercial motor vehicle operators are medically 
qualified is also an important means to towards improving motor 
carrier safety. FHWA regulations standards must reflect medical 
advances and ensure drivers are properly and uniformly examined 
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for medical problems. The latest technologies must be applied to 
detect impairment caused by alcohol and controlled substance 
abuse . 

In FY 1995, the results of the first phase of research on the 
problem of sleep apnea among commercial drivers will be 
concluded. Major work on interstate commercial waivers for 
diabetic, epileptic, and hearing and vision-handicapped drivers 
will continue. Also continuing will be the project supporting 
the Motor Carrier medical advisory board. New research will 
begin to implement successfully piloted. State-based programs to 
medically certify commercial motor vehicle operators. 

The anticipated results of this research will enable the FHWA to: 

• Help drivers identify their sleep problems and deal 
effectively with them to sustain their driving performance. 

• Generate medical regulations that more accurately reflect 
the task rec[uirements of drivers and apply the most up-to- 
date information on certain medical conditions. 

• State assumption of medical certifications, and the ability 
to perform them in a uniform manner, as part of the 
commercial driver's licensing and certification process. 

• Update medical standards to assess driver qualifications. 

Driver Training 

Driver performance can be improved through better training and 
technology. In FY 1995, a long-awaited assessment of the 
effectiveness and benefit of implementing the Commercial Driver's 
License program will begin. Motor carrier research will begin to 
assess the feasibility of simulator usage for driver training, 
testing and licensing. 

The expected results of driver training research include: 

• Assessment of various simulator technologies for testing, 
training and/or licensing commercial driver performance and 
impairment. 

• More effectively trained drivers, using more efficient and 
effective training techniques and improved technologies. 

Motor Coach Drivers 

FHWA will begin assessing the competency standards needed to 
determine motor coach driver proficiency. FHWA will also 
commence research to develop a preventative maintenance model for 
buses . 
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This research will result in performance criteria that bus 
companies may use to effectively judge the competency of their 
drivers and ensure better trained motor coach drivers. It also 
will lead to recommended motor coach maintenance practices and 
procedures . 

IX. COMMERCIAL VEHICLES SAFETY AMD PERFORMANCE $1,000,000 

Research will support new improvements and procedures to ensure 
the safe operation of all commercial vehicles and their 
respective vehicle systems. Cooperative research will be nearing 
completion with the ATA on heavy truck breJce system needs. 
Cooperative research on cargo securement standards with Ontario 
will continue. 

In FY 1995, the OMC will undertake new research aimed at ensuring 
tractor-trailer brake system compatibility by improving 
inspectors' knowledge and the technologies to detect 
compatibility problems. Cooperative research with NHTSA will 
begin to assess the performance of new brake systems 
technologies, drawing on that currently being performed by the 
Sandia National Laboratory. Research on maintenance and 
inspection procedures for alternatively fuel vehicles will begin. 

The expected results from this vehicle research include: 

• Determination of the significant problems associated with, 
and needed improvements to, brake system maintenance and 
training, and adherence to standard. 

• Inspection procedures for assuring compatible truck-trailer 
braking systems. 

• Effective maintenance and inspection standards for 
alternatively fueled vehicles to ensure their safe fueling 
and operation. 

• Determination of innovative, more effective brake system 
technologies. 

• Improved cargo securement standards. 

III. MOTOR VEHICLE SAFETY ANALYSIS AND INFORMATION $2,327,000 

Included in FHWA's research goals are the improvement of the 
efficiency of Federal motor carrier information systems, so that 
they may contribute to increased motor carrier compliance and 
safety. Research is aimed at improving the Motor Carrier 
Management Information System (MCMIS) , the quality of MCMIS data, 
and the usefulness of the data to FHWA and the States. 

Research will continue to support timely and accurate collection, 
analysis and dissemination of industry-related information, as 
well as provide technical support to field staff collecting the 
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information. Studies will continue to identify and evaluate 
practical alternatives to the annual carrier census file update, 
automate the FHHA's regulations and interpretations systems, and 
enhance the SAFETYNET program. In addition, research to 
determine if there is a significant difference between convention 
and multi-trailered, longer-combination-vehicles' accident rates 
will continue. 

Significant new research will evaluate the cost-effectiveness of 
on-board recorders in analyzing commercial vehicle accidents, 
with the goal of determining if this equipment can help 
enforcement officials to better pinpoint the causes of accidents. 

The anticipated results from this information systems research 
include: 

• A more accurate, efficient and responsive MCMIS, better able 
to target FHWA and State resources and activities to the 
highest risk carriers, drivers, vehicles and cargoes. 

• Efficient census reporting. 

• Accurate accident determinations and accident data. 

IV. REGULATORY COMPLIANCE AND ENFORCEMENT $1,575,000 

The FHWA will research new means and technologies to efficiently 
apply resources toward increasing compliance and reducing carrier 
reporting and recordkeeping requirements. Support for hazardous 
material education and technical assistance activities will 
continue, as will evaluating the performance of cargo tank 
equipment. 

Beginning in FY 1995, a number of important new hazardous 
material studies will assess: the feasibility of establishing 
performance standards for auxiliary haz mat containers; the 
frequency and scope of haz mat substance releases; and the 
current haz mat information systems in the Department to 
determine needed improvements. Because of their possible impact 
on motor carrier hours-of -service compliance, commercial shippers 
and receivers will be evaluated for the scheduling demands they 
place on carriers. 

In the area of vehicle inspection technologies, evaluations will 
begin in FY 1995 of new brake test technologies and methods to 
help States verify compliance with out-of -service orders. 

The anticipated results of this research will include: 

• Device (s) to perform on-board assessments of vehicle weight. 

• Determination of shipper and receiver's role and impact on 
driver hours-of -service violations. 
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• RecoBunendations concerning the safe handling, packaging and 
accuracy of information on haz mat movements. 

• Report to States on innovative brake testing technologies 
and innovative methods to verify out-of-service orders. 

V. REOOLATORY REFORM $ 500,000 

In 1992 FHWA began a zero-based review of its safety regulations 
in order to provide effective, understandable, simple and 
enforceable regulations to improve highway and motor carrier 
safety. In FY 1995, research will continue on Phase II of the 
zero-base effort to establish procedures and define issues 
associated with creating the per forma nee -based regulations. 

The expected results of this research are performance-based 
standards for key motor carrier safety regulations that: focus 
on those areas of enforcement and compliance which are most 
effective in reducing motor carrier accidents; reduce motor 
carrier compliance costs; encourage innovation by Federal, State 
and industry officials; clearly and succinctly describe what is 
required of carriers and drivers; and facilitate enforcement by 
Federal and State officials. 

VI. HOTOR CARRIER INDUSTRY ECONOMIC HEALTH $ 827,000 

The National Transportation Policy calls for increasing the 
uniformity of regulations among the States and fostering 
intermodalism, while realizing the need for productivity 
improvements. Research will continue to foster uniformity in 
carrier registration and taxation, and evaluate technologies to 
facilitate carrier recordkeeping and reporting. 

The anticipated results of this research include: 

• Fewer vehicle stops for inspection, compliance, and 
verification. 

• Enhanced motor carrier recordkeeping and reporting. 

• More productive vehicle registration and taxation compliance 
procedures. ^ 

VII. ADVANCED TECHNOLOGY $500,000 

Research in this category focuses on the advanced technologies 
relating to future highways and vehicles emanating from 
contemporary research activities by public and private agencies. 
For example, this research will evaluate and help educate the 
industry on selected technologies derived from IVHS activities. 
In FY 1995, participation will begin in the on-going development 
and evaluation of these emerging technologies. The anticipated 
result of this research will be: 
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New technologies to improve motor carrier industry safety 
and productivity. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

B. INTELLIGENT VEHICLE HIGHWAY 

SYSTEMS $90,300 $165,810 +$75,510 

BACKGROUND 

The goal of the national IVHS program is to provide improved 
safety, mobility, driver convenience, energy efficiency, and 
environmental quality for the highway transportation system 
through the development and application of advanced vehicle — 
highway technologies. Benefits achieved through use of IVHS 
technologies flow to both travellers and companies which use the 
transportation system. 

The FHWA works closely with a wide range of participants in the 
national IVHS program, including other Federal agencies. State 
and local governments, the private sector, universities, and 
associations. The Intelligent Vehicle Highway Society of 
America, or IVHS AMERICA, was established in 1990 as a non-profit 
scientific and educational society to represent the diverse 
entities that are working together with the Department as 
partners to advance the national IVHS program. IVHS AMERICA is 
also chartered as a utilized Federal advisory committee to the 
U.S. DOT to help plan, promote, and coordinate the development 
and deployment of IVHS in the United States. 

Congress has supported the development of IVHS with appropriated 
General Operating Expenses (GOE) funds for FHWA in FYs 1991, 
1992, 1993, and 1994. In addition, the ISTEA contains the 
Intelligent Vehicle Highway Systems Act of 1991 as Part B of 
Title VI. This Act established a contract authority program for 
IVHS activities of $94 million in FY 1992 and $113 million per 
year in FYs 1993 through 1997. The comprehensive FHWA IVHS 
program is designed to utilize funds from both categories to 
implement the provisions of the ISTEA and support advancement of 
IVHS program goals and objectives. 

The ISTEA funds support a broad range of operational tests, the 
IVHS Corridors Program, early deployment studies, and other IVHS 
activities. The ISTEA funds also support critical, cross-cutting 
activities, such as the development of an open, national IVHS 
system architecture that is required to achieve and preserve 
nationwide compatibility of IVHS systems. The GOE funding 
support is necessary to supplement ISTEA-provided resources and 
will be directed primarily towards research and development 
projects, program support, technology transfer, and institutional 
issues activities. 

These funds will be used to accelerate several areas of the 
program, including research and development and operational 
tests, the establishment of an IVHS commercial vehicle network, 
the automated highway system, and to form partnerships with the 
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defense and space industries to accelerate the transfer of their 
technologies to IVHS applications. These activities are further 
explained in the following sections. 

FY 1995 program activities will be guided by the National IVHS 
Program Plan now under development cooperatively with others in 
the public and private sectors, including IVHS AMERICA. The 
National IVHS Program Plan will describe the research, 
development, testing and support activities that need to occur to 
reach the point of deployment for a set of IVHS user services. 
It will contain a system integration plan that will describe how 
national compatibility will be achieved. It will contain a 
deployment plan that will describe what needs to occur to deploy 
IVHS, and progress towards deployment. It will also detail 
activities aimed at supporting deployment, for example, outreach 
and technology transfer activities. Finally, it will provide 
for program assessment. The Plan will show how Federal 
activities relate to other initiatives in the private sector and 
other government programs. A first working draft of the Plan was 
completed in October 1993. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

1. Research t Development 

Program $28,000 $38,510 +$10,510 

BACKGROUND 

Research and development (R&D) efforts are an integral part of 
the national IVHS program, providing products which can be 
incorporated with existing components for IVHS operational tests. 
The RScD program is organized administratively by grouping user 
services into four categories: 

• Advanced Traffic Management Systems (ATMS) address 
improvements in traffic surveillance, data analysis, traffic 
signal control, and freeway management. 

• Advanced Traveller Information Systems (ATIS) provide pre-trip 
and in-vehicle information on routings, traffic conditions, 
hazards, and services. 

• Commercial Vehicle Operations (CVO) addresses opportunities to 
reduce regulatory burden and increase safety for commercial 
vehicles. In recognition of the unique characteristics of 
this transportation segment, prototype system development has 
been established as a separate budget category (Category 3) . 

• Advanced Vehicle Control Systems (AVCS) will provide major 
breakthroughs in transportation safety, capacity and 
productivity. Although NHTSA is responsible for the early 
phases of AVCS, FHWA has responsibility under ISTEA for the 
fully deployed Automated Highway System (AHS) (see budget 
Category 4) , 

The FY 1995 program will continue valuable existing R&D projects 
that have already started and initiate new projects within the 
framework of the National IVHS Program Plan. Funding will be 
used to accelerate critical R&D efforts that will support earlier 
deployment of IVHS products and services. Purchase of these 
products and services by individual consumers and public agencies 
will help to stimulate the economy and result in earlier accrual 
of public benefits. 

OBJECTIVES AND APPROACH 

The objective of the IVHS R&D program is to develop and explore 
system concepts for solving surface transportation problems and 
meeting user needs. The R&D program examines available and 
emerging enabling technologies, and the potential costs and 
benefits of different system concepts and technologies. The 
latter includes evaluations of operational test projects. 

The R&D portions of the IVHS program are carried out through a 
variety of Federal contracting procedures and interagency 
agreements. Innovative procedures such as consortia 
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partnerships, broad agency announcements and agreements with 
Federal laboratories are used where appropriate. 

ACCOMPLISHMENTS TO DATE fFY 1993 AND PRIORI 

Significant projects in the ATMS, ATIS, CVO, and AVCS categories 
were initiated in FY 1993 and prior years. ATMS highlights 
included development of traffic signal control strategies which 
dynamically adapt to changing traffic conditions and better 
analytic tools for fuel consumption and emissions calculations. 
Work was completed on development of: tools that optimize 
control of traffic in integrated networks of freeways and 
arterial streets; multi-modal transportation management 
strategies; and, a freeway traffic simulation model which is now 
being used by practitioners. 

ATIS results included evaluation of PATHFINDER and data 
collection for the TravTek operational tests, development of 
first generation human factors guidelines for in-vehicle displays 
and controls, and development of preliminary requirements for 
land mobile radio navigation with emphasis on GPS. Other 
projects initiated included continued evaluation of human factors 
aspects of in-vehicle traveller information devices, development 
of a conceptual design for ATIS in rural and small urban areas, 
establishment of capabilities for examining alternative 
communication technologies and the electronic compatibility of 
in-vehicle systems, development of an identification scheme for 
roadway links in digital data bases for traffic and navigation 
systems, and development of system concepts for advanced work 
zone and adverse visibility warning and control systems. 

CVO work included development of commercial vehicle on-board 
computer requirements; requirements for automated CVO licensing, 
permitting, and safety systems; and determination of the 
feasibility of commercial vehicle safety systems. Projects were 
initiated to develop a conceptual system addressing fleet 
management and information needs and to explore and recommend an 
AVI standard for a national IVHS commercial vehicle network. 

Work under AVCS has included radar-based obstacle detection / 
crash avoidance testing, early work in automated control, and 
establishment of a capability for examining the infrastructure 
needs and traffic impacts of these systems. 

In addition, other efforts were initiated which crosscut the IVHS 
user services. These included: initiation of a capability to 
provide support to either or both DOT and operational test 
partners in the formal evaluation of operational tests; and a 
program, administered by the Transportation Research Board, to 
provide grants for development of innovative IVHS concepts (IVHS 
IDEAS) . 
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PLANNED ACCOMPLISHMENTS FOR FY 1994 

In addition to continuation of funding for many ongoing projects, 
ATMS R&D efforts are being initiated in areas such as development 
of freeway incident detection techniques, development of 
alternative real-time traffic adaptive control strategies, and 
development of a dynamic traffic assignment model which will 
enable traffic managers to optimally distribute traffic over a 
network in response to changed traffic conditions. The 
effectiveness of alternative surveillance technologies will be 
determined. 

ATIS efforts include further assessment of communications 
technologies to determine their IVHS potential, including 
analysis of data rate and bandwidth requirements and the 
potential of the emerging National Information Infrastructure; 
development of design considerations to accommodate 
electromagnetic compatibility; development and assessment of in- 
vehicle signing concepts; and completion of the evaluation of 
TravTek. Examination of the need for a differential GPS (DGPS) 
national system for in-vehicle navigation systems will continue 
in the context of an examination of user requirements for the 
entire Federal civilian sector. A new study will analyze the 
criteria and decision processes used by travelers when choosing 
departure times, selecting routes and rerouting when encountering 
traffic congestion. 

CVO-related efforts include development of: systems to remotely 
inspect or aid in the safety inspection of key commercial vehicle 
components; systems to improve the safety of hazardous materials 
shipments; and system design concepts for a national IVHS truck 
network that would allow trucks to pass unimpeded on our nations 
highways while their weight, credentials, and safety were checked 
at mainline speeds. 

AVCS efforts, aside from those associated with AHS, will be 
limited to continuing examination of the infrastructure needs and 
traffic effects of proposed systems. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

R&D projects in FY 1995 will be guided by the National IVHS 
Program Plan. Proposed work for FY 1995 funding will include 
initiation of a number of projects in the ATMS area such as 
development and testing of new detection technologies and traffic 
surveillance systems; integration of simulation, analysis, and 
control software, including integration of real-time traffic 
control with travel forecasting models; and application of 
advanced computation and display techniques such as parallel 
processing, real-time operating systems, and virtual reality to 
traffic management center operations. 

ATIS efforts will include continued evaluation of advanced, 
alternative communications systems through prototyping and 
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testing, continued development of design considerations to assure 
electromagnetic compatibility, and continued development of in- 
vehicle signing concepts. Work will be undertaken in cooperation 
with the private sector, the Federal civilian sector, and 
state/ local governments, to define an approach for implementation 
of a national Differential Global Positioning System network for 
land mobile navigation as well as other (non-IVHS) civilian uses. 
New projects may include the development of integrated rural IVHS 
system concepts, including ATIS and CVO user services. 

New CVO projects may include the initiation of the development of 
real-time commercial fleet management systems, in cooperation 
with the private sector. Work will be completed on development 
of systems to automate the truck safety inspection process, 
systems to improve the safety of hazardous materials shipments, 
and system design concepts for the national IVHS truck network. 

A crosscutting study in human factors will address human factors 
issues related to systems which enhance visibility under adverse 
conditions. Formal evaluations of operational tests will also 
continue in 1995. 

The increase in funding will be used to accelerate R&D projects 
which will help bring IVHS products and services to the 
marketplace more rapidly, consistent with the National IVHS 
Program Plan. Seven million dollars of this money in FY 1994 and 
$10 million in FY 1995 will be provided to NHTSA to conduct 
evaluations of the safety aspects of IVHS systems and to develop 
performance specifications for collision avoidance systems, many 
of which are critical for the automated highway system. Examples 
of the R&D efforts which will be accelerated include development 
of: in-vehicle information and safety warning systems that are 
sufficiently intelligent to limit messages to those pertinent to 
the specific individual's trip; and further development of "smart 
card" systems that would have the capacity for multiple 
functions, allowing the user to access both transportation and 
commercial services with a single card. 

Also supported would be research by NHTSA on the requirements of 
collision avoidance systems that would accelerate development of 
commercial technologies to mitigate various types of accidents, 
and vehicle performance monitoring systems that would alert the 
driver to potentially dangerous malfunctions before an accident 
or breakdown occurs . 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

2. IVH8 Operational Tests $15,000 $30,000 +$15,000 

BACKGROUND 

A key element of the national IVHS program is operational testing 
targeted towards bridging the gap between IVHS R&D activities and 
full-scale deployment of proven technologies. Operational tests 
evaluate one or more new technologies, system concepts, 
institutional and financial arrangements in a real world highway 
environment under live transportation conditions. Numerous IVHS 
tests are already underway using funding from the ISTEA. 

Operational tests are conducted as partnerships between the 
public and private sectors, with the partners sharing in both the 
technical and financial aspects of the project. The partnerships 
formed to conduct these tests help accelerate deployment of IVHS 
services and provide the private sector partners with a 
competitive edge in the global IVHS marketplace. 

OBJECTIVES AND APPROACH 

The objectives of operational tests are to gain an understanding 
of user acceptance of IVHS services, thereby helping to better 
define user requirements. Operational tests identify acceptable 
system concepts and institutional arrangements for providing user 
services and acceptable enabling technologies for accomplishing 
the services. Cost and benefit data is obtained through formal 
evaluations. 

Operational tests will be conducted both as part of a 
comprehensive corridor approach within the four designated IVHS 
Priority Corridors and as individual project initiatives. Within 
the Priority Corridor sites, operational test projects will be 
negotiated each year, based on the plans of the corridor as well 
as the national interest in advancing the IVHS program. 
Additional operational tests in other locations will be solicited 
to fulfill program needs. 

The FHWA will be guided by the National IVHS Program Plan in 
determining operational test needs. The selection of proposed 
project partnerships for these tests will be guided by criteria 
which emphasize the project's potential contributions to 
advancing the national IVHS program and the probability of 
success for the technical and/or institutional aspects of the 
project. Uniform guidelines for evaluating the safety and 
operational impacts of IVHS systems and technologies during the 
operational tests will assist in making decisions on deployment 
and ensuring that public benefits are being achieved. 
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ACCOMPLISHMENTS TO DATE fFY 1993 AND PRIOR) 

Numerous IVHS operational tests have been initiated through 
FY 1993 using funding from the ISTEA and other sources. Among 
these are the TravTek project in Orlando, Florida, the ADVANCE 
project in Chicago, the HELP/Crescent commercial vehicle corridor 
along the west coast, and the TravelAid project along a hazardous 
rural interstate in Washington. Results from these early tests 
are already contributing to the knowledge and experience needed 
to advance the IVHS program. 

Based on responses to an open solicitation for proposals during 
1992, 16 new operational test proposals were selected for FY 1993 
support. These operational tests will evaluate IVHS systems and 
technologies such as spread spectrum radio technology, a dynamic 
truck speed warning system, an on-board computer system to 
automate mileage and other recordkeeping for commercial vehicles, 
and a system to warn drivers of low visibility in rural areas. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

ISTEA funding will continue to be the primary source for FHWA 
support for new operational test initiatives. Several projects 
established during 1993 and prior years will continue to be 
supported. Funding will be used to supplement existing ISTEA 
resources, allowing expanded efforts to expeditiously meet 
program needs. Expanded operational testing activities will also 
promote a significant commitment to IVHS, among both the public 
and private sector, that is crucial for early and successful 
deployment of commercial IVHS products and systems. 

New operational test projects in 1994 will include testing of 
emergency notification and personal security systems, automated 
roadside safety inspections and commercial vehicle administrative 
processes, travel demand management strategies, en-route driver 
advisory and traveler services information, and personalized 
public transit and public travel security. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Increased funding in 1995 will continue to allow FHWA to maintain 
an adequate level of support for new and continuing operational 
tests. Additional operational test needs will be identified 
based on the initial version of the National IVHS Program Plan 
and the anticipated availability of new R&D products, such as 
adaptive traffic control strategies, incident detection and 
management techniques, and rural traveler information systems. 

It is proposed that an additional $15 million be invested in IVHS 
operational tests and supporting research to further defense 
technology conversion objectives and achieve IVHS program 
objectives in areas such as public transportation, commercial 
vehicle operations, hazard warning and emergency notification 
systems, advanced vehicle safety systems, and traffic management 
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applications. Cooperative efforts with the Department of Defense 
and the National Laboratories to more proactively identify 
potential advanced technology applications would be included. 
Also included would be sponsorship of research studies that would 
effectively take advantage of using the operational test projects 
to examine issues such as user response and technology 
performance in an operating environment. 

Essentially, the only funds available to support the FY 1994 
operational test solicitation process are those made available by 
last year's budget increase. This falls short of what could be 
effectively invested to address operational testing needs in all 
IVHS program areas being identified in the National Program Plan. 
For example, approximately 60 proposals in response to the 
FY 1994 solicitation have been received seeking over $100 million 
in Federal partnering funds. Only 15-2 0% of the proposals 
received will be supported with the funds available. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

3. Commercial Vehicle 

Operations $10,000 $10,000 — 

BACKGROUND 

The safe, efficient operation of commercial vehicles is crucial 
to the economy of the nation. The goal of the commercial vehicle 
operations (CVO) portion of the IVHS program is for trucks to 
travel like cars in this country, without having to stop in each 
State for weight, credential or safety inspections. Instead, 
these items will be checked by advanced technologies as the truck 
moves down the highway at prevailing speeds. This will lead to 
more efficient movement of goods and increases in productivity 
for the motor carrier industry. 

OBJECTIVE AND APPROACH 

The objective of the CVO element of the IVHS program is to use 
advanced technologies to increase the efficiency of commercial 
vehicle operations; reduce the motorfreight paperwork burden 
associated with the issuance of State credentials, the recording 
of mileage for fuel tax apportionment, and the monitoring of size 
and weight compliance; and improve the screening and safety 
inspection process through real-time vehicle and driver 
monitoring systems. Several projects in the CVO area are already 
underway using funding from the ISTEA. Funding would bring these 
projects together to begin to form a national commercial vehicle 
network. These additional funds would rapidly advance the 
commercial vehicle portion of the IVHS program, providing 
significant safety and productivity gains for the motor carrier 
industry. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIORI 

The HELP/Crescent was initiated in FY 1991 using funding from GOE 
and, in FY 1992 and 1993, the ISTEA. HELP/Crescent is a 
partnership between several States and the motor carrier industry 
featuring instrumented trucks and weigh stations operating along 
a corridor from Texas to British Columbia. Advantage 1-75 is 
another major CVO operational test initiated using ISTEA funding. 
The project is a multi-state partnership of both public agencies 
and motor carrier interests along the Interstate 75 corridor from 
Florida to Michigan and the Highway 401 corridor in Ontario, 
Canada. Both projects will enable legal trucks to bypass weigh 
stations and ports of entry, saving millions of dollars annually 
for the trucking industry by eliminating unnecessary stops and 
delays. The newest initiative is the I-80/National Commercial 
Vehicle Program. The 1-80 program will include the States from 
California to New York and bring the other projects together to 
form the beginnings of an electronic information network for 
commercial vehicles. 
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PIANNED ACCOMPLISHMENTS FOR FY 1994 

Funding will be used to greatly accelerate the CVO Program. The 
major activity to be supported with FY 1994 funds will be to 
initiate development of and build consensus for the requirements, 
system design, and technical guidelines and standards for a 
National IVHS Commercial Vehicle Network. Support for follow-on 
work to implement the recommendations of the CVO institutional 
studies will be provided. Operational tests of CVO services to 
be provided in the national network will also be conducted. 

PIANNED ACCOMPLISHMENTS FOR FY 1995 

Work on national standards for the National Commercial Vehicle 
Program will continue. All cotjnercial vehicle institutional 
issues studies will be completed, and funds will continue to 
support implementing recommendations from these studies. 
Operational tests of CVO services will continue. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

4. Automated Highway System $10,000 $20,000 +$10,000 

BACKGROUND 

The ISTEA directs the U.S. DOT to develop an automated highway 
and vehicle system, and establishes a goal of having a prototype 
demonstration in place by 1997. Although Congressionally 
mandated, the AHS program was not specifically funded in the 
ISTEA. Initial work to date has been funded from other elements 
of the IVHS program. However, starting in FY 1994 GOE funding 
was provided for this project. 

OBJECTIVES AND APPROACH 

The objective of the AHS is to develop a system of instrumented 
vehicles and highways that provides fully automated, "hands-off," 
operation at better levels of performance, in terms of safety, 
efficiency and comfort, than today. The AHS of this vision will 
also be practical, user-friendly, and financially affordable; 
deployable to both urban and rural areas; and will preserve the 
ability of instrumented vehicles to operate on non-instrumented 
roadways. 

The first phase of the AHS development is ongoing and is directed 
at broadly addressing issues related to AHS development and 
deployment. The second phase will begin in FY 1994 and will be 
focused on definition of the optimum system configuration and 
will include the major program milestone of a 1997 demonstration 
of a prototype AHS as specified by Congress. Pursuit of AHS 
technology is extremely important, since an entirely new level of 
benefits may be realized with the complete automation of certain 
facilities in critical high demand traffic corridors. By 
eliminating human error, an automated highway system could 
provide a virtually accident-free driving environment. The 
precise, automated control of vehicles on an automated 
vehicle-highway system could also result in an increase of two or 
three times the capacity of present day facilities, potentially 
coupled with more environmentally benign propulsion methods. 

In addition to the large potential for public benefits 
development of the AHS will spawn numerous commercial 
opportunities for U.S. electronics and communications firms, as 
well as many other large and small high-tech companies. The 
program will also provide opportunities for the American 
automobile industry to develop and market new products that will 
operate on an automated highway system. Deployment of collision 
warning and other driver assist systems will be greatly 
accelerated as AHS RiD spins off new technologies. 

Like other elements of the IVHS program, the development of the 
AHS will maximize the involvement of the private sector in all 
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aspects of the effort, and is intended to involve cost sharing by 
the private sector partners. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

The first step in the development of the AHS was the award of a 
contract in September 1992 to research the human factors aspects 
of an AHS from the driver's perspective in order to provide 
design guidance on key issues pertinent to automated highway 
system operation. This contract was funded from GOE as part of 
the IVHS R&D program. Work continued on this multi-year effort 
in FY 1993. 

A Broad Agency Announcement (BAA) was issued in FY 1993 to 
address other key issues regarding the development of an AHS. 
Fifteen contracts were awarded to analyze issues pertaining to 
AHS applications, technology, design, deployment, operations, and 
practicality. These contracts are up to 1-year in duration, and 
provide direct input into the other phases of the AH"? 
development. Funding for these contracts came from the "high 
risk" provision of the ISTEA IVHS Corridors Program that allows 
100% Federal share. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

The first dedicated funding source for the AHS will greatly 
accelerate its development. The demonstration phase of the 
program will begin in FY 1994 with the establishment of a 
national consortium to perform prototype system development 
activities. 

Specific activities to be undertaken by the consortium in FY 1994 
would include development of system requirements, exploration of 
alternative system concepts, and initial planning for the 1997 
prototype demonstration. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In FY 1995, it is expected that the consortium would select 
promising system concepts and begin prototyping and testing key 
subsystems. In addition, the consortium would select a site and 
begin developing a test facility for demonstrating the prototype 
AHS. 

In FY 1995, as in FY 1994, additional funds would serve to 
accelerate development. In particular, additional funds could 
make it possible to fully prototype and test more than one system 
approach, reducing program risk and increasing the likelihood 
that the best approach is implemented. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

5. Advanced Technology 

Applications $15,000 $30,000 +$15,000 

BACKGROUND 

IVHS is developing at the same time that the reduction of the 
international military threat is making it possible to reduce 
investments in national defense. The tremendous technological 
resources represented by the people and facilities of the defense 
industry and the National Laboratories can be applied to IVHS to 
preserve these industries and to help ensure U.S. leadership in 
international competition for IVHS development. 

OBJECTIVES AND APPROACH 

There is a strong technical synergism between defense and IVHS in 
areas such as sensor systems, ultra-reliable system design, 
communications, expert systems and artificial intelligence. 
Capitalizing on this synergism will utilize national resources 
already in place and help bring IVHS systems to the market place 
sooner. This will benefit product developers, society, and of 
course, the country's national defense, by ensuring the continued 
availability of critical technological resources. 

Partnerships with the national labs and the defense and space 
industries could greatly accelerate the transfer of these 
technologies to IVHS applications. Major defense firms, such as 
AT&T, Rockwell and Grumman, as well as numerous smaller firms, 
have already expressed a strong interest in partnering with the 
US DOT to apply existing technologies to IVHS applications and 
products. Discussions are also underway with the Advanced 
Research Projects Agency (ARPA) on applying defense technologies 
to IVHS applications. 

Transfer of these technologies to IVHS applications is an 
outstanding opportunity for a "win-win" situation for everyone 
involved. Defense industry employers, and their employees, can 
have a new market for their skills and technologies, avoiding 
potential loss of a critical national resource. At the same 
time, the transportation world will benefit from a transfer of 
technology that the taxpayers have already paid to develop, and 
the entire economy will benefit from an improved transportation 
system. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Funding will allow the U.S. DOT to establish these partnerships 
to accelerate transfer of a host of defense and space 
technologies to the IVHS marketplace. Discussions are underway 
with DOD's Advanced Research Projects Agency (ARPA) and DOC's 
National Institute of Standards and Technology (NIST) to work 
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together on defense technology applications for IVHS. One 
example could be using passive acoustic sensors developed by the 
defense industry for maritime vessel surveillance to provide 
incident detection for advanced traffic management systems. 
Discussions are also underway with ARPA concerning transfer of 
DOD technologies such as acoustic and machine vision detectors, 
laser and imaging sensors, communications, and advanced 
simulation techniques to IVHS applications. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Additional funding in FY 1995 will continue to be used to 
accelerate the application of defense-related technologies to 
IVHS. Potential technology applications include high-performance 
distributed computing systems, simulation of complex systems, 
vehicle command and control, and rapid prototyping. New 
partnerships will be initiated with defense and aerospace firms 
to bring their technologies to use in IVHS systems. 

An additional $10 million is proposed for the advanced technology 
applications program categories. Funds would be focused on 
exploring and developing IVHS applications of technologies 
available or emerging in the defense industry and national labs. 
Particular focus would be on developing prototype products that 
have potential for evolving into commercial products that could 
be sold in the international IVHS marketplace. Promising 
functional areas include sensing, surveillance, and 
communications technologies and simulation modeling techniques 
for application with new vehicle safety systems, traffic and 
transit management systems, traveler information systems, and 
commercial vehicle applications. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

6. Priority Corridora ... $15,000 +$15,000 

BACKGROUND 

The ISTEA established the Corridors program and provided for $86 
million per year in funding support. It required that at least 
$43 million be invested each year in the implementation of IVHS 
in Priority Corridors. Based on the criteria established in the 
ISTEA, four Priority Corridors have been established: the 
Northeast Corridor centered along 1-95 and stretching through 6 
States from Maryland to Connecticut; a Midwest Corridor centered 
around the Chicago metropolitan area and stretching from Gary, 
Indiana to Milwaukee, Wisconsin; the Houston, Texas metropolitan 
area; and a Southern California Corridor centered around 1-5 from 
Los Angeles to San Diego. These sites will become national test 
beds for IVHS where, in most cases, the public will first be 
introduced to IVHS services and technologies. Over the long 
term, funds spent on each corridor site, along with funds that 
this money leverages, will result in the establishment of an IVHS 
infrastructure that will support continuing deployment of IVHS 
technologies and services. 

OBJECTIVES AND APPROACH 

The jurisdictions in the four corridors have joined together and 
are producing a business plan for each Corridor that defines the 
intermodal IVHS efforts planned to address a set of identified 
needs. Operational test projects will be negotiated each year 
with the sites, based on the plans of the region as well as the 
national interest in advancing the IVHS program. In this way, 
the Priority Corridors will help to support the comprehensive 
IVHS Operational Field Test program as these areas move towards 
deployment of integrated IVHS applications. In addition. 
Corridor Program funds at these sites may support certain 
planning, feasibility, and conceptual efforts. 

ACCOMPLISHMENTS TO DATE (FY 1994 AND PRIOR) 

The "1-95 Corridor Coalition" is developing the program for the 
Priority Corridor in the 1-95 Northeast Corridor . This Coalition 
consists of State-level DOTs and toll authorities from Virginia 
to Maine, working to foster a regional, multimodal approach to 
transportation management which can effectively incorporate IVHS 
user services. The first Business Plan for the Coalition was 
adopted in May 1993, and the first-year projects outlined in the 
document are now being implemented. The 1-95 Northeast Priority 
Corridor will explore many of the methods and issues involved in 
implementing an interjurisdictional, multimodal IVHS across 
numerous States and metropolitan areas. 
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The Midwest Garv/Chicaao/Milwaukee Corridor is still in the early 
stages of formation. The three participating DOTs have signed a 
nenoranduin of understanding pledging to work together and are in 
the process of hiring a consultant to develop the corridor 
program plan. 

The Houston. Texas Corridor builds on long-standing working 
relationships among the Texas State DOT, the transit agency, the 
City of Houston, and Harris County. Houston has a strong history 
of high occupancy vehicles and public transit innovation, and we 
expect that this will continue as a major focus of their efforts. 
In addition, a public/private forum has been established to share 
the views of all stakeholders and work toward common goals. 

The Southern California Corridor is expected to focus on 
expanding the traffic control and incident management concepts 
used in the Smart Corridor Operational Test and numerous other 
initiatives. The Smart Corridor effort integrates freeway and 
parallel arterial control and employs expert systems to assist in 
decision-making. This Corridor has several ongoing IVHS 
operational tests focusing on traffic control technology and 
issues. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

The estimated cost to support the visionary efforts planned by 
the jurisdictions involved in the Priority Corridors program 
exceeds the amount recently made available for the Priority 
Corridors through the annual appropriations process. Priority 
Corridor funding is also being used for congressionally earmarked 
projects not jointly supported by the jurisdictions involved in 
developing the Corridor business plans. For example, the 
legislatively required minimum $43 million for the Priority 
Corridor sites could not be provided as a result of the 
earmarking in the FY 1994 DOT Appropriations bill. It is 
proposed that an additional $15 million be invested annually in 
supporting introduction of IVHS in the Priority Corridors. 
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7. Deploynent Support 

BACKGROUND 



AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

$10,000 +$10,000 



The promise of IVHS benefits will only be achieved through 
deployment of IVHS user services. In order to function, most of 
the services require a surveillance and control infrastructure. 
Provision of this infrastructure has traditionally been the 
responsibility of the public sector, and this tradition will 
likely be maintained to a large degree in the near future. 
Federal-aid funding has and will continue to be a primary source 
of financial support for public infrastructure. Although 
changing, use of Federal-aid funds for this purpose has been 
problematic because of the construction tradition of most public 
agencies and the competition for Federal-aid funds for other 
pressing needs. 

OBJECTIVES AND APPROACH 

To speed the thought process of public agencies in providing the 
necessary infrastructure to support IVHS services, a deployment 
planning program has been initiated which provides $7 million 
annually in ISTEA funds to state and local jurisdictions. The 
objective of the program is to financially aid jurisdictions in 
the analysis of IVHS applications to local transportation 
problems and in the development of a strategic deployment plan 
for IVHS deployment. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

The following projects were funded using ISTEA funds in FYs 1991 
and 1992 for a total of $6.6 million: 



• Boston, Massachusetts 

• Rochester, New York 

• Pittsburgh, Pennsylvania 

• Hampton Roads, Virginia 

• Charlotte, North Carolina 

• Tampa Bay, Florida 

• Louisville, Kentucky 

• Charleston, South Carolina 

Corridor Projects 

• 1-5: Los Angeles to San Diego 



1-5: 



Tacoma to Portland 



• Greenville, South Carolina 

• Detroit, Michigan 

• Dallas, Texas 

• Austin, Texas 

• St. Louis, Missouri 

• Denver, Colorado 

• Orange County, California 

• Portland, Oregon 



• I-85/I-40: Greensboro, 

North Carolina 

• 1-70: Denver to Vail, 

Colorado 
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The following projects were selected for funding in FY 1993 for a 
total of $5.8 million in ISTEA funds: 

• Buffalo, New York • Atlanta, Georgia 

• San Francisco, California • Omaha, Nebraska 

• Las Vegas, Nevada • Cleveland, Ohio 

• 1-76, Pennsylvania Turnpike • Sacramento, California 

• Kansas City, Missouri • Raleigh, North Carolina 

• New Orleans, Louisiana • San Juan, Puerto Rico 

• Tucson, Arizona • Washington, D.C. 

• Salt Lake City, Utah 

The following projects have already been identified for funding 
in FY 1994: 

• Phoenix, Arizona • Indianapolis, Indiana 

• Providence, Rhode Island • Grand Rapid, Michigan 

• Nashville, Tennessee • Richmond, Virginia 

• Honolulu, Hawaii • Westchester/White Plains, 

• Philadelphia, Pennsylvania New York 

• Birmingham, Alabama • Washington, DC (continued) 

• Hartford, Connecticut 

It is anticipated that additional Fiscal Year 1994 projects will 
be solicited through the Federal Register process after the first 
of the calendar year. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

a. Deployment Planning - This program will accelerate 
assistance to State and local transportation agencies and 
Metropolitan Planning Organizations (MPO) for the development of a 
multi-year strategic deployment plan for IVHS in major 
metropolitan areas and on major Interstate Intercity corridors. 
The goal has been to reach the 75 largest metropolitan areas, and 
30 of the intercity corridors during the six years of the program 
under ISTEA. Additional funds in this program category would 
enable attainment of this goal in half of the time. 

b. Deployment Guidelines - Deployment of IVHS services can also 
be hastened through support of development of technical 
guidelines, specifications and standards. Development of these 
will be supported as consensus emerges as to their need and the 
existence of a suitable knowledge base upon which to build. In 
the near term, focus may be in technical areas such as map data 
base compatibility, vehicle-to-roadside communications, travel 
time data reliability, and human factors guidelines for public 
safety purposes. 

c. Outreach Activities - The possibilities of IVHS are well- 
recognized by those involved in the program, but the potential 
benefits are not well understood by many of those ultimately 
responsible for deployment. These include those that are 
potential customers of products and services, as well as local 
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highway and transit operating agencies, metropolitan planning 
organizations, conunercial vehicle regulatory agencies and others. 
Deployment of IVHS services and realization of IVHS benefits 
could be substantially supported through expansion of a variety 
of outreach activities specifically targeted at different 
audiences or market segments. These include, for example, the 
transportation user, the trucking community, elected and 
appointed officials, transportation managers, public agency 
administrators, etc. Funds would also be targeted to stimulate 
young people's interest in technology related careers through the 
Youth Corps Program. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

8. IVH8 Program and Systams 

support $12,300 $12,300 ... 

BACKGROUND 

The IVHS program has grown quickly and the need for efforts that 
support the research, development and testing of IVHS user 
services has grown conunensurately. These supporting efforts 
include studies aimed at resolving institutional and legal issues 
that may hinder IVHS deployment, technology transfer activities, 
and procurement of program and system engineering technical 
support services to aid in effective program and project 
management. 

OBJECTIVES AND APPROACH 

The objective of IVHS program and systems support is to ensure 
that Federal funds invested in IVHS research, development and 
testing are effectively spent by supporting activities that 
provide for development of an institutional and legal framework 
that will support deployment of IVHS user services, preparation 
of technical materials to aid in the design and operation of 
deployable IVHS services, the building of public/private 
consensus on IVHS program issues, and for proper technical 
review, support and integration of IVHS projects. 

This objective is accomplished through support of projects aimed 
at resolving institutional issues such as government procurement 
regulations, public/private cooperation issues such as 
intellectual property rights, and legal issues such as tort 
liability. Technology transfer projects include preparation of 
technical handbooks, sponsorship of training courses and outreach 
activities. Funding support is provided for IVHS AMERICA as the 
national forum for the building of public/private consensus on 
IVHS program matters. Funding support is also provided for the 
program and systems engineering technical support contract with 
the MITRE Corporation to provide for technical project reviews 
and integration. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

Accomplishments for the Institutional and Legal Issues Program 
include a January 1993 conference on "IVHS Public/Private 
Partnerships - Managing the Legal Issues" where representatives 
from Federal, State, and local governments and industry received 
an overview of intellectual property, procurement, cost 
accounting and other legal issues involved in implementing an 
operational test. Other projects implemented in 1993 include 
(1) a case study of certain operational tests to examine the 
institutional and legal arrangements used for development and 
implementation of the test, (2) a study of educational and 
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staffing needs for IVHS deployment, (3) a study to determine 
whether there are specific impediments to greater coordination 
among regional and metropolitan traffic management operations, 
and (4) completion of a report identifying and evaluating legal 
constraints to IVHS deployment. An important aspect of the 
institutional issues program will be the completion of the 
Nontechnical Constraints Report to Congress. 

The primary technology transfer accomplishment has been the 
establishment of a broad outreach program in cooperation with 
IVHS AMERICA. This program is aimed at educating stakeholders 
and the public in general about the potential benefits associated 
with deployment of IVHS services. 

Great progress has been made during 1993 and prior years in 
establishing and cementing a cooperative relationship with IVHS 
AMERICA. Primary accomplishments include progress towards 
development of the National IVHS Program Plan, and establishment 
of a program to build consensus for the establishment of an open 
IVHS architecture to achieve national compatibility. 

The program and systems engineering support services contract 
with the MITRE Corporation has been used to support a wide array 
of efforts such as early work towards establishment of an IVHS 
architecture, definition of an AHS program, and technical support 
for operational tests projects and evaluations. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Institutional and legal issues projects that will be supported 
with FY 1994 funds include work on issues associated with 
procurement of IVHS technologies (e.g., intellectual property 
rights) , development of consensus on liability risk and risk 
management, market research aimed at defining user needs for IVHS 
services, studies of how IVHS services might help non-attainment 
areas achieve environmental goals, and facilitating incorporation 
of innovative financing, procurement and project negotiation 
techniques into operational tests. 

Plans for technology transfer activities in FY 1994 include 
continuation of the outreach program, addressing issues related 
to incorporating IVHS considerations into ISTEA management 
systems and State and metropolitan planning processes, developing 
requirements for an advanced traffic management training 
simulator, and sponsorship of focus group meetings on products 
being developed in the R&D program. 

We will continue to support IVHS AMERICA to help advance 
important program initiatives, such as annual program planning, 
the building of consensus for a national IVHS architecture, and 
outreach activities, emphasizing State and local governments. 

Funding support will be provided for the final option year of the 
MITRE support contract. 
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PLANNED ACCOMPLISHMENTS FOR FY 1995 

Work will continue in a number of areas previously initiated. 
For example, institutional experiences from mature IVHS 
operational tests will be available to develop a comprehensive 
"best practices" guide. Sponsorship of training courses on IVHS 
procurement will commence. Research is planned on the extent to 
which insurance may be available to reduce tort liability risk. 
And support will continue for incorporation of innovative 
financing, procurement and project negotiation practices in 
operational tests. 

Technology transfer activities will also build on previous work. 
For example, case studies may be conducted of how the results of 
IVHS deployment planning were addressed in State and metropolitan 
transportation plans. The building of the advanced traffic 
management training simulator will commence. And focus group 
activity critiquing R&D products will continue. 

Funding support for IVHS AMERICA will continue. Specific 
activities will continue to be supported through a series of task 
orders negotiated annually. 

The growth in the IVHS program initiated by the ISTEA and the 
expanded GOE initiative requires that the level of IVHS program 
and system support efforts be expanded. A new program and 
systems engineering support services contract will be negotiated 
to continue to support critical program activities, including 
IVHS system architecture development, radio frequency 
acquisition, the automated highway system, program planning, and 
operational test evaluations. Procurement of additional support 
contract resources will provide for areas such as information 
management and outreach. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

C. LONG-TERM PAVEMENT PERFORMANCE $7,000 $13,000 +$6,000 

BACKGROUND 

The Strategic Highway Research Program (SHRP) began on April 2, 
1987, when Congress passed the Surface Transportation and Uniform 
Relocation Assistance Act of 1987. The legislation provided 
funding of approximately $150 million over a 5-year period 
beginning that year. 

The Long-Term Pavement Performance (LTPP) study was envisioned as 
a 20-year program from its inception. The first 5 years were 
funded under the SHRP and the Federal Highway Administration 
(FHWA) assumed responsibility on July 1, 1992, for the remaining 
15 years. A new LTPP Division was created within the Office of 
Engineering and Highway Operations Research and Development to 
continue this program. The LTPP Division is responsible for the 
management and coordination of the data collection efforts on 
more than 1,800 test sections located on in-service pavements 
across the United States and Canada. 

The focus of the research program in the SHRP was designed to 
address technical areas where a significant improvement in 
technology was needed, where limited resources had been 
previously invested in research and development, and where 
significant potential for success was perceived. The research 
includes four technical areas: asphalt, concrete and structures, 
highway operations, and long-term pavement performance (LTPP) . 
The report "Strategic Highway Research Program Research Plans," 
May 1986 outlined the research program for the four technical 
areas. 

OBJECTIVES AND APPROACH 

The FHWA program represents the continuation of the LTPP portion 
of the SHRP. It is a national, in-service pavement performance 
monitoring program intended to develop a data base on the effects 
of pavement design, loading, materials, environment, 
construction, and maintenance on the service life of the 
pavement. The specific objectives of the LTPP program are: 

• Evaluate existing design methods. 

• Develop improved design methodologies and strategies for the 
rehabilitation of existing pavements. 

• Develop improved design equations for new and reconstructed 
pavements . 
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• Determine the effects of loading, environment, material 
properties and variability, construction quality, and 
maintenance levels on pavement distress and performance. 

• Determine the effects of specific design features on pavement 
performance. 

• Establish a national long-term pavement data base to support 
these objectives and future needs. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

As the largest pavement performance research project ever 
undertaken, this effort involves periodic data collection and 
condition monitoring of approximately 1,800 in-service pavement 
test sections located throughout the United States and Canada 
over a 20-year period. The LTPP research includes two types of 
experiments, the 800 General Pavement Studies (GPS) and the 1,000 
Specific Pavement Studies (SPS) . The GPS experiments focus on 
existing pavements and pavement designs most commonly used in the 
United States and Canada. Individual test sections offer a wide 
range of values for key study variables, and selected co- 
variables. The SPS experiments involve test sections constructed 
specifically for the LTPP research, and focus on the efficacy of 
specific pavement design factors involved in new pavement 
construction, the application of maintenance treatments to 
existing pavements, and pavement rehabilitation. Highways 
selected for inclusion in the GPS and SPS experiments cover the 
full range of environmental conditions found in the United States 
and Canada. By virtue of incorporation on in-service highways, 
test sections are subjected to "real" non-idealized traffic 
loadings. Hence, the research results will be more broadly 
applicable than those of many earlier pavement performance 
studies. As the data collection and data base development 
progress, the scope and depth of the data analysis will be 
expanded to establish the relationships among pavement 
performance and design, materials, construction, maintenance, 
traffic, environment, and geographic location. 

The SHRP has completed all field data collection guides, 
engineering experimental designs, material handling and testing 
methods, and equipment calibration procedures. The SHRP 
established field evaluation procedures and material testing 
methods are being reviewed by the American Society for Testing 
and Materials (ASTM) and the American Association of State 
Highway and Transportation Officials (AASHTO) Materials 
Subcommittee for adoption as standard ASTM and AASHTO methods and 
specifications . 

The initial round of data collection was completed on all GPS 
sections and on some of the constructed SPS sections. This 
included materials sampling, deflection testing, distress 
photography, and profile measurements. Additional rounds of 
monitoring data collection are in progress under FHWA management. 
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The FHWA LTPP Division staff worked closely with the SHRP LTPP 
staff to ensure a smooth transition of all administrative and 
technical activities. A major task was to transfer all technical 
contracts from SHRP to the FHWA procurement system. In order to 
accomplish this, all contracts were re-advertised, evaluated, and 
selected. The four regional correlation contractors were the 
first group to go through this exercise in 1992. Distress 
condition survey, material testing, and technical support 
contracts were also transferred in 1992 and 1993. 

A contract with the Transportation Research Board (TRB) , executed 
in May 1992, provides for: (1) a committee structure similar to 
that which existed under SHRP, to oversee the construction of 
LTPP and the implementation of selected SHRP products; and 
(2) maintaining and operating the LTPP data base. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

The identification and establishment of 800 test sections for the 
GPS experiments were completed under the SHRP-LTPP. The field 
observation and data collection will continue. Some of the GPS 
sections will be reclassified during the next few years because 
of overlays or other rehabilitation measures. 

The SPS experiments were initiated just prior to the completion 
of the SHRP. In order to assist the States to complete this 
experiment, FHWA has established a procedure to provide 
additional funding to aid the States. The LTPP Division plans to 
complete 60 percent of the required SPS experimental sections in 
1994. 

The seasonal monitoring program will be activated. The program 
will be conducted on 64 GPS sites with special instrumentations 
and will provide the data needed to evaluate the magnitude and 
impact of temporal variations in pavement response and properties 
due to the separate and combined effects of temperature and 
moisture variations. 

The SHRP Asphalt Materials Reference Library will be reorganized 
to serve as the LTPP Material Reference Library (LTPP-MRL) . In 
addition to the asphalt references, the library will also store 
materials from selected SPS construction sites. 

Other SHRP research activities including asphalt, concrete and 
structures, and maintenance and highway operations were completed 
in March 1993. The monitoring of many of these activities will 
to be continued beyond 1993 to fully evaluate the life cycle 
effectiveness. Procurement requests for these items will begin in 
FY 1994. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

Field data collection, distress condition survey, and some 
material testing and investigations will continue for 13 more 
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years. The national and international LTPP data bank, housed at 
the TRB, will continue to expand with the input of additional 
monitoring data. Steps will be taken to improve the information 
management system data release mechanism. 

Design and construction of required SPS sections will be 80 
percent complete. Selected SPS-9 sections (validation and 
verification of SHRP asphalt research findings) will be designed 
and constructed. 

Significant data analysis effort will be initiated to: 

(1) develop a broadly applicable relationships between 
backcalculated layer moduli and laboratory test results; 

(2) develop an improved pavement performance index for use in 
pavement management; and (3) conduct a Bayesian statistical 
analyses to update/calibrate versions of existing design 
procedures with incomplete statistical experiments. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 
O. TECHKOLOGY ASSESSMENT AND 

DEPLOYMENT $12,000 $15,000 +$3,000 

BACKGROUND 

The purpose of Technology Assessment and Deployment is to ensure 
the timely identification and assessment of innovative research 
results, technology, and products and the application of those 
that are determined to be of potential benefit to the highway 
community. Technology Assessment and Deployment is a critical 
follow-on activity to Research and Development (R&D) as a means 
to ensure the potential return on investment through increased 
productivity and savings in pertinent related systems. 

The task of moving the results of RSD from the laboratory and 
innovative technologies from other sources into practice has long 
been assigned to the Federal Highway Administration (FHWA) . The 
widespread and decentralized nature of the highway program and 
FHWA's ability through its field structure to reach the 50 State 
highway agencies, the 37,000 plus local units of government, the 
U.S. territories, and, with the enactment of the ISTEA of 1991, 
American Indian tribal governments makes the agency ideal for 
transferring technologies and for disseminating technical 
information to the highway community. 

Technology assessment and deployment requires an extensive effort 
and resources to obtain widespread and timely application of new 
products and technologies. The national interest in ensuring 
widespread application of new technologies is clear — witness the 
Stevenson-Wydler Technology Transfer Act of 1986 which recognizes 
the need for special, designed, and targeted efforts. In 
addition, the Intermodal Surface Transportation Efficiency Act of 
1991, specifically identifies technology transfer as a priority, 
both in relation to R&D in general and directly in relation to 
the completion of SHRP research efforts, reaffirming FHWA's role 
in this area. 

Finally and importantly, the U.S. highway community has long 
looked to the FHWA throughout the agency's 100-year history for 
the transfer of technology. This is supported by agreement among 
principals from FHWA, the American Association of State Highway 
and Transportation Officials, and the National Academy of 
Sciences that FHWA will be responsible for implementation of 
products from R&D programs being enhanced at both the national 
and State levels. 

OBJECTIVES AND APPROACH 

The one main mission of FHWA's Technology Assessment and 
Deployment Program, which is administered by the Office of 
Technology Applications (OTA) , is technology transfer— the process 
employed to ensure the timely application of innovative research 
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results. For any technology transfer program to be successful, 
two major objectives must be accomplished. 

The first is to ensure that the innovation is truly a better way 
of doing business. The innovation needs to solve the technical 
problem at hand, not cause more expense or complication. The 
second objective is to ensure that the end user is conditioned to 
accept the innovation— the change. That person needs to be made 
aware of the advantages and be willing to expend time and 
resources to accept the new. The natural human tendency is to 
resist change. Personal and institutional barriers to change 
must be overcome for innovation to be implemented. 

Of key importance in accomplishing these objectives is how the 
new technology is packaged and marketed. It must be made easy to 
understand and readily adaptable with sufficient data to support 
the benefits of abandoning the old ways and deploying the new. 

The FHWA carries out its Technology Assessment and Deployment 
mission by coupling good communication skills with several 
marketing techniques. Two techniques that have been especially 
productive are the use of incentive funding and "hands-on" 
demonstrations. In the first case, incentive funding is made 
available to encourage State departments of transportation to 
construct, assess, and document the results of using innovative 
technology on their home turf. Use of the hands-on 
demonstrations involves taking the innovative technology to the 
several States, where FHWA technical experts facilitate a first- 
hand experience for the end user. These efforts provide real 
world trials for the technology and put the assessment into the 
hands of an ultimate user. Further, it makes the assessment 
State part of the process and puts it in the prominent position 
of change agent. Through the assessment project, the State can 
convince itself of the value of the new technology and in turn 
convince other States. 

FHWA has also been extremely successful in employing the "seeing- 
is-believing, " sometimes referred to as the "hands-on" 
philosophy, to accomplish change and to introduce and promote 
innovative technology. This technique includes use of mobile 
laboratories, equipment loans, display panels, and construction 
equipment actually brought to the construction site for 
demonstration and use in real life situations. 

Other marketing techniques used include publications, 
how-to-do-it and training videotapes, manuals, exhibits, guide 
specifications, and, most important, technical assistance in the 
use of these materials when designing and deploying innovative 
products. Technologies also are taken to the States in mobile 
laboratories, through equipment loans, and with construction 
equipment demonstrated onsite in real life situations. Fact 
finding trips abroad to identify technologies for use in the 
United States is another mission of FHWA's technology transfer 
efforts. 
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ACCOMPLISHMENTS TO DATE (FISCAL YEAR 1993 AND PRIORI 

ROADWAY APPLICATIONS 

There is a cooperative effort among FHWA, the States, and the 
concrete pavement industry in the area of fast track paving. The 
task force has addressed two very significant issues: the 
pavement strength values for early opening to traffic and the 
high heat temperature management of new innovative mixes. The 
partnering effort is leading to some very significant 
breakthroughs that will minimize the lane closure time required 
for concrete pavement repairs and reconstruction — a very 
significant benefit in urban and traffic sensitive locations. 

The asphalt mobile laboratory completed six workshops in addition 
to conducting 3-week testing programs at contractor plants. The 
workshops brought out the very innovative use of volumetric 
design and control of asphalt mixes. The effort included 
continued promotion of innovative equipment, including laboratory 
compaction methodologies and nuclear asphalt content 
determination, and addressed the environmentally sensitive use of 
chemicals used in the normal quality control program. The 
information presented at the workshops were included in a 
technical paper that was recognized nationally by the industry as 
the most significant work in the asphalt area for 1992. As a 
result of these efforts. State DOT inspection procedures relative 
to producing a higher quality, longer lasting pavement have been 
enhanced. The original laboratory has been replaced with a new 
expanded mobile laboratory. In addition, a second laboratory has 
been constructed and already used on projects in four States, 
including a major stone matrix asphalt (SMA) effort. 

There has also been further progress in bringing the use of 
European asphalt technology to the States. In addition to the 
continued evaluation of the five SMA projects constructed in 
1991, 12 additional projects were built in 1992— SMA is an asphalt 
mixture developed in Germany to provide a rut resistant pavement 
surface layer. This asphalt mixture has the potential to address 
a major problem on heavily traveled U.S. highways. A task force 
has developed a generic specification that fits U.S. construction 
and bidding techniques. Also, the group was instrumental in the 
use of domestically produced cellulose in SMA; prior to this, 
only European produced fibers had been used. The task force also 
developed the*next step of the project— the formal long-term 
evaluation of the technical aspects and cost effectiveness of the 
product on various U.S. highways. 

A significant accomplishment was the development of a full 
national quality initiative with the States and industry. Five 
regional workshops addressing quality were conducted with 
excellent results. The national seminar for CEOs and four 
regional seminars for chief engineers and program managers also 
have been completed. The planning for a decade worth of 
activities that address the entire quality issue continued 
aggressively. 
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STROCTCRES AMD SOILS 

FHWA and the States are actively pursuing the implementation of 
comprehensive bridge management systems (BMS) . The development 
of the PONTIS BMS has been completed and program demonstrations, 
support, and enhancements are being provided to the States. Two 
major enhancements are under development to provide a transfer of 
PONTIS condition data to the National Bridge Inventory format and 
to provide a comprehensive data base of bridge repair and 
rehabilitation costs. In the meanwhile, American Association of 
State Highway and Transportation Officials is preparing to 
solicit the States to license the PONTIS software as an 
AASHTOWARE product. 

Assessment and determination of structural integrity of highway 
bridges is being addressed by several activities: acoustic 
emission equipment to detect flaws in steel members before they 
result in structural failures is being demonstrated; for 
reinforced concrete structures, the project "Corrosion Detection 
For Reinforced Concrete Structures" demonstrates the latest 
concepts and test procedures for corrosion surveys on reinforced 
concrete structures; and to ensure integrity of underwater 
elements of bridges, the agenda and materials for two major 
projects to demonstrate scour monitoring and underwater repair 
have been developed. 

In geotechnical engineering, stability of highway slopes is the 
focus of two ongoing efforts. A series of workshops aimed at 
implementing a system for rating hazardous rockfall zones and 
selecting cost-effective mitigation measures is underway; and a 
workshop on state-of-the-art technology for analyzing stability 
of soil slopes has been developed. 

SAFETY AND DESIGN 

During 1993, advancements were made in transferring new safety 
and design practices and evaluating hardware and devices for 
roadside safety. To improve pedestrian and bicycle safety, a new 
sign material known as fluorescent strong yellow green was 
evaluated for pedestrian crossing signs. Guidelines were 
developed for use of fluorescent strong yellow green signs to 
improve motorist recognition of a crossing area. 

The performance evaluations on new highway safety devices 
continued and were disseminated to the highway community. 
Evaluations of breakaway timber utility pole hardware allowed 
this system to be declared operational and ready for routine use 
as a countermeasure for safely treating hazardous poles that 
cannot be removed. This advancement presents a new opportunity 
for private sector manufacturers. Also, a publication on the use 
of ice detection and weather information systems is in the final 
stages of completion. Presently, there are more than 2 5 
installations evaluating new highway safety hardware. 

As a supporting activity for roadside hardware, an effort to 
harmonize hardware testing criteria within the international 
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community continued. This effort was initiated with a conference 
held with European Community representatives in 1991. Obtaining 
harmonization of testing criteria will enable the marketing of 
U.S. manufactured hardware devices in the international 
community. 

FHWA, in cooperation with the National Highway Traffic Safety 
Administration (NHTSA) , initiated activities to determine how the 
Corridor Highway Safety Improvement Program (CSIP) will work with 
existing Community Traffic Safety Program (CTSP) efforts. As a 
result of technology transfer efforts, 14 States have initiated 
CSIP projects. CSIP is designed to reduce severe crashes on 
high-accident highway arterials using a comprehensive engineering 
analysis, localized enforcement, enhanced emergency medical 
services, and public awareness activities. Coupling this with 
the CTSP approach should reduce deaths, injuries, and economic 
cost of traffic accidents even further by involving the local 
community in analyzing the problem and developing programs to 
target problem areas. CSIP presentations have been made in 26 
locations to date with other jurisdictions expressing interest. 

Pavement marking and sign retroref lectivity provide nighttime 
visibility for drivers and is recognized by highway departments 
as essential for highway safety. A multi-year effort on 
evaluating retroref lectivity equipment with the goal of 
developing guidelines for signs and pavement markings was 
initiated in 1993. This test and evaluation project will 
stimulate a new industry for manufacturing of retroref lective 
equipment. 

In 1993, three public workshops were conducted around the country 
to obtain the expertise of academia, industry, and government in 
developing a framework for safety management principles that will 
incorporate safety into all' aspects of agencies activities and 
projects. Planning was started for a 1-day national conference 
to educate the highway community on safety management. 

Also started in 1993 were improved outreach efforts for highway 
safety. By better educating and informing highway users of their 
role for improved highway safety, attitudes and driver actions 
can be modified. An effort to improve compliance with traffic 
control devices with an initial focus on traffic signals was 
outlined and a pilot safety campaign was initiated in a 
metropolitan area. After evaluation and refinement, the campaign 
will be initiated at other locations. An outreach project for 
improved pedestrian safety was started jointly with NHTSA. A 
Technical Working Group was formed to assist in the development 
of a comprehensive community-based pedestrian safety program to 
be used in States and localities. The model concept was promoted 
to key State officials such as State pedestrian program 
coordinators. 

Two significant efforts were begun in cooperation with the Office 
of Motor Carriers in the area of motor carrier safety. A Train- 
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the-Trainer course was developed and technical assistance 
established to train State and local police agencies on the 
proper procedures for collecting standard truck accident data 
elements. In addition, an innovative training alternative, 
Compact Disk-Interactive (CD-I) was introduced and is being used 
to provide an interactive, State-of-the-art, computer-assisted 
training aid. The second effort was the establishment of a 
project to evaluate automated Brake Testing technology for 
commercial motor vehicles. This technology could rapidly 
determine brake condition that will assist in keeping unsafe 
vehicles off the road. This effort should stimulate a new 
industry to manufacture such products. 

TRAFFIC AND MOTOR CARRIER 

A new module display and hands-on effort has been initiated for a 
2-day demonstration of advanced traffic control equipment and 
software. This project was pilot tested; the core element of 
this project is a 60-foot tractor/trailer fully instrumented with 
state-of-the-art technology for controlling traffic at 
intersections. This is a public/private partnership between the 
FHWA and 24 manufacturers and traffic systems software firms. 

The project will tour the States and urban jurisdictions over the 
next 2 to 3 years. This is the largest demonstration of 
intersection control technology ever assembled in a mobile 
exhibit. 

The Automated Traffic/Truck Weight Monitoring Equipment (Weigh- 
In-Motion) project, which toured the United States for the past 3 
years was concluded with the completion of the Fifth National 
Conference on Traffic Data Acquisition. A total of 42 States and 
over 1,200 participants were exposed to this technology. 

The Communications Handbook which will be a national guide in the 
practices of communications for traffic control has been 
completed. The handbook will guide decisionmakers in selecting 
the most cost-effective alternatives for efficient data 
communications between field installations and central control 
sites. 

Other accomplishments include a 2-day workshop to demonstrate the 
concepts and techniques of incident management. This project has 
been presented to 2 States and 700 participants thus far. 
Institutional issues have been addressed and progress has been 
made in bringing together fire, police, emergency medical and 
other agencies into incident management teams to deal more 
effectively with detection, response, and removal of incidents on 
freeways and urban arterials. 

A new edition of the Traffic Control Systems/Intelligent Vehicle- 
Highways Handbook was initiated as a compendium of the latest 
available technology to guide decisionmakers in evaluating and 
selecting advanced traffic control systems to reduce urban 
congestion and to improve safety. 
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Technical services have been procured from a national laboratory 
to provide assistance and support in developing technology 
transfer projects to support the traffic and motor carrier 
program. These resources will improve the effectiveness of 
managing the technology applications process. 

In further applications of technology to relieve traffic 
congestion, a number of activities have been initiated, including 
in 1993 a traffic signal manufacturers' symposium, a project to 
develop congestion management system prototypes, procedures to 
develop public-private partnerships for enhanced traffic 
engineering, impacts and costs of traffic control system 
improvements, and methods o^ integrating traffic management 
techniques into operational practices. 

The mobile demonstration of Geographical Information 
Systems/Video Imagery has continued to be operational; 
presentations were made in 14 States to more than 500 
participants throughout the United States. 

Procurement of technical services has been accomplished for the 
development and presentation of the Advanced Traffic Signal 
Controller Training Course and video. The training course and 
the videotape will provide guidance to managers in making a 
selection of the type of traffic signal controller best suited 
for their particular needs. 

The Traffic Detector Videotape Training course and companion 
manual that were completed in 1992 were reproduced and 
distributed. In addition, a videotape on transient protection, 
grounding, and shielding of electronic traffic control equipment 
was completed and distributed. 

TECHMOLOGY ASSESSMENT 

Technology assessments were initiated in the following areas to 
determine the development status and appropriate levels of 
deployment promotion: expert systems for highway applications; 
robotics for inspection and maintenance, European soil nailing 
techniques, and Japanese traveler information systems. Market 
penetration (current deployment levels) and user needs 
assessments were initiated for hot recycling of asphalt 
pavements, congestion, and other management systems. 

Innovative mechanisms are being evaluated for enhancing the 
agency's technology transfer activities. These include the use 
of computer-assisted training approaches and the distribution of 
technical information through CD-ROM. In addition, a study was 
initiated to identify, describe, and analyze the barriers 
associated with the transfer of new and innovative technology. 

Over 100 expert systems developed by the highway community and 
academia were reviewed and from among them 23 systems that are 
beneficial to the highway community and FHWA were identified. 
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Four systems were evaluated and tested and two are being 
distributed to FHWA's field offices and the State DOTS. 

A "Robotics for Road Construction, Maintenance, and Operations" 
workshop brought together experts from the Government, industry, 
contractors, and academia to discuss the prospective use of 
automation/robotics in road construction and maintenance. The 
workshop provided technology developers valuable insight through 
input from users. 

Participated in 43 expositions of technologies to exhibit, 
showcase, and promote the latest developments in highway 
technology, including those developed under SHRP. Among these 
were two major exhibits held at the Transportation Research Board 
(TRB) Annual Meeting and at CONEXPO 93, where the FHWA/SHRP 
displays were visited by over 13,000 professionals. FHWA/SHRP 
technology was also demonstrated and exhibited at the Pacific Rim 
Transtec^, Conference in Seattle, Washington, during July 1993, to 
leaders, administrators and engineers from 37 countries and 43 
states. Another major 1993 activity was FHWA's exhibit at the 
International Road Federation's World Congress in Madrid, Spain. 
Organized around the theme, "U.S.A. Highways, New Opportunities, 
New World Partnerships," the display featured large photographic 
murals illustrating the most current and innovative technology 
available in the areas of safety, structures, traffic, 
environment, and construction. 

PROGRAM SUPPORT 

Market and promotion activities and products have been initiated 
for previously unidentified and non-traditional clients. 
Technology marketing efforts will include a better segmentation 
of the market for highway technology for enhanced effectiveness. 

The OTA played a key role in the FHWA's cosponsorship of the 
Pacific Rim Transportation Technology Conference. With the 

Washington State Department of Transportation as cosponsor, this 
conference assembled more than 1,200 representatives from the 
United States, Canada, Japan, and other Pacific Rim countries to 
explore successful and advanced transportation programs and 
technology. 

A process for the systematic identification of emerging 
technologies for highway applications was developed. Also, a 
review of the technology transfer program was undertaken. Both 
efforts will be used to enhance the agency's technology transfer 
program to better address the changing challenges of the 
industry. 

The OTA participated with the Office of Environment and Planning 
in identifying directions for establishing priorities for 
intermodal projects within the context of metropolitan and 
statewide planning. 
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In the overall design of the Technology Transfer Program, FHWA 
program offices and field offices as well as technology transfer 
offices were enlisted in the outreach process to ensure that new 
technology and innovations get into the hands of the users as 
quickly as possible. Staff in the FHWA field offices are in 
continual contact with the State transportation agencies. Funds 
have been provided to the FHWA's regions and divisions for a 
variety of technology transfer functions. Among the activities 
carried out using these funds were a Structural Steel Painting 
Conference; workshops related to SHRP's asphalt binder test 
equipment; technical guidance on fiber optics communications 
design for traffic management systems; support for SHRP 
activities; support for the National Quality Initiative; support 
for IVHS initiatives and seminars; an Incident Management 
Coalition Conference; traffic control systems quality assurance 
activities; a Concrete Pavement Seminar; Workshops on Crumb 
Rubber Modifier for Asphalt Pavements; training for the PONTIS 
bridge management system; other technological areas; and, in 
general, allowing the field offices to reach out further into the 
highway community in their technology transfer efforts. 

Support services contracts were continued to ensure a broader 
scope of capability in deploying technology throughout the 
highway community. Editorial and publishing efforts ensured the 
dissemination of technical material to define new technologies 
and innovations for users and to assist these users in the use 
and operation of the technologies and innovations. Marketing 
services provided professional market analysis and marketing and 
promotion plans for technologies and programs. Through support 
services contracts the FHWA is able to facilitate the interaction 
of the public and private sector elements of the highway 
community to assess, identify, define, and promote technologies, 
advancing the technical program and ensuring a concentrated and 
expeditious deployment of the technologies. 

In support of its SHRP Implementation Program and as part of the 
agency-wide transition from the research program to the 
implementation effort, contractor assistance is used to continue 
the creation and publishing of the SHRP's monthly newsletter 
Focus, the periodic Product Alerts, and technical publications. 

Also under the support services contract efforts, speakers and 
technical personnel publicized research results and products at 
local. State, and national conferences and technical exhibits. 

PLANNED ACCOMPLISHMENTS FOR FISCAL YEAR 1994 

ROADWAY APPLICATIONS 

In fiscal year 1994, the evaluation, transfer, and implementation 
of innovative technologies with both the private sector and our 
State highway agency partners will continue at a steady pace. 
The areas that offer the most potential to improve the 
durability, efficiency, and quality of roadways include asphalt 
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materials, concrete materials, performance-related 
specifications, and quality management. 

Field demonstrations and technical assistance provided through 
two fully equipped mobile asphalt laboratories will continue. 
This initiative affords the State highway agencies the 
opportunity to see first hand innovative test equipment and to 
discuss asphalt mix design details with fully qualified 
technicians and engineers. More importantly, they will be able 
to see innovative procedures applied at an active asphalt plant 
on a mix they are developing and evaluating. Along with the 
mobile laboratory, regional workshops, evaluation funds, 
videotapes, and training manuals will continue to be made 
available. A 2-day workshop, which is an integral part of this 
project, will be expanded to further address the needs for 
strengthening skills of State highway agency technicians and 
engineers in the asphalt mix area. This continually expanding 
effort will allow our partners to bring state-of-the-art 
technology into practice at an accelerated rate. 

As an innovative solution to asphalt pavement rutting. Stone 
Matrix Asphalt (SMA) demonstrations will continue aggressively. 
Technical assistance continues to the nearly 20 States involved 
in SMA projects. Experimental sections were built in 1992-1993 
as part of SHRP special pavement field studies. This year a 
report discussing 3 years of performance for the existing 
projects will be initiated. Research efforts on optimizing SMA 
design and materials selection are being conducted jointly within 
FHWA, State DOTS, and industry and are being augmented by a 
National Cooperative Highway Research Program (NCHRP) study in 
this area. 

The activities of the mobile concrete trailer will continue in 
several important areas, and be expanded to further address needs 
of the State highway agencies. Many activities in the concrete 
area will continue to be in partnership with the industry. Of 
major significance will be the promotion of innovative admixtures 
as solutions to hot, cold, and short time concrete placement 
issues. 

Concrete materials initiatives will continue to demonstrate the 
use of innovative laboratory and in situ testing equipment and 
promote the use of high performance concrete. Because the 
equipment loan program has proven to be a very effective method 
of transferring the use of innovative equipment to the States, 
this program will be expanded, through additional equipment 
purchases. 

Non-destructive testing (NDT) is a spin-off of the basic mobile 
concrete laboratory project. This project will provide a hands — 
on workshop and an equipment loan program that will accelerate 
the use of NDT equipment currently in use in the mobile 
laboratory. These workshops will continue for several years 
depending on the level of interest of the States. Initiatives to 
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start a national certification program in this type of testing 
will be underway. 

Initiatives to demonstrate and implement high performance 
shotcrete technology will be underway. Highway performance 
shotcrete can be used for bridge rehabilitation, soil nailing 
wall facings, and tunnels. European concrete pavement technology 
will be demonstrated by constructing test projects in Michigan 
and in other States. 

Many facets of performance-related concrete specifications are 
being evaluated. Interim specifications have been developed and 
longer range concepts are being considered by many States. 
Concrete laboratory support will continue as these specifications 
are developed and implemented. This project will be integrated 
with the quality initiative and will implement some of the 
principles promoted in that effort, especially in the areas of 
testing, inspection, and contractor process control. In 
addition, this project will promote more effective use of the 
private sector's ability to manage and build a quality highway 
facility. 

The emphasis on cfuality management remains an issue of national 
significance. This project will provide for national direction, 
addressing a broader role for quality in the highway environment. 
It will include several training and technology transfer 
opportunities. State level quality workshops will be encouraged 
by providing States with a toolbox of resources to establish 
local steering committees and implementing continuous quality 
improvement activities. Training courses will cover statistics 
and quality control techniques and will include 2-day and 5-day 
modules. These courses will be available throughout the next 
fiscal year. Through these partnerships with the public and 
private sectors, innovative technology will be implemented to 
improve the quality and efficiency of our highway systems. 

8TRDCTURES AMD SOILS 

The load and resistance factor design (LRFD) method, recently 
included in AASHTO bridge specifications, represents a radical 
departure from the traditional design philosophy of Working 
Stress Design (WSD) which requires that the total stress caused 
by all design loads be less than a specified percentage of the 
bridge material's stress limit. In order to promote the early 
acceptance of the new specifications, a 5-day workshop has been 
developed to provide bridge engineers with practical skills in 
applying the new specifications; it will be delivered during 1994 
to the States. 

Ground improvement methods have provided opportunities to solve 
difficult highway construction problems with innovative, cost- 
effective technologies. Three separate workshop series have been 
developed to provide geotechnical engineers with the expertise to 
properly select, design and construct facilities using 
mechanically stabilized earth (MSE) walls, soil nail walls and 
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other proven ground improvement techniques. Implementation of 
two new computer programs developed for design and analysis of 
MSE walls and reinforced soil slopes will be included in the 
workshops. Follow-up technical assistance will be available to 
States planning to incorporate these techniques in their highway 
or bridge construction projects. 

Recent revisions to electroslag welding (ESW) procedures have 
resulted in greatly increased quality of finished welds; proper 
techniques will be promoted in a combined classroom presentation 
and fabrication shop demonstration of ESW welding techniques. 
ESW is a welding technique which is particularly suited to 
fabrication of thick structural steel members and can provide 
considerable economies during fabrication. 

Technology for design and construction of deep foundations has 
improved dramatically in the last decade, with many of the 
advances associated with activities conducted under the 
demonstration project "Pile Foundations." To showcase the 
developments, an international conference on innovative 
technology for deep foundations will be held in Orlando, Florida, 
in December 1994. 

SAFETY AND DESIGN 

The application of safety and design technologies will again grow 
from fiscal year 1993 to fiscal year 1994. New safety and design 
practices, hardware devices and tests will become available for 
application. Such items need inservice test and evaluation. In 
particular, new guiderail end terminals and attenuators will be 
ready for application. 

Inservice testing of new retroref lectometer devices should be 
well underway and devices available for inservice trials. 
Multiple devices will be procured for rapid evaluation and tested 
in coordination with State DOTs. These devices will allow 
reflectivity/visibility guidelines to be established for traffic 
control devices and will enhance positive guidance capabilities. 

To address a growing safety issue, red light running, hardware to 
discourage the practice will be evaluated for deployment to 
improve safety at intersections. 

Technical summaries, synthesis reports, and training materials 
will continue to be developed and workshops and seminars for 
marketing and technology transfer will be held as needed. For 
example, the breakaway timber utility pole will be promoted as a 
countermeasure to enhance roadside safety. 

Efforts for emerging safety emphasis programs will also grow. 
The promotion of community based pedestrian safety programs will 
continue, and more technical assistance and cost sharing for 
start-up and evaluation will be provided to State and local 
agencies. Also, the promotion of Safety Management Systems 
mandated by the ISTEA of 1991 should be in full operation 
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following a national conference as well as selected trials 
receiving special evaluation funding. 

The promotional phase of the Corridor Safety Improvement Program 
(CSIP) , a joint NHTSA-FHWA initiative designed to address severe 
accident problems on arterial corridors, will be completed. This 
comprehensive approach involving engineering, enforcement, and 
public awareness to reduce accidents and injuries will have been 
presented to over 35 States. More than 20 pilot corridors will 
be under evaluation to quantify effectiveness. More will be 
initiated as prior successes become apparent. 

After being initiated in 1993, outreach and national safety 
campaign activities will be in the public eye. FHWA's efforts to 
change driver attitudes and achieve improved compliance with 
traffic control devices will be implemented in various geographic 
regions. Public relations techniques with education and 
enforcement components will tackle this traffic safety issue. 

Motor carrier safety technology is emerging on a larger scale 
than ever before; however, reaching the varied types of 
operators— from large corporations and their drivers to single 
unit owner/operators— is extremely difficult. Also, a large 
portion of the enforcement community does not have the most 
current information related to truck safety. Improved marketing 
methods that can reach both the broad spectrum of commercial 
vehicle operators and the enforcement sector with the latest 
safety information will be completed and available for use. 
Also, blood alcohol content (BAC) training will be provided to 
judges and police officers to inform them of the importance of 
the low BAC levels established by regulation for commercial 
vehicle operators. In addition, new techniques for identifying 
low BAC levels will be provided to the enforcement community. 

The National Governors' Association's common truck accident data 
elements are necessary for meaningful truck accident analysis. 
Training for the entire enforcement community, which began in 
1993, on collection of this essential data will be continued both 
in the classroom and via satellite television. State-of-the-art 
Compact Disk-Interactive (CD-I) , an interactive computer-assisted 
training technology, will be used to help reach the vast number 
of enforcement agencies. 

A project will be initiated to develop an accident data 
collection system for police vehicles, interfacing several pieces 
of high-technology equipment. This will address the need for 
more accurate information in a short timeframe to support such 
activities as safety management. 

TRAFFIC AND MOTOR CARRIER 

The Traffic and Motor Carrier technology applications program 
will continue to advance new projects in the following 
categories: Intelligent Traffic Control Systems, Command and 
Control Software for Traffic Signal Operations, Incident 
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Management, Congestion Management, Demand Management, Traffic 
Signal Simulation and Optimization, Geographical and Highway 
Information Systems, Global Positioning Systems, and Motor 
Carrier Operations. New technology produced by projects in these 
categories will be promoted through an array of innovative 
techniques to accelerate rapid acceptance and implementation by 
highway agencies. As Intelligent Vehicle-Highway Systems (IVHS) 
continue to mature during this decade, a large influx of new 
traffic and motor carrier technologies will become operational 
and will be in need of immediate promotion and implementation. 

Technical information sources will be developed during 1994, 
including the Traffic Control Systems/ IVHS Handbook, which will 
be completed and distributed to highway users nationwide; and 
advanced traffic sensors and diagnostic equipment, which will 
continue to be field tested and evaluated. National seminars on 
Integrated Highway Information Systems will continue during the 
year. 

The mobile demonstration efforts with Geographical Information 
Systems, Video Imagery, and advanced traffic control technologies 
will continue to be operational, making presentations throughout 
the United states. As new technology evolves from public and 
private sources, it will be folded into these efforts to keep 
presentations on the cutting edge. 

TECHMOLOGY ASSESSMENT 

In response to the enhanced Federal research and development 
program, the assessment and packaging of the resultant products 
will be increased. Major efforts to identify and assess new and 
innovative highway technology originating from the domestic 
highway industry— State and local highway agencies, and the 
private sector — will be continued in full force. This is an 
expanded effort to accelerate and more broadly disseminate 
information on beneficial innovations that are developed locally, 
within a State, or by the private sector. 

International efforts, in cooperation with the Office of 
International Programs, will include the support of international 
conferences and participation in international technical 
committees and technology scanning/study trips abroad. This 
coordination is to ensure that technologies identified from 
abroad are adopted smoothly for incorporation into the domestic 
technology assessment and deployment program. 

Indepth scanning of universities and State highway agencies will 
identify and assess highway-related technologies to determine 
appropriate ones for further evaluation and promotion. Contacts 
initiated with universities and States will be expanded in 1994 
to add 5 more universities and 15 more States. 

Preliminary products of these technology scanning effoi^ts will be 
fully assessed and packaged for promotion and deployment to the 
U.S. highway community. Candidate products involve bridge 
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technology, geotechnology, contracting practices, legal barriers 
to innovation, safety, robotics, and financing of highways. 

The study to analyze the barriers to technology transfer in the 
highway community will be completed. The final report will help 
enhance and broaden FHWA's technology transfer activities. 

PROGRAM SUPPORT 

Continuing marketing and promotion activities and products 
defined through market analyses will be geared to previously 
unidentified and nontraditional clients. Technology marketing 
efforts will include a better segmentation of the market for 
highway technology for enhanced effectiveness. 

As the FHWA mission shifts to one more focused on technical 
expertise and technology transfer, new roles and responsibilities 
for the field organization will be developed and supported 
through new mechanisms, products, and technical training. This 
represents a scaling up of technology assessment and deployment 
activities to support the vision and challenges faced by FHWA. 
As part of this overall effort, funding assistance to the 
regional offices will continue to be expanded, enlisting their 
efforts in bringing technology to the States and others across 
the country. 

Support services contracts will be continued to ensure a broader 
scope of capability in deploying technology throughout the 
highway community— through publications, using paper copies and 
electronic media (e.g., computer disks, CD-ROM, etc); technical 
working groups; mobile laboratory technical staffs; and other 
means available to ensure the continued successful deployment of 
new technologies. Marketing services will provide professional 
market analysis and marketing and promotion plans for 
technologies and programs. 

Also under the support services contract efforts, speakers and 
technical personnel will publicize research results and products 
at local. State, and national conferences and technical exhibits. 
Editorial/publication support will be enlisted to ensure the 
timely writing, editing, design, and publishing of technical and 
other publications in support of the marketing of technology. 
Panels of Federal and non-Federal experts will be convened to 
address and facilitate the advancement of the technical program, 
ensuring a concentrated and expeditious assessment and deployment 
of technology. 

The OTA will participate in over 35 conferences to exhibit, 
showcase, and promote the latest developments in highway 
technology, including those developed by the SHRP. Among these 
conferences are the AASHTO Annual Meeting, the TRB Annual 
Meeting, and AASHTO Regional Meetings. 

PLANNED ACTIVITIES FOR FISCAL YEAR 1995 
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ROAOWAT APPLICATIONS 

All major projects initiated in fiscal years 1993 and 1994 will 
be in an active demonstration and promotional phase in fiscal 
year 1995. Several new starts will emerge. Pavement management 
technologies will be expanded to explore new equipment and 
measuring techniques. Activities will be initiated to document 
the condition of every mile of the Interstate Highway System. 

The National Quality Initiative will move to another phase with 
the development of a long-range strategic plan for national 
continuity and State continuous improvement programs. 

STRUCTURES AND SOILS 

Evaluating and ensuring the integrity of underwater bridge 
foundations will be addressed in a pair of coiuplementary projects 
which will be underway: "Scour Monitoring and Instrumentation" 
will demonstrate the latest hardware and methods for monitoring 
scour at highway bridges and will promote field trials of scour 
monitoring equipment by the States; in a parallel effort, 
"Underwater Evaluation and Repair of Bridge Components" will 
demonstrate a full range of technology for evaluating distress at 
underwater foundation elements and cost-effective measures for 
underwater repair. 

In 1995 most States will be meeting the ISTEA requirements for 
implementing a bridge management system. To assist the States to 
incorporate a full range of bridge management principles in the 
routine management of bridge programs, OTA and the FHWA's 
National Highway Institute will develop and present a series of 
workshops on bridge management for State highway bridge engineers 
and managers. In addition, training will be provided to bridge 
inspectors who are assigned to collect bridge condition data in a 
format suitable for bridge management systems. 

Efforts will continue to advance the state-of-the-practice of 
foundation engineering for highway bridges by providing an 
updated version of classroom sessions for the project "Pile 
Foundations" and a by presenting a newly developed workshop on 
Load and Resistance Factor Design (LRFD) of bridge foundations to 
supplement the earlier training on LRFD of superstructures. 

SAFETY AND DESIGN 

In addition to continued support for multi-year efforts active in 
1994, a substantial increase in highway safety activities will 
occur. Continued at substantial levels will be safety hardware 
evaluations, pedestrian safety and safety management system 
promotions and demonstrations, and outreach initiatives, such as 
the Safety Campaign for compliance with traffic control devices 
to be conducted in larger population centers. After being 
evaluated in 1994, preparations for promotion of enforcement 
devices that discourage running red lights will be initiated. 

Technology transfer of motor carrier safety technologies will 
continue to increase due to the expansive range of related 
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issues. For example, advances in hazardous materials handling 
technology will require dissemination throughout the industry. 
Other items will include driver fatigue countermeasures , 
automated brake testing technologies, proper use of automatic 
brake indicators and adjusters, technology to strengthen control 
of substance abuse and identify driver impairment, and use of on- 
board computers to assist in accident investigation. 

Underlying any successful safety program is the collection and 
management of safety-related data. Extensive amounts of data are 
collected annually at a high cost and improvements are needed in 
its accuracy, timeliness, cost to collect and availability for 
use. An advanced technology police vehicle using a state-of-the- 
art accident data collection system will be developed and 
evaluated in 1995. Equipment such as Global Positioning System, 
Total Station, Map Matching/Dead Reckoning System, Bar Coding 

System, Magnetic Stripe, Automatic Vehicle Identification System, 
Digital Camera, Pen-based computing and Voice Recognition will be 
showcased nationwide. The target audiences will primarily be 
enforcement and State DOTs endorsing the technologies, since they 
will capitalize from and must accommodate advancements in 
accident record technology. 

TRAFFIC AND MOTOR CARRIER 

New emphasis will be placed on activities related to Motor 
Carrier applications. Additional emphasis will focus on 
activities to provide technical support to the Office of 
Environment and Planning in providing guidance to State and local 
agencies responsible for the implementation of congestion 
management systems. 

The mobilization of new demonstration projects for advancing IVHS 
technologies that have become operational and in need of 
deployment will be initiated in addition to other activity 
related to the promotion and advancement of IVHS. 

The Traffic and Motor Carriers Technology Applications Program 
will continue to promote technology transfer projects in the 
following categories: IVHS, Advanced Traffic Operations and 
Management Applications, Incident Management, Congestion 
Management, Demand Management, Traffic Signal Simulation and 
Optimization, Geographical and Highway Information Systems, 
Global Positioning, Real Time Traffic Adaptive Control of Traffic 
Integrated Traffic Management Systems and Motor Carrier 
Operations. 

Existing mobile demonstrations on traffic control equipment and 
software will continue and will be enhanced as new and improved 
technology becomes ready for deployment. Presentations of the 
Advanced Traffic Signal Controller Training Course and video will 
begin. The project "Geographical Information Systems/Video 
Imagery" will conclude its nationwide presentations. The project 
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"Relieving Traffic Congestion Through Incident Management " will 
conclude its nationwide presentations. 

TECHNOLOGY ASSESSMENT 

The indepth scanning of universities and State highway agencies 
to identify and assess highway-related technologies for further 
evaluation and promotion will potentially add five more 
universities to the 10 from 1994 and 15 other agencies to the 30 
from 1993. Technologies and methodologies identified through 
this process will be vigorously evaluated, and if appropriate, 
packaged for deployment. Scanning and assessing of foreign 
technologies will continue from 1994. Candidate technologies may 
fall within the areas of intermodal transportation, urban 
transportation, and environment, among others. 

The results of previous studies that segmented the highway 
community and identified non-traditional partners will be used to 
package technical information and produce tools targeted for the 
range of audiences that need to consider the technologies being 
deployed. 

Speakers and technical personnel will publicize research results 
and products from the SHRP and other programs at conferences and 
technical exhibits. Technical information and performance data 
on IVHS case studies, and the various management systems will be 
packaged and disseminated through diverse channels and mechanisms 
to promote the adoption of the beneficial innovations. 

The OTA also will continue and expand its marketing plan to 
showcase and promote new highway technologies, including those 
developed by the SHRP. This will be accomplished by exhibiting 
highway products at all major national and international 
professional meetings and conferences. 

Scanning will continue for new and innovative highway technology 
projects to encompass all 50 States and Puerto Rico and expand it 
to include international technologies. The OTA also will 
continue and expand its marketing plan to showcase and promote 
new highway technologies, including those developed by the SHRP. 
This will be accomplished by exhibiting highway products at all 
major national and international professional meetings and 
conferences. 

PROGRAM SOPPORT 

Support contracts will continue for marketing services; 
identification and assessment of innovations; speakers' bureau 
and exhibit assistance; editorial; publishing; and technical 
panel meetings. 

Participation by FHWA field offices will continue to be critical 
to the success of the technology assessment and deployment 
program. As more products are made ready for deployment, field 
staff expertise will be expanded further to ensure the timely 
adoption of these new technologies. Funding assistance to these 
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offices will continue and be expanded so they may carry out their 
efforts in bringing technology to the states and others across 
the country. Support will also continue in providing the needed 
technical training and various marketing products to support the 
field staff's technology assessment and deployment activities. 

FHWA will establish a core office as a resource for marketing 
techniques and practices for regional and division offices to 
call upon. The core office will work with the field offices to 
create marketing plans for technologies they have identified as 
useful for the State and local highway agencies within their 
sphere of operations. Documentation will be produced on how to 
design effective strategic outreach programs from marketing 
plans. Marketing plans that have been developed will be compiled 
from regional, division, and State offices, to be included in a 
synthesis of marketing activities in the highway community. 
Through this exchange of information and the core office's 
assistance, partnerships and the marketing capabilities and 
effectiveness of FHWA field offices and the highway community in 
general will be expanded. 

During this time, approaches to marketing will be assessed, 
particularly computer media (e.g., CD-ROM, interactive training 
programs, databases, marketing plan software packages, etc.) to 
increase the ability to respond to the need for marketing new 
technologies and to provide a broader and more effective 
collection of tools for FHWA's field offices. 
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AUTHORIZATION/OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

E. LOCAL TECHNICAL ASSISTANCE 

PROGRAM $500 $5,105 +$4,605 

BACKGROUND 

The Local Technical Assistance Program (LTAP) , formerly the Rural 
Technical Assistance Program (RTAP) , serves as the primary 
channel through which innovative transportation technology is 
prepared and delivered to both urban and rural local communities 
in the United States and to American Indian tribal governments. 
Since 1982, a network of Technology Transfer Centers has been 
established to work with local transportation agencies in 
addressing their specific transportation goals and to present new 
transportation technology and product alternatives to meet those 
goals. The number of centers has grown from an initial 10 
centers to a current 55. There are now centers in each State, 
one in Puerto Rico, and four centers to provide transportation 
technology transfer to American Indian tribal governments. 

Funding for the operation of the centers to reach both urban and 
rural customers and American Indians accounts for the major 
portion of the LTAP budget. The base level of funding for the 51 
technology transfer centers was increased in 1992 from $100,000 
to $110,000 in 1993. The State and local governments continue to 
supplement the Federal funds with local resources. 

Beginning in 1993, technology transfer services were also 
provided to American Indian tribal governments with the 
establishment of four centers to specifically address their 
needs. Funding for the development and operation of these 
centers is provided by the Federal Highway Administration (FHWA) 
and the Bureau cf Indian Affairs (BIA) of the Department of the 
Interior. These centers are 100 percent federally funded. 

LTAP receives overwhelming support from the American Association 
of State Highway and Transportation Officials, the National 
Association of County Engineers, the American Public Works 
Association, anfl the National Association of Towns and Townships. 

OBJECTIVES AND APPROACH 

The objective of LTAP is to improve roads and bridges and 
increase transportation safety awareness by increasing 
transportation expertise at the local and tribal level, and 
promoting the effective use of private, local, and State 
resources for transportation. 

The LTAP approach is a program of training and technical 
assistance geared to local and tribal engineers, technicians, and 
government officials. In order to respond to the increasing 
demand for new highway technology in rural and urban areas, 
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special technical products have been developed and assistance 
provided specifically structured for local highway agencies. 
These products and assistance are available through the 
nationwide network of Technology Transfer Centers. 

With the Intermodal Surface Transportation Efficiency Act (ISTEA) 
of 1991, the FHWA received the authority to expand the rural 
program to provide increased technical assistance and the 
transfer of usable modern highway technology to urban areas in 
States with two or more urbanized areas of 50,000 to 1,000,000 
population to help address their road-related needs. 

Under the ISTEA, the FHWA was required to establish a minimum of 
two centers to provide technical assistance to American Indian 
tribal governments on intergovernmental transportation planning 
and project selection, and tourism recreation travel. FHWA and 
the BIA have established four new centers to provide technology 
transfer services to American Indians. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIORI 

In 1993, there were five new centers, one in Minnesota and four 
centers to serve the needs of American Indians. The following 
list reflects the locations and the coverage of the centers 
serving American Indians: 

1. Technology Transfer and Training (T') for Native Americans 
Colorado State University 

Fort Collins, Colorado 80523 

Area of Coverage: Colorado, Utah, New Mexico, and Arizona 

2. Northwest Tribal Rural Technical Assistance Program 
Eastern Washington University, MS-10 

Department of Urban and Regional Planning 

Cheney, Washington 99004 

Area of Coverage: Washington, Oregon, and Idaho 

3. ' Regional Indian Technology Transfer Center 

Montana State University 

Local Technical Assistance Program 

Department of Civil/Agricultural Engineering 

Bozeman, Montana 59717 

Area of Coverage: Montana, Wyoming, North Dakota, and South 

Dakota 

4. Technology Transfer Center for American Indian Tribal 
Governments in the Eastern United States 

Michigan Technological University 

Michigan Transportation Technology Transfer Center 

Civil and Environmental Engineering Department 

Houghton, Michigan 49931 

Area of Coverage: East of the Mississippi River 
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Specific accomplishments at the 55 centers included the 
following: 

• Through March 1991, over 250 training courses were conducted 
to assist local agency employees obtain a Commercial Drivers 
License (CDL) . The Centers provided over 1,400 CDL training 
videotapes, over 60 roadshows (demonstrations of the new CDL 
requirements by way of videotapes and practice tests brought to 
the local community) , and 90 articles in newsletters about the 
new CDL requirements. The CDL requirement went into effect on 
April 1, 1992. 

• Training courses are the major technology transfer tool used 
by the network of centers. In 1993, LTAP centers offered 1,700 
training courses with a total attendance of over 57,200. The 
centers also offered over 700 "roadshows" or circuit rider 
sessions (on-site demonstrations of new technology) in 1993 with 
a total attendance of 11,200. 

• The technology transfer centers provided over 118,000 
technical publications to local agencies in 1993. They also 
maintained videotape libraries with a total of over 10,000 
videotapes on hand to loan to local agencies. Personnel in local 
agencies borrowed over 120,000 videotapes from the centers in 
1993. 

• The centers mailed their quarterly newsletters to over 
143,000 contacts in 1993. 

• Although many of the benefits of the technology transfer 
program are not monetarily quantifiable, participants in training 
programs liave given some indication of potential savings from 
using the training and new technology. 

In 1991, workshop participants at the Cornell Local 
Roads Program (New York) estimated the total cost of 
attending the training programs at $21,960, but estimated 
their savings at $2,081,545 as a result of attending the 
training. 

The Baystate Roads Program in Massachusetts routinely 
distributes an evaluation to every attendee at the end of 
each workshop. Respondents typically report an anticipated 
cost savings from attending the workshops in the range of a 
couple of hundred dollars to several thousands of dollars. 

As a result of the Kansas technology transfer center's 
program on tort liability and signing, several cities and 
counties in Kansas have made changes in their signing 
policies. Several counties have significantly increased 
their attendance at the liability and signing courses and 
are now better able to respond to lawsuits. 
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• Training courses are the major technology transfer tool used 
by the network of centers. In 1993, LTAP centers offered 1,700 
training courses with a total attendance of over 57,200. The 
centers also offered over 700 "roadshows" or circuit rider 
sessions (on-site demonstrations of new technology) in 1993 with 
a total attendance of 11,200. 

Many technical-type materials, reports, and videotapes were 
developed and distributed to the centers. The development of 
training courses for both urban and rural audiences was 
initiated. 

Also funded in support of the centers was a national 
clearinghouse for training courses, videotapes, and technical 
products. In support of the network of Centers, the 
clearinghouse prepares a bimonthly newsletter to promote 
information exchange among the centers. The clearinghouse also 
prepares a catalog of training and technology resources, and 
maintains a videotape library. The clearinghouse also prepared a 
strategic plan for FHWA for the LTAP in conjunction with the LTAP 
centers and related partners. The FHWA also funded the 
development of a study and report documenting the accomplishments 
and benefits of the LTAP. 

New procurements for LTAP products were initiated in 1993. Among 
the new products were pavement management system products for 
local governments; a training videotape on contract paving 
inspection for local personnel; a training manual and training 
material on common problems with aggregate surface roads; a 
training videotape on chip seal construction; a risk management 
manual for local agencies; a traffic safety course and field 
guide for local officials; and a training videotape of traffic 
sign installation, hardware, and inspection. 

An effort was also initiated in 1993 to promote SHRP products to 
local agencies. 

In addition, FHWA continued the development of new products for 
the LTAP centers and their clients. FHWA requested ideas for 
needed products from the center directors, and FHWA and State 
highway agency personnel and worked with technology transfer 
center directors and staff to identify the high priority needs 
and develop statements of work for follow-on contracts to develop 
the products. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

The 55 centers will publish quarterly newsletters and make 
technical materials, e.g., manuals, training courses, videotapes, 
and brochures available on request. With the increased number of 
centers and the expansion into urban areas and tribal 
governments, an increased number of people are expected to be 
trained and the number of requests for technical materials is 
also expected to increase. 
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with the authority under the ISTEA of 1991 to expand into urban 
areas, many of the centers have identified their urban clients 
and also needed products and services for their urban audience. 

FHWA has coordinated with the BIA to provide transportation 
technical assistance to the American Indian tribal governments. 
The four centers established to provide technology transfer 
services to the American Indian tribal governments will begin to 
offer courses and technical assistance to tribal governments. 
These centers will be encouraged to coordinate their activities 
with the Native American Colleges and Universities. The centers 
have the added emphasis of providing training on tourism and 
recreational travel. Special products needed for the technology 
transfer efforts for the American Indian tribal governments will 
be identified and product development initiated. 

FHWA will work with its partners in local agencies to identify 
relevant products for local highway agencies from the SHRP and 
prioritize, package, and deliver these products to the technology 
transfer centers. Many of the new technology items identified by 
the Strategic Highway Research Program (SHRP) will be of interest 
to the LTAP community, such as pavement maintenance techniques, 
snow fence technology, and new work zone devices to improve 
safety. 

New products under development will be distributed to the centers 
as they become available. 

PLANNED ACTIVITIES AND ACCOMPLISHMENTS FOR FISCAL YEAR 1995 

In fiscal year 1995, activities brought on line during previous 
years will continue to be delivered to the Technology Transfer 
Centers. As in recent years, the bulk of the funding will be 
used to operate the 55 Technology Transfer Centers, the delivery 
arm for the program. Remaining funds will be used to fund 
administrative support activities such as the national 
clearinghouse and new products specifically for local government 
agencies and American Indian tribal governments and to develop 
products for the tribal governments. 

The ISTEA of 1991 provided for technology transfer involvement in 
some urban areas (500,000 to 1 million population) through the 
LTAP. The program will help to identify audiences and needed 
products for these urban areas. Increased funding is necessary — 
to develop products and enable technology transfer centers to 
deliver the program assistance and benefits to these areas. 

FHWA will continue to develop new products for LTAP following a 
solicitation of needed product ideas from the nationwide network 
of centers and in conjunction with our partners. 

FHWA will continue to actively package and promote relevant 
products from the SHRP for the local agencies. The SHRP products 
of particular relevance to local agencies will be packaged and 
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marketed to local agencies and tribal governments. Some of the 
SHRP products include performance guidelines for improved 
materials and procedures for potholes, spalls, crack 
sealing/filling and join resealing repairs which will be 
developed into training packages. The LTAP technology transfer 
centers will be ready to use these training packages as they 
become available. 

Activities in 1992 through 1994 for the centers servicing 
American Indian Tribal Governments (including the establishment 
of four centers in 1993) will need increased funding to expand 
the level of service to this audience and to enhance the delivery 
efforts related to this element of the LTAP. 

Of the requested amount for LTAP, $500,000 will be used to 
support the Department of Transportation's participation in the 
National Rural Development Initiative including supporting the 
operation of the regional Federal State Rural Development 
Councils. The LTAP will seek ways to improve coordination with 
other Federal agencies and help achieve cooperation with the 
States, localities, tribal governments, and the private sector. 
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AUTHORIZATION /OBLIGATION LEVEL 
FY 1994 FY 1995 CHANGE 

P. NATIONAL HIGHWAY INSTITUTE $4,500 $5,500 +$1,000 

BACKGROUND 

The National Highway Institute (NHI) is vigorously responding to 
its expanded role as defined by the Intennodal Surface 
Transportation Efficiency Act (ISTEA) . The ISTEA emphasizes a 
coordinated transportation system involving all modes working in 
harmony to move people and goods and improve the nations economic 
vitality. The NHI's programs have been adjusted to stress these 
issues. The Federal Transit Administration, the Federal Railroad 
Administration, the National Highway Traffic Safety 
Administration, the Federal Aviation Administration, and the 
Maritime Administration are active partners in the NHI intermodal 
training programs. In addition a number of other Federal and 
local government organizations have joined with FHWA to 
incorporate the latest technology into the training presented to 
those organizations responsible for the highway transportation in 
this country. The training that NHI presents addresses the 
intermodal and economic efficiency issues embodied in the new 
legislation and more. Training provided by NHI is carefully 
selected and is not available elsewhere. The majority of the 
courses teach how to use the newest and most advanced technology 
to provide an efficient and cost-effective transportation system. 
The ISTEA also expands NHI's responsibilities to provide training 
for the private sector and the international highway 
transportation community. New programs have been developed in 
each of these areas and training is being presented to these new 
partners. 

OBJECTIVES AND APPROACH 

The NHI has structured its programs to fill two important needs 
for the public sector. The first is to continue with short 
course training on an array of specialized highway technical 
topics. These are generally delivered on site to the State and 
local highway agency employees. The second is to expand the 
breadth of knowledge of major transportation topics through 
indepth multiweek education programs directed beyond the standard 
university curriculum to the practicing highway professional. 
These are usually presented at NHI's Center for Advanced 
Technology in Highway Transportation in association with the 
Turner Fairbank Highway Research Center in Northern Virginia. In 
addition we are responding to the newer provisions of the ISTEA 
by establishing programs for the private sector and our 
international colleagues. 

The majority of the public sector highway transportation work 
force which entered the profession in the late 1950 's and early 
1960's, is now being replaced with under-trained professionals. 
Furthermore, the private sector which is assuming a larger role 
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as the public sector dovm-sizes, is faced with under-skilled 
workers being brought into the work force without experience or 
transportation training. In addition, new technology will be 
causing new "standard operating procedures" to be incorporated 
into tomorrow's highway. These developments will require new 
training for the existing work force and the new private sector 
work force so they can use the new technology. In addressing the 
private sector needs, the KHI is working through joint task 
forces involving various transportation industry specialties 
(National Asphalt Paving Association and American Concrete 
Pavement Association) . Finally, an entirely new area is the 
training required to implement the IVHS highway program. 

The NHI has established training programs that serve the 
international highway community including show-casing the current 
engineering practices and U.S. highway technology. An intensive 
program in transferring US highway technology to the Latin 
American countries is moving ahead rapidly by offering technical 
assistance, training, materials, and management skills. And 
concurrently, we are working with the World Bank to bring 
training programs to third world countries on highway 
transportation and the capability of U.S. companies to meet their 
transportation technology needs. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

The NHI annually emphasizes approximately 85 technical topics in 
the training it presents to State and local government officials. 
Important topics have been the assessment of the relative value 
of alternate designs (value engineering) , how to design bridges 
and protect highway structures from damage due to floods, safety 
considerations that will reduce the likelihood of a fatality and 
injury of a motorists that leaves the travel lanes, and planning 
considerations to ensure a complete integrated and multimodal 
highway network. The States and local agencies continually 
advised the NHI that the training they receive has enabled them 
to improve their efficiency, safety, and economic productivity. 
Each year from eight to twelve new courses are developed which 
bring to the highway community the latest technology on some of 
the critical issues that are challenging highway officials. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Specific courses are being taught to respond to the intermodal 
emphasis of the ISTEIA. These courses address improved access to 
port facilities and integrated highway and mass transit 
facilities. In addition NHI is providing its regular short 
courses more often to satisfy the increased demand by States and 
local agencies. A new series of comprehensive, multi-week 
training programs is being developed by NHI to address specific 
topics for the private and public sector transportation 
specialist. These programs will emphasize where new technology 
is making substantial changes in how we plan, design, construct, 
operate, integrate with other modes, maintain, and administer our 
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Nation's highway network. These programs will form the basic 
core of long-term training to be presented through the NHI 
"Center for Advanced Technology in Highway Transportation." This 
form of training will also be the major source of upgrading or 
expanding the expertise of practicing highway specialists in the 
new disciplines that future highway systems will demand. 

The ISTEA makes NHI training available to the international 
community. The NHI is fulfilling this requirement by working 
closely with the World Bank and presenting a specially designed 
training program for third world countries in highway pavements. 
This training program will showcase United States highway 
technology and equipment to these international participants. 
The NHI has also provided the administrative and technical 
guidance to the Pan American Institute of Highway (PIH) . Through 
this program NHI has provided, to our Latin American neighbors, a 
catalog of training and technology guidance programs on highway 
safety materials (signs, energy absorption protective barriers, 
pavement markings) , maintenance management procedures, and 
highway traffic control computer programs. Short courses and 
technical visits from the U.S. are in great demand by the Latin 
American countries. We see these as a direct link to economic 
cooperation in the highway industry and an opportunity for United 
States technology to be introduced into Latin America. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

The majority of the requested increase is to meet the constantly 
growing demand both in the United States and with our 
international partners for NHI short courses and multi-week 
course presentation. New safety and environmental regulations 
are generating substantial changes to the transportation process 
that require both the public transportation official and the 
private sector builder of the transportation system to seek 
training to understand the revised or new approaches for highway 
projects. As a result the demand for training in the new 
technology approaches is escalating. Many innovations resulting 
from the $150 million Strategic Highway Research Program (SHRP) 
will require training programs to encourage and guide their use 
within the highway community. There are 10 new training efforts 
planned for products resulting from SHRP. 

This funding increase will also support the PIH in the growing 
international technology exchange of education and training. 
Through the PIH we can identify highway technology such as, 
intersection control equipment to improve traffic flow and 
safety, asphalt technology, materials testing equipment and 
practices, construction procedures, and equipment maintenance for 
technology transfer to Latin America. A joint program with the 
Inter American Development Bank is also being planned. 

The NHI is establishing a program to take U.S. highway technology 
to the countries in eastern Europe and Russia. A portion of the 
increase funding will be used to present training to highway 
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officials of these countries thereby introducing them to U.S. 
products, services, techniques, and innovation. 

The NHI is continuing to closely watch the changes in learning 
technology and will evaluate and examine the possibilities for 
research and innovation in education/training techniques. Unique 
applications of new learning technology appear to be on the 
horizon that may be adapted to improve the capability and/or 
expertise of highway agency personnel inexpensively. Several 
studies are underway which will form the basis for evaluating 
innovative instructional tools that can provide "on the spot" 
guidance and training for solving problems encountered in the 
field. Developing this technology can be a major factor that 
will permit the adaptation of the culturally diverse workforce of 
the nineties into the surface transportation specialists this 
nation needs. 
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DISADVANTAGED BDBIKE88 EMTEKPRI8E/ SUPPORTIVE SERVICES (DBESS) 

(Dollars in Thousands) 
FY 1994 FY 1995 CHANGE 
ADTHORI2ATION/OBLIGATION LEVEL $10,000 $10,000 

PROGRAM OBJECTIVES 

The Disadvantaged Business Enterprise (DBE) supportive services 
(SS) program provides a variety of services and activities 
designed to: 

- increase the total number of minority and women 
businesses active in the nation's highway programs, and 

- contribute to the growth and eventual self-sufficiency 
of these businesses so that they may achieve 
proficiency to compete, on an equal basis, for 
contracts and subcontracts. 

BACKGROUND 

Funds for the DBESS program are made available under 23 U.S.C. 
140(c) for the State's to develop, conduct, and administer 
training and assistance programs for minority and women 
businesses. 

All the States have established a DBESS program and implemented 
procedures to assure that the goals, objectives, and intent of 
the program are met. Each State's program is tailored to provide 
the necessary training and special assistance activities designed 
to meet the needs of the minority and women firms working within 
their State. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

By the end of FY 1993, approximately $111.8 million will have 
been obligated nationally by the States to fund SS programs since 
to the program's inception. The FY 1993 level was $8.0 million. 
This is considered a minimal level for an adequately operated 
program. 

Special efforts for FY 1993 involved earmarking $0.8 million of 
FY 1993 funds for the following special priority areas: 

• Expanding the Entrepreneurial Development Institute (EDI) 
program in Region 4. This program is being administered 
through the use of historically black colleges and 
universities in a number of southern States. Funding for 
this project includes $0.5 million carried over from 
FY 1992 's program allotment and $0.5 million set aside from 
FY 1993 's allotment. It is anticipated that a contractor 
will be selected for the first phase of this effort in June 
1993. 
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• Continue the development and implementation of an enhanced 
Indian outreach effort on Indian reservations in selected 
States to assist Indian owned firms to become certified 
DBE's. Funding for the effort in FY 1993 is set at $0.3 
million and has been targeted for all FHWA Regions. It is 
noted that $0.5 million was set aside for this effort in 
FY 1992. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

To accomplish the DBESS program objectives in FY 1994, FHWA plans 
to allocate to the states, at the maximum $10.0 million (i.e. the 
maximum level established by law (23 U.S.C. 140 (c) ) . This 
allocation will fund SS activities designed to improve the short 
and long term technical, managerial, and financial development of 
minority and women businesses in order for them to become viable 
business firms that are capable of effectively competing for 
contracts and subcontracts. This planned expanded 25% funding 
effort will permit the States to increase their levels of service 
to meet the demands of a larger Federal-aid program created under 
ISTEA. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

In FY 1995, FHWA proposes to maintain funding at the maximum $10 
million level. This will allow FHWA to continue/maintain the 
1994 SS program. Overall, this allocation of $10 million will 
continue to fund SS activities designed to improve the short and 
long term technical, managerial and financial development of 
minority and women owned businesses desiring to participate in 
the Federal-aid highway program. 
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SUPPORT FOR INTERMATIOMAL TRAMSPORTATIOH ACTIVITIES 

(Dollars in Thousands) 
FY 1994 FY 1995 CHAKGE 

APTHORIZATION/OBLIGATION LEVEL $400 $800 +$400 

BACKGROUND 

The Federal Highway Administration has been active 
internationally for many decades. The International Highway 
Transportation Outreach Program was established to enhance U.S. 
technology, to improve the U.S. technical presence in developed 
and developing countries, and to provide better support for U.S. 
private sector firms in the international marketplace. In 
FY 1992, the Outreach Program was formally established when it 
was included in the newly passed Intermodal Surface 
Transportation Efficiency Act of 1991. In FY 1992, the agency 
began implementing the Outreach Program with significantly 
increased emphasis on international activities. 

OBJECTIVES AND APPROACH 

The funds will provide contractual support to expanded activities 
associated with the International Outreach Program as described 
in the new legislation and falling in the general categories of 
searching for new technology abroad, support of private sector 
export activities, technology exchange and technical assistance. 
The activities will include hosting international technical 
committees and foreign delegations, undertaking international 
scanning initiatives to find and incorporate foreign technology, 
sponsoring seminars on foreign road-related business and 
investment opportunities for the private sector, staging exhibits 
at major international highway-related meetings and conferences, 
demonstrating U.S. technology in foreign countries, providing 
technical assistance to specific regions of the world such as 
Eastern Europe, Russia, and the newly independent states of the 
former Soviet Union, and providing administrative and specialized 
support to the agency program office in their international 
initiatives. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

o The agency continued its commitment to active participation 
in the Permanent International Association of Road 
Congresses (PIARC) . The agency, in cooperation with the 
U.S. highway community, appointed U.S. members to PIARC 
technical committees. The agency also published several 
articles on U.S. highways in the PIARC "Routes and Roads" 
magazine. The article received wide coverage in the 
international community. FHWA representatives of PIARC 
Committees and Working Groups attended joint meetings that 
were held in Yokohama from April 26-29. Such joint meetings 
are held at the mid-point between quadrennial PIARC World 
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Road Congresses. They combine sessions of PIARC's Executive 
Committee, 17 standing technical committees and working 
groups, four special ad hoc groups, and coordinating 
sessions bringing together representatives of all these 
committees and groups as well as their Japanese 
counterparts . 

The PIARC is the most effective means available to us for 
international technical cooperation in the highway field. 
It enables us to keep up with foreign technical developments 
and to bring U.S. achievements to the attention of the world 
highway community. 

The FHWA cosponsored a "Roundtable" meeting to discuss road 
privatization in Mexico with the Mexican Secretariat of 
Communications and Transportation. The purpose of the 
meeting was to familiarize the U.S. private sector with the 
privatization activities taking place in Mexico and the 
associated business and investment opportunities. 
Participants included U.S. and Mexican Government and 
Private sector representatives. A background paper was 
developed prior to the meeting and a report was prepared 
that summarized the findings and conclusions of the meeting. 
Three working groups were established by the conference 
participants to begin follow-up activities. Currently, the 
FHWA is working with interested parties to study the 
feasibility of a short demonstration study toll road between 
Tecante, Mexico, and California State Route 125 to encourage 
U.S. investment in Mexico. 

The FHWA continues to focus on Mexico border transportation 
issues and is working closely with the Federal Government of 
Mexico to assure their participation in the Section 6015 
Study of NAFTA related transportation and trade impacts. 
Staff are working closely with the Southwest Border 
Transportation alliance comprised of the States of Arizona, 
California, New Mexico, and Texas to further stimulate 
discussions on issues relative to international trade 
corridor and border crossings. This will lead to a more 
integrated planning process. 

In response to a request from the transport agency of 
Uruguay and Argentina, with the support of the Trade and 
Development Agency of the Department of State, the FHWA 
evaluated the feasibility of a privately financed 55km 
bridge between Buenos Aires, Argentina and Colonia, Uruguay 
and prepared the justification for and $5 million funding 
request to the World Bank for the performance of further 
background studies and the preparation of concession 
documents . 

The agency performed a preliminary study on technology 
export promotion. The study outlined current technology 
promotion activities sponsored by U.S. Government agencies 
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other than the FHWA. The study also outlined technology 
promotion activities sponsored by foreign governments. 
Finally, the report detailed U.S. road private sector 
interest in having the FHWA support their export products. 

The Office of International Programs hosted a two-week tour 
for the First Deputy Minister of Transport and General 
director of the Russian Federal Highway Department and his 
colleagues from various Russian road-related agencies at the 
Federal, regional, and municipal levels of Government. The 
purpose of the tour was to acquaint the Russian 
decisionmakers with the U.S. system of road and highway 
administration, in preparation for discussions over the 
scope and content of a comprehensive technical assistance 
program for Russia, financed through the World Bank and 
other bilateral arrangements. The March, 1993 tour focussed 
on the Federal, State, and local intergovernmental 
relations, as well as on the competitive role for the 
private sector in planning, designing, constructing, and 
maintaining highways in the United States. 

The agency collaborated with Finland for the proposed 
development of a regional technology transfer center similar 
in nature to the Pan American Institute of Highways. The 
center will be established in Finland. Meetings were hosted 
to coordinate these activities with other potential sponsors 
including the Baltics. 

The International Road Federation World Meeting, the Pacific 
Rim Conference, and ConExpo represented three of the most 
important international road-related conferences. The 
agency presented U.S. highway technology exhibits at two of 
these conferences. 

The agency will continue its very successful Foreign 
Visitor's Program. The FHWA participates in road research 
and technology sharing activities with other developed and 
developing countries. The FHWA's participation is vital to 
improving road transportation at home and abroad. To keep 
the United States abreast of foreign technological 
developments, the FHWA arranges study programs for 
approximately 4 00 visitors annually, maintains membership in 
international governmental and non-governmental 
organizations, and participates in international conferences 
and meetings. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

Consistent with the priorities of the Interagency Trade 
Policy Coordinating Council (TPCC) , chaired by the USDOC/ITA 
and in accordance with the findings of the technology export 
promotion study, the FHWA will undertake several initiatives 
to address the export promotion sections of the Intermodal 
Surface Transportation Efficiency Act of 1991. The FHWA 
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will undertake projects that address (a) the needs of U.S. 
design and consulting firms bidding on major IBRD/ADB funded 
projects against foreign competitors, (b) the interests of 
U.S. construction equipment manufacturers and distributors 
in establishing equipment leasing corporations, 
distributorship, or manufacturing and assembly operations in 
Russia and other newly independent states, and (c) the 
desires of financial and legal services cooperations to 
participate in the development of international 
tollroad/bridge/tunnel projects, such as the Rio de la Plata 
Bridge/Tunnel project between Buenos Aires, Argentina and 
Colonia, Uruguay. 

The agency will continue to support establishment of 
regional technology exchange centers in Finland and the 
Baltics. In addition, the concept will be adapted for other 
regions of the world, such as Eastern Europe. 

The FHWA jointly with various U.S. trade organizations will 
organize and carry out meetings and conferences to 
facilitate discussion and evoke views and opinions on 
emerging issues related to transportation, trade, and 
environment in the Americas. Groups such as the Council of 
Ministers of Transport for Latin America, which will convene 
prior to the White House sponsored Hemisphere Summit of 
Presidents of the Americas, will be key participants for 
discussions on policy and related issues. 

The FHWA will undertake follow-up activities for the ISTEA 
Section 6015 study that was performed in 1993. These 
activities included meetings such as the IRF meeting on 
international trade in Monterrey, Mexico and efforts to 
harmonize infrastructure planning along the U.S. /Mexico 
border. The IRF Regional Meeting is to take place in 
Calgary, Alberta, Canada in 1994. The FHWA expects to have 
active participation in this meeting which offers the 
opportunity to further address trade issues. 

In addition to the Russian observational study tours, the 
FHWA will organize and implement initiatives to promote U.S. 
Transportation interests in Russia and the other nations of 
the CIS. These initiatives will include: training 
component for Russian highway program; and the provision of 
technical advisory services to survey the strategic highway 
technology needs for the institutional reform of the Russian 
highway sector. The FHWA will also continue to assist in 
developing and translating critical technical materials. 

Under the terms of the "Memorandum of Understanding" (MOU) , 
the FHWA will continue its support of World Bank's regional 
and national highway development projects and related 
technical assistance initiatives throughout the developing 
world, but with a particular focus on central and eastern 
Europe. This will include performance monitoring, roadway 
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information systems, and roadway administration policies and 
procedures. 

o The agency will continue its Foreign Visitor's Program. The 
program gives foreign highway professionals assistance in 
arranging meetings and briefings on road-related technical 
subjects with U.S. experts. At the same time, the program 
creates the environment and opportunity for FHWA to discover 
technological and innovative developments in other 
countries. This program is used by approximately 400 people 
every year. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

o The FHWA will continue to support the increased interest in 
the Visitors Program. The program gives foreign highway 
professionals assistance in arranging meetings and briefings 
on road-related technical subjects with U.S. experts. On 
average, this program is used by approximately 500 people 
every year. 

o Regional Technology Exchange Centers in Finland, the Baltics 
and Eastern Europe will continue to be developed and 
improved. FHWA will search for new opportunities to 
establish other regional centers. 

o The Office of International Programs will undertake 

initiatives to promote U.S. interests in Mexico. Central to 
these initiatives is the pending North American Free Trade 
Agreement and issues of border crossings. The FHWA will 
continue to support "Roundtable" meetings to address these 
issues. 

o FHWA will continue to organize and implement initiatives to 
promote U.S. Transportation interests in Russia and other 
newly independent states of the former Soviet Union. 
Technical assistance, observational study tours and training 
will continue to be the backbone of this program. 

o The Office of International Programs will continue to assist 
with managing U.S. participation in international 
organizations such as the Permanent International 
Association of Road Congresses (PIARC) , the Organization for 
Economic Cooperation and Development (OECD) , and the 
International I^ad Federation (IRF) . PIARC activities will 
include: supporting an FHWA employee working at the PIARC 
Secretariat in Paris; preparing for and attending the 1995 
PIARC World Road Congress, exhibition, and associated 
events; and participating in the many continuing manager and 
technical working groups/ committees of PIARC. 

o The proposed Joint North American Transportation Conference 
will be held preceding the PIARC World Congress to discuss 
the transportation implication of the emerging North 
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American Free Trade zone. It will be held in conjunction 
with the PIARC World Road Congress September 1995 in 
Montreal. Canadian and Mexican authorities have indicated a 
desire to be co-sponsors. Details have yet to be decided. 

o FHWA's Office of International Programs will strengthen its 
programmative outreach and human resource capabilities in 
response to the international objectives of the Secretary's 
Strategic Plan. These objectives, which are applicable to 
each of the modal administrations include requirements to: 

* identify and develop global transportation corridors, 

* provide strategic support to new transportation 
industries abroad, 

* promote the development and export of transportation 
technology, 

* reduce personal injury/death and damage/ loss of goods 
in international travel, 

* implement the transportation elements of the 
President's "Global Warming" and "Sustainable 
Development" initiatives, 

* improve the mobility by reducing congestion and 
enhancing intermodal connections in global logistics 
chains, and 

* reinvent DOT/FHWA functions to support U.S. economic 
interests abroad. 

The implementation of the "Secretary's program may require the 
appropriation of additional funds and allocation to FHWA. 
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FAIRBANK BDILOIM6 RENOVATION 

(Dollars in Thousands) 
FY 1994 FY 1995 CHANGE 
AUTHORIZATION/OBLIGATION LEVEL $1,250 $3,000 +$1,750 

BACKGROUND 

The Fairbank Building was constructed in 1942 and primarily used 
as a machine shop until 1964, when a major renovation occurred. 
Major problems still exist: 

• While the original steam radiator heat has been 
augmented and later modified to include steam coils, it 
is still nearly impossible to control temperature and 
air balance. 

• Many of the original utilities including pipes, drains, 
conduits, wiring, lighting and asbestos pipe insulation 
have remained in place and untouched for 52 years. 

• The domestic hot and cold water pipes are severely 
restricted by heavy deposits of calcium and corrosion. 

• The storm pipes and sanitary sewer lines are clogging 
with rust scale and corrosion. 

• Windows in the building are single pane casement type 
and contribute to problem in controlling the heat and 
air conditioning of the building. 

OBJECTIVES AND APPROACH 

The plans call for renovating the Fairbank Building to create a 
satisfactory office and laboratory work space for the staff and 
to comply with' the Federal energy reductions by 1995. Many 
laboratories now located in the Fairbank Building carry out 
studies using volatile materials, gasses, and even nuclear 
substances. The safety of the employees, visiting researchers, 
and contractors requires that all of these laboratories be 
maintained following current codes and physical accommodations. 

The Fairbank Building is very germane to the mission of the FHWA, 
and especially to the future mission of the Research and 
Technology Program since it houses the staff and physical 
laboratories related to the basic sciences such as chemistry and 
materials. The building also houses the National Highway 
Institute training staff, which is critical to the delivery of 
advanced technology to the highway community. The proposed 
renovation of the Fairbank Building will provide a safe and high 
quality work environment for the research staff which will help 
to implement the National Transportation Program and to carry 
forward the responsibilities for our significantly expanded R&D 
program. 
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ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIORI 

From 1964 to 1980 many modifications, alterations, repairs, and 
refurbishment occurred to accommodate the increasing R&D staff 
and the changes of emphasis experienced within the research 
programs. 

A needs and asbestos survey, code and energy analysis, and 
preliminary plans for renovation of the Fairbank Building were 
completed in 1992. The final report identified numetous code 
violations in the electrical, heating, and plumbing systems and 
violations of the fire code with respect to building egress. 
Access to the building and rest rooms does not meet the 
requirements of the Americans with Disabilities Act. Asbestos 
was also found in a number of areas on all floors of the 
building. The energy analysis indicated that substantial energy 
savings could be obtained by replacing the existing windows, 
adding insulation in the attic and exterior walls, installing a 
new heating and air conditioning system, and replacing the 
existing lighting fixtures. 

The total estimated cost, based on a detailed cost estimate 
developed in 1992, is $6 million. Due to budget restrictions, 
the construction work has been divided into three stages. 
Construction plans for Stages 1 and 2 were completed in July, 
1993. 

PLANNED ACCOMPLISHMENTS FOR FY 1994 

The Stage 1 and 2 construction contract will be awarded in 
February 1994. Preparation of construction plans for the Stage 3 
construction will be initiated. 

PLANNED ACCOMPLISHMENTS FOR FY 1995 

The Stage 1 and 2 construction will be completed. The Stage 3 
construction plans will be completed and the construction 
contract awarded. It will include renovation of the remaining 
laboratories including the Paint Analysis, Chemistry, Soils and 
Aggregate Laboratories; energy conservation measures including 
window replacement, attic insulation and replacement of lighting 
fixtures; and improvements to the public areas and office spaces. 
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Rehabilitation of Tb« Fairbank Building 
Cost Breakdown for FY 1995 

Following the completion of the Stage 2 construction, a Stage 3 
construction contract will be designed and awarded. This FY 1995 
contract will complete the work planned for renovating the 
Fairbank Building and will include the following: 



ACTIVITY 

Shop upgrading 



COST 
$332,000 



Aggregate and Concrete $691,000 
Laboratory Upgrading 



Chem i stry Laboratory $385,000 
Upgrading 



Window replacement $662,000 



Improvements to $60,000 

public areas on 
ground floor 

Improvements to $205,000 

public areas and offices 
on first floor 

Improvements to $355,000 

public areas and offices 
on second floor 

Attic furring and $112,000 
insulation 



REMARKS 

• Fire protection 

• Suspended ceiling 

• New lighting 

• New power supply 

• Fire protection 

• Suspended ceiling 

• New lighting 

• New power supply 

• Update lab furnishings 

• New lab equipment 

• Fire protection 

• Suspended ceiling 

• New lighting 

• New power supply 

• Update lab furnishings 

• New lab equipment 

• Existing single pane 
windows contribute to 
excessive heat loss 

& ventilation problems 

• Add suspended ceilings 

• Door replacement 

• New lighting 

• Add suspended ceilings 

• Door replacement 

• New lighting 

• Add suspended ceilings 

• Door replacement 

• New lighting 

• Attic is currently 
unfinished 

• Building roof is not 
insulated 
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Improvements to stair $198,000 • New stair at tunnel 
from ground floor to • New lighting 

first floor • Glass enclosure at 

stair exit 



Total $3,000,000 
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ON-THE-JOB TRAINING (OJT) SUPPORTIVE SERVICES (88) 

(Dollars in Thousands) 
FY 1994 FY 1995 CHANGE 

ADTHORI2ATION/OBLIGATION LEVEL ... $10,000 +$10,000 

BACKGROUND 

After the OJT/SS funds were administratively cut in the budget 
process, significant opportunities to increase the involvement of 
minorities and women in non-traditional highway construction 
crafts were lost. Although more highway construction employment 
opportunities were reported after the passage of the 1987 Surface 
Transportation and Uniform Relocation Assistance Act (STURAA) , 
historic employment patterns were reinforced with minorities and 
women relegated to the most marginal, labor intensive, dangerous, 
and lowest paying jobs in the industry. Although States have the 
option under the Intermodal Surface Transportation Efficiency Act 
of 1991 (ISTEA) to take down up to one-quarter of 1 percent of 
funds apportioned for Surface Transportation and Bridge programs 
(the option will increase to one-half of 1 percent of the same 
funds in 1994) to provide supportive services, few have opted to 
do so, preferring instead to use the funds for asphalt, concrete, 
and steel. 

States' staffs, contractors, and unions recognize the need for 
effective training programs. They also realize that outreach and 
support efforts to date have been insufficient to ensure the 
availability of a dependable, trained, and diverse work force. 
Several States, recognizing the need for such approaches and 
dissatisfied with the inconsistency of Federal funding, obtained 
State authorizations to maintain their supportive services 
efforts. 

It is expected that a larger work force will be needed to 
complete the work which will be contracted for with funds made 
available by the ISTEA. Also, the average age of active skilled 
craftsmen points toward a shortage of personnel with the 
requisite skills and experience to support a healthy, non- 
inflationary highway construction industry. Effective, 
coordinated measures are needed for the nation to realize the 
promise inherent in legislation to expand and upgrade our 
infrastructure . 

OBJECTIVES AND APPROACH 

o To break cycles of dependency and learned helplessness. 

o To provide exposure to highway construction employment 
opportunities, legitimate learning experiences, and positive 
reinforcement to OJT Trainees. 
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o To work with and through contractors' supervisory staffs, 
community based organizations, and unions to expose them to 
concepts of recognizing, valuing, and managing diversity to 
increase industry productivity. 

o To work cooperatively with union and non-union contractors' 
associations, unions, the responsible agencies of the U.S. 
Department of Labor (DOL) (the Employment and Training 
Administration, the Bureau of Apprenticeship and Training, the 
Office of Workplace Learning, and the Women's Bureau) in 
collaboration with the National Advisory Committee on 
Apprenticeship to agree to industry-wide standards for skills in 
apprenticeable occupations in highway construction. 

o To establish criteria and select demonstration projects to be 
put in place in urban and rural, union, and non-union areas of 
selected States. The results of these efforts will be analyzed, 
condensed, and provided to all States as examples of workable 
programs. 

o To hold pre-proposal and pre-bid seminars with State staffs 
and prospective contractors to outline expectations and 
standards, and to establish the parameters for acceptable, 
reimbursable activities. 

o To provide to State staffs and providers of Supportive 
Services, training, advice, and technical assistance. 

ACCOMPLISHMENTS TO DATE (FY 1993 AND PRIOR) 

Although several of the approaches employed by States were not 
considered effective, others, even in union areas, had often 
dramatic, positive impacts. The completion of a series of Civil 
Rights Office sponsored seminars resulted in the identification 
of the most workable aspects of the program which could benefit 
the trainees and the industry. Prior to the 1987 cuts, and the 
4-year inflationary spiral which affected job opportunities, the 
OJT and OJT/SS programs were instrumental in significantly 
changing reported employment patterns of minorities and women 
involved in highway construction employment. When the 
opportunities offered by the Surface Transportation Assistance 
Act of 1982 and STURAA became available, the crippled program and 
service providers were not in position to reach, orient, assist, 
or support the trainees or contractors. 

The Federal Highway Administration (FHWA) , with the Women's 
Bureau and the Employment and Training Administration of the DOL 
completed a study of the most effective methods employed to 
increase the employment of women in non-traditional highway 
construction employment. Participants at the pilot presentation 
of the "Women in Highway Construction" (WIHC) course included 
representatives of FHWA and DOL, contractors, unions, and 
craftswomen. The course was so well received that it was decided 
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to forego field testing of the manual and training guide, make 
recommended revisions, and implement the approach as soon as 
possible. Since the WIHC initiative was unveiled at the 1992 
National Civil Rights Conference, the course has been presented 
eight times and is currently scheduled for five other 
presentations this fiscal year. Demand for the course has been 
high and is expected to continue. 

PLANNED ACCOMPLISHMENTS FOR 1994 

o To promote and provide advice to States on effective use of 
the one-half of 1 percent OJT funds available to them. 

o To revise the OJT and OJT/SS regulations. 

o To work with the Bureau of Apprenticeship and Training and the 
Office of Workplace Learning at the DOL — with highway industry 
representatives and the National Apprenticeship Advisory 
Committee — to establish industry-specific standards for 
apprenticeable highway construction trades in non-union areas. 

o To develop and apply a reliable fund allocation formula and 
establish clear criteria and standards for performance to ensure 
quality in the performance of services and outreach efforts. 

o To promote the revised regulation and effective approaches to 
increase the skill and diversity of the highway construction work 
force. 

o To present a series of seminars to selected service providers 
to outline requirements, ensure consistency in approaches, and to 
make clear the objectives and expectations of the program. 

o To complete a series of presentations to contractors and State 
highway agency personnel on the most effective methods to 
recruit, hire, train, and retain personnel in highway 
construction employment. 

o To develop a presentation and materials for use by high school 
counselors which orients students to job opportunities in the 
highway construction industry. 

o To work with contractor organizations to agree on training 
standards and the criteria for certification of journey-level 
performance in particular highway related crafts. 

PLANNED ACCOMPLISHMENTS FOR 1995 

o To assess the effectiveness of the 1994 efforts and 
revise/redirect accordingly. 

o To allocate funds to States according to formula and to 
identify three national level efforts for enhancing the 
effectiveness of the OJT/SS effort. 
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o To disseminate to high school counselors, the presentation 
informing students of the industry and its employment 
opportunities . 

o To draft and coordinate an effective approach to connect 
recently released armed service personnel with highway 
construction or related experience to jobs in the industry. 

o To develop an initiative to involve highway construction 
unions more directly in the OJT/SS effort. 

o To monitor ongoing activities and to provide training and 
advice upon request or when the need is indicated. 
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SUPPORT FOR TECHNICAL ASSISTANCE PROGRAM TO RUSSIA 



(dollars in thousands) 
FY 1994 FY 1995 CHANGE 
Authorization/Obligation Level $0 $1,600 +$1,600 

BACKGROUND 

One of the most important and challenging international program 
activities to be managed by the FHWA is the provision of technical 
assistance to the Russian Ministry of Transport's Federal Highway 
Department (RMOT/FHD) and the Russian regional and municipal 
entities concerned with surface transportation. It follows the 
Congressional authorization for the establishment of an 
International Outreach Program under the "Intermodal Surface 
Transportation Efficiency Act of 1991" (PL 102.511, section 201, 
paragraph 11, et al) . The proposed technical assistance program 
will be guided by the terms and conditions of the Memorandum of 
Understanding between USDOT/FHWA and the World Bank (IBRD) of June 
1992, and subsequent agreements, as well as a bilateral agreement 
and a proposed program specific Memorandum of Understanding between 
the USDOT/FHWA and its Russian counterpart the RMOT/FHD. The 
nature and scope of the technical assistance activities are 
outlined in various appraisal reports prepared by FHWA's Office of 
International Programs. The technical assistance program is a 
comprehensive effort, involving U.S. public sector entities at the 
Federal, State and local levels of government as well as private 
non-profit industry associations, professional organizations and 
academic institutions. 



OBJECTIVES AND APPROACH 

The program objectives are aimed at supporting the Russian 
government's desire to strengthen the institutional framework in 
the road infrastructure and road transport subsector and to 
facilitate the emergence of a market based economy; to provide 
advice on the formulation of appropriate policy issues, 
organizational and managerial matters, fiscal and financial 
concerns, procurement procedures, technical standards, knowledge 
transfer processes, and training. FHWA has formed a long-term 
partnership with the Russian Federal Highway Department and will 
use its channels to provide the Russians with access to the U.S. 
experience, as well as promote the export of U.S. highway related 
goods and services to Russia. 
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ACCOMPLISHMENTS TO DATE (FY 1993 and Prior) 

FHWA has monitored transport related activities in the former 
Soviet Union since 1989 and has been actively involved in the 
Russian Federation transport sector reform efforts since 1991. 
FHWA officials have participated with World Bank personnel in 
assessing, as part of the preparatory efforts for a loan for road 
rehabilitation and maintenance, Russian highway related needs and 
associated institutional reform requirements. FHWA also hosted 
several observational study tours of Russian government transport 
officials to the U.S. and has introduced the Russians to key 
representatives of Federal, State, and local agencies, industry 
associations and professional organizations. 

PLANNED ACCOMPLISHMENTS FOR FY 1995-1997 

In support of the World Bank's $340 million loan to the RMOT/FHD 
for the Highway Rehabilitation and Maintenance Program (HRMP) , the 
USDOT/FHWA has agreed to provide three technical advisors to the 
Project Implementation Unit (PIU) in Moscow for the duration of the 
3 year program. The PIU is an entity staffed by RMOT/FHD employees 
and specifically created to implement the HRMP. 

The USDOT/FHWA is in the process of obtaining the appropriate 
clearances from the Honorable Thomas R. Pickering, U.S. Ambassador 
to Russia, and the State Department to assign these advisors to 
Moscow. The FHWA has already hired one of the three advisors, a 
financial manager, who will assist the RMOT/FHD in developing a new 
financial and accounting system. We anticipate that he will be 
moving to Moscow by the end of April 1994. 

The first projects within the HRMP will consist of four to five 
pilot projects which will serve as training exercises for the 
RMOT/FHD in the use of competitive bidding procedures, quality 
control techniques, and international contracting. These projects 
are scheduled to begin in May 1994. The design work for these 
projects was jointly completed by the USDOT/FHWA and RMOT/FHD in 
both Moscow and Washington. 

Additional program activities to be undertaken will include, but 
may not be limited, to the following program of action: 

1. Observational Study Tours to the United States for Russian 
officials from national, provincial and municipal levels of 
Government and from the parliamentary committees, academic 
institutions and associations of enterprises, to visit their 
counterparts and to establish cooperative relationships. The 
study tours could last from 2 weeks to 2 months and would be 
designed for intensive interactions and include detailed 
briefings on all issues of concern to the participants, 
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Technical Training for Russian Project Managers involved in 
(IBRD loan funded) project preparation, project management and 
task implementation pertaining to pavement management, road 
maintenance procedures, financial and procurement management, 
etc. The short-term courses and seminars would be arranged 
through the IBRD's Economic Development Institute and the U.S. 
Government's internal training institutes, (i.e., FHWA's 
National Highway Institute and the GSA's National Training 
Institute) . The FHWA would serve as the "Senior Advisor" to 
the RMOT/FHD and the IBRD to ensure a coordinated approach to 
the short term, project specific requirements and the long 
term, institutional development agenda. 



USDOT/FHWA Technical Advisory Services to RMOT/FHD aimed at 
organizational capacity building. The team of U.S. advisors 
would help establish an effective management system, including 
the drafting of policy statements, proposals for legal and 
regulatory guidance, detailed Mission and Function statements 
and other means of transferring appropriate U.S. experience to 
their respective counterparts at the RMOT/FHD. The multi-year 
effort would involve numerous short term assignments in Moscow 
and reciprocal visits of Russian officials to the United 
States. In addition to experts from the FHWA, the Senior 
Advisor/Project Manager could also draw on experts from other 
USDOT modal administrations and state or local government 
entities to complement the staffing needs in various technical 
areas, if existing staffing levels permit. Further details on 
FHWA's role in managing the implementation of the program is 
provided in the following section of this report. 

Privatization and Industry Development Measures such as the 
"cloning" of U.S. transport industry associations, as a means 
of establishing a competitive service industry in Russia. 
U.S. industry associations would be encouraged to establish 
similar associations in Russia in cooperation with potential 
counterpart entities. The U.S. associations would provide 
appropriate training under contract on a cost reimbursable 
basis to Russian associates to facilitate the emergence of a 
competitive industry in the respective subsectors, possibly 
through the encouragement of joint venture partnerships 
between U.S. and Russian firms. 

Twinning Arrangements between Russian Provincial and Municipal 
Governments and U.S. State and Municipal Departments of 
Transportation and associated highway agencies. A selected 
number of U.S. State and municipal transportation agencies 
would be enlisted to transfer organizational and management 
capacity, technical skills and other knowledge to their 
Russian counterparts through formal internships, reciprocal 
visits, home hospitality, language training, participation in 
civic and professional activities, etc. The program would be 
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funded and managed under a long term contractual (i.e., a 
performance based and cost reimbursable) arrangement with 
participating State and Municipal Departments of 
Transportation . 

Research and Technology Adaptation Program to extend the 
benefits of research activities undertaken under the auspices 
of American Association of State Highway Transportation 
Officials (AASHTO) and Transportation Research Board (TRB) to 
Russian institutions and individuals. The program would 
provide access to all existing research reports, books, 
manuals, etc. and would also select documents that are 
appropriate for editing (adaptation to Russian conditions) and 
for translation and distribution in Russia. The program would 
set up Technology Transfer Centers in selected cities and open 
other channels for cost-effective knowledge transfers. The 
program would be designed to also encourage associate 
membership status for selected Russian organizations and 
provide invitational travel fellowships for conferences and 
seminars open to key officials throughout Russia. The 
USDOT/FHWA would serve as the contracting agency for 
participating organizations and monitor activities over time. 
The program may, if needed, involve other U.S. governmental 
agencies, such as the U.S. Corps of Engineers, and its Cold 
Weather Research Center, in order to strengthen the 
cooperative research activities between Russia and U.S. 
institutes in areas of special need. 

Academic Training in transport economics, engineering, 
business management and logistics, aimed at facilitating the 
transition from a centrally-directed to a market-based economy 
and establishing a competitive environment for the privatized 
formerly State-owned enterprises in the transport sector. The 
program would assist Russian universities in developing 
appropriate curricula, training of instructors in the United 
States, exchange of faculty members and graduate students, and 
the design of case studies and other instruction material. 
The program would be managed under a long-term contractual 
arrangement with a consortium of U.S. universities, rather 
than with individual institutions, in order to draw upon the 
knowledge of as many interested parties as possible in the 
delivery of services. 

Program Management Support would be provided by a program 
management office that would be established in Moscow, to 
complement the IBRD project management activities as well as 
the USDOT/FHWA staffing capabilities already in place in the 
International Programs Office in Washington D.C. The Moscow 
Office would be managed by one or two U.S. representatives 
with the assistance of Russian staff who would handle the 
typical office functions such as logistics, travel, 
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communication, procurement, interpretation, translation, word 
and data processing, printing and reproduction, and other 
tasks arising from the management of the ten program elements 
as outlined above. 

A consultative group involving key representatives of the 
principal U.S. and Russian Government agencies, associations, 
organizations and institutions would provide leadership in the 
transport related policy formulation process; the scope of 
technical cooperation; and the monitoring of progress in 
implementing agreed upon initiatives. The "U.S. -Russian 
Consultative Group on Surface Transportation" would meet 
periodically to address current concerns and take appropriate 
action to ensure the pace of project activities and the 
momentum for change. The Consultative Group would be 
supported by USDOT/FHWA staff and publish a regular monthly 
Newsletter and other periodic reports on the status of 
activities over time. Implicit in the management of the 
Consultative Group activities are periodical "Oversight 
Missions" by key U.S. participants to Russia and reciprocal 
visits by Russian officials, possibly in conjunction with the 
aforementioned Observational Study Tours. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

[MISCELLANEODS APPROPRIATIONS] 

[RAILROAD-HIGHWAY CROSSINGS PROJECTS] 
[For necessary expenses of certain railroad-highway crossings 
projects as authorized by section 163 of the Federal-Aid Highway 
Act of 1973, as amended, to remain available until expended, 
$30,262,000.] 

[BALTIMORE-WASHINGTON PARKWAY] 
[For necessary expenses, not otherwise provided, to carry out the 
provisions of the Federal-Aid Highway Act of 1970 and section 1069 
of Public Law 102-240 for the Baltimore-Washington Parkway, to 
remain available until expended, $12,800,000.] 

[KENTUCKY BRIDGE PROJECT] 
[For up to 80 percent of the expenses necessary for continuing 
construction to replace the Glover Cary Bridge in Owensboro, 
Kentucky, $12,000,000.] 

[BORDER HIGHWAY PROJECT] 
[For up to 80 percent of the expenses necessary for the border 
highway project authorized in Public Law 89-795, $6,400,000.] 

[ADDITIONAL HIGHWAY PROJECTS] 

[APPALACHIAN CORRIDOR IMPROVEMENT PROJECT] 
[For 80 percent of the expenses necessary to continue 
construction on Kentucky Corridor B and West Virginia Corridor L of 
the Appalachian Development Highway System, as authorized by 
section 1069 (y) of Public Law 102-240, $57,000,000.] 

[CUMBERLAND GAP TUNNEL PROJECT] 
[For expenses necessary for the Cumberland Gap Tunnel Project, as 
authorized by section 1069(c) of Public Law 102-240, $6,000,000.] 

[LOCK AND DAM NO. 4 BRIDGE] 
[For 80 percent of the expenses necessary for the Lock and Dam 
No. 4 bridge in Pine Bluff, Arkansas, $4,000,000.] 

[CONGESTION MITIGATION] 
[For 80 percent of the expenses necessary for the Syracuse, New 
York congestion mitigation project, as authorized by section 
1069(bb) of Public Law 102-240, $1,600,000.] _ 
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[CROSS WESTCHESTER EXPRESSWAY] 
[For 80 percent of the expenses necessary for the 1-287 Cross 
Westchester, New York Expressway high occupancy vehicle lane 
project, as authorized by section 1069 (ff) of Public Law 102-240, 
$9,800,000. ] 

[SCHENECTADY BRIDGE] 
[For 80 percent of the expenses necessary for construction of the 
Exit 26 bridge in Schenectady County, New York, as authorized by 
section 1069(b) of Public Law 102-240, $3,200,000.] 

[COLUMBIA GORGE HIGHWAY] 
[For 80 percent of the expenses necessary for the Hood River to 
Hosier Connection project, as authorized by section 16(b)(3) of 
Public Law 99-663, $2,500,000.] 

[MANASSAS BATTLEFIELD BYPASS] 
[For 75 percent of the expenses necessary for the Manassas 
Battlefield highway projects, as authorized by section 10004(d) of 
Public Law 100-647, $3,000,000.] (Department of Transportation and 
Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 

GENERAL STATEMENT 

(in thousands of dollars) 



Enacted/requested: 

Budget Authority 

Outlays 

Assumed Savings: 

Budget Authority 

Outlays 

Total: 

Budget Authority 

Outlays 

Background 

This miscellaneous account contains appropriations derived ftx)m general funds for which 
no new budget authority is requested in PV 1995. Obligations and outlays result from 
prior-year appropriations. 

Assumed Savings 

The budget assumes FY 1995 outlay savings of $406 million ($314 million in Federal-aid Highways, 
$69 million in Miscellaneous Appropriations, and $23 million in Miscellaneous Highway Trust Funds 
accounts) associated with rescissions based on recommendations of the National Performance 
Review. However, at the same time, the Administration recognizes that other options are 
available to achieve these savings. One option, transmitted as an FY 1994 supplemental, would 
require the Secretary to reduce or delay obligations of highway construction projects in FY 1994 
sufficient to reduce FY 1995 outlays by $406 million. It is the Administration's intent to wortc with 
the Congress to accomplish the means to achieve the necessary savings. 



1993 
actual 


1994 
estimate 

145,502 
232,090 


1995 
estimate 


16,861 
232,851 


236,888 


.... 


-343,574 
-31,578 


-69,093 


16.861 
232,851 


-198,072 
200,512 


167,795 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIOHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 



Propram and Flntndng (In lhou»«ndt of dollirt) 



IdanOflcabon Cod* 
69-9911-0-1-401 



1993 
Actual 



1994 
EtUmala 



1995 
Estimal* 



00 01 
00 03 
00 04 
00 05 
00 06 
0007 
00 08 
00 09 
0010 

00 11 
00 14 
00 15 
00 16 
00 17 
00 18 
0020 
0021 
00.22 
00 23 
0024 
00 25 

00 26 
00 27 
0028 
00 29 
00 30 

0031 
00 32 
00 33 
00 34 
00.36 
00 37 
00 38 
00.39 
00 40 
00 41 
00 42 
00 43 
00 44 
00 45 
00 46 
00 68 
00 69 
00 70 
0071 
00.72 
00 73 
00 74 
00 75 
0076 
00 77 
00.78 



Program by Actvlbas: 



PA Raconstnjctjon Damonstration 

Highway BaautificaDon 

Rail Una Consolidabon 

PA Toll Road Damonstration 

Intarelala Trantfar Grants 

Highway WidanIng Damonstration 

Baltimore-Washington Parlcway 

Bndge Improvamanl Damo Projad 

Feasibility. Dasign. 

Enviromental and Engineering 

Highway Widening and Improvement 

Climbing Lane Demonstration 

Indiana Industnal Corridor 

Comdor H Improvement Project 

Oklahoma Highway Widening 

Alabama Highway Bypass 

Virginia HOV Safety Demonstration 

Urban Highway Comdor 

Urban Airport Access 

Rail Crossings Demonstration Projects 

Highway Demonstration Projects 

Highway Safety Improvement 

Demonstration Projects 

Comdor D Improvement Project 

Bypass Constaicton Project 

Road Extension Demonstration 

Expressway Safety Improvement 

Highway Demonstratjon Projects - 

Preliminary Engineering 

Turquoise Trail Project 

Comdor G Improvement Project 

North Carolina Connector Project 

Manhattan Bhdge Replacement 

Corning Bypass Safety Project 

Access to Public Lakes 

Trade Enfiancement 

Ottumwa Road Extension Prpj 

Iowa Conector 

Highway 20 RaalignmanI 

Ramp Relocation and Reconstruction 

US 54 Interchange 

Des Moines Inner Loop 

Highway Bypass Demonstration 

R4lroad Highway Crossing Demonstration . 
Appalachian Comdor Improvement Project . 

Cumberland Gap Tunnel Project 

Log* and Dam No 4 Bndg* 

Congestion Mitigation 

Cross Westchester ExprasstMiy 

Schenectady Bridge 

Columbia Gorge Higfiway 

Manassas Battlefield Bypass 

Border Highway Project 

Kentucky Bndge Project 

Motor Camer Safety 



324 

614 

1,056 

4.919 

900 

3.911 

26.767 



2.056 

11.722 

5,201 

43.737 

14.452 

1,638 

371 

2.600 

4.151 

148 

65,094 

4.600 

36.810 



3.729 
1.409 



eoo 



3.972 



2.433 

66 

1.000 

181 

3,494 

2,008 

17,800 

1.252 

4.141 
3.717 
4,669 

885 
1,456 

416 
7,507 

1,165 

4,174 

6 

61,652 

516 
2,374 
1,266 

189 



3.679 

625 

23.473 

819 
26 

350 
3.508 
3.990 

586 

3.400 

2.822 

931 

3.000 

33.335 

57.000 

6.000 

4.000 

1.600 

0.800 

3.200 

2.S00 

3.000 

6.400 

12,000 

29 



2,433 
66 

1,000 
181 
3,494 
2.006 
5,000 
1,252 

4.141 
3,717 
4,889 

885 
1,456 

416 
7.507 

1.165 

4,174 

6 

61.652 

516 
2.374 
1.266 

189 



3.679 
625 

23.473 

819 
26 

350 
3.508 
3.990 

586 
3.400 
2.822 

931 
3.000 
3.073 



29 



10 00 ToUl Obligations (objad diss 41.0). 



240.961 



308.660 



160.098 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 

Program and Financing (in thousands of dollars) 



Identification Code: 
69-9911-0-1-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Financing: 
17.00 Recovery of prior year obligations 


-3,178 

-704,296 

483,354 

16,861 

16.861 

16,861 


-483,354 
320.196 
145.502 
148.562 
-3.060 
145,502 


-320.196 
160.098 


21 .40 Unobligated balance available, start of year .. 
24.40 Unobligated balance available, end of year ... 
39.00 Budget Authority 


40.00 Appropriation 


40.36 Unobligated balance rescinded 


43.00 Appropriation (Total) 




Relation of obligations to outlays: 
71.00 Total obligations 


240,981 

370,851 

-375,127 

-676 

-3,178 

232,851 


308,660 

375.127 

-451.697 

232.090 


160,098 

451,697 

-374,907 

236,888 


72.40 Obligated balance, start of year 


74.40 Obligated balance, end of year 


77.00 Adjustments in expired accounts 


78.00 Adjustments in unexpired accounts 


90.00 Total Outlays .„ 






-t>r rss.C't.; 



204 



589 



DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 

Program and Financing (in thousands of dollars) 



Identification Code: 
69-9911-0-1-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Distribution of budget authority 
by accounts: 

Highway Widening Demonstration 


640 
15,000 

1,221 


12,800 

-3,060 

30,262 

57,000 

6,000 

4,000 

1,600 

9,800 

3,200 

2,500 

3,000 

6,400 

12,000 




Baltimore-Washington Parkway 


Intersection Safety Demonstration Project ... 

Railroad-Hwy Crossing Demonstration 

Appalachian Corridor Improvement Project . 
Cumberland Gap Tunnel Project 


Lock and Dam No. 4 Bridge 


Congestion Mitigation 


Cross Westchester Expressway 


Schenectady Bridge 


Columbia Gorge Highway 


Manassas Battlefield Bypass 


Border Highway Project 


Kentucky Bridge Project 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 



Program and Financing (in thousands of dollars) 




Identification Code: 
69-9911-0-1-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Distribution of outlays by accounts: 
PA Reconstruction Demonstration 


4,776 

186 

371 

21 

3,110 

7,871 

559 

3.614 

1,712 

1,084 

62 

1,989 

980 

432 

25.682 

985 

10.459 

6.570 

5.543 

3,954 

55,944 

3,839 

1,439 

22.383 

5.264 

35 

8.683 

654 

22,653 

20 

307 

381 

18,379 

811 

40 


2,529 

998 

337 

421 

1.505 

7,334 

1.509 

3.560 

1,688 

2.904 
4.774 

137 

61 

1.382 

2.496 

16.326 

787 
3,369 

683 

160 
6,664 
2,968 

222 
42,008 

5.053 
1.128 
1.722 
2,375 
1,165 

9,690 

2,313 

45,919 

2.154 

176 

12,896 
179 
729 


2.537 

622 

236 

658 

1.009 

5,950 

1.734 

6.696 

1,546 

3,446 

4.443 

86 

38 

2.794 

1.905 

10.743 

655 

5.067 

426 

99 

4,611 

3,499 

140 

50,542 

3,351 
1,641 
1,573 
1.554 
726 

7,490 

1,688 

37,880 

1,341 

434 

8,041 

250 

1,841 


Territorial Highway Program 


Hiahwav Beautification 


Rail-Line Consolidation 


PA Toll Road Demonstration 


Interstate Transfer Grants 


Hinhwax/ Widpnino Demonstration 


Baltimore-Washinaton Parkway 


Bridae imnrovement Demo Proiect 


Feasibility, Design, 

Enviromental and Enaineerino 


Highway Widening and Improvement 

Intersection Safetv Demonstration 


Highway Capacity Improvement 


Climbing Lane Demonstration 


Indiana Industrial Corridor 


Corridor H Improvement Proiect 


Oklahoma Hiahwav Widenino 


Alabama Highway Bypass 


Kentucky Bridge Demonstration 


Virginia HOV Safety Demonstration 

Urban Highway Corridor 


Urban Airoort Access 


Rail Crossings Demonstration Projects 

Hiahwav Demonstration Projects 


Highway Safety Improvement 

Demonstration Projects 


Corridor D Improvement Project 


Bvoass Construction Proiect 


Road Extension Demonstration 


Exoresswav Safetv Improvement 


Highway Demonstration Projects - 

Preliminary Engineering 


Turouoise Trail Proiect 


Corridor G Improvement Project 


North Carolina Connector Proiect 


Manhattan Bridae Replacement 


Junction Citv Hiahwav Project 


Comina Bvoass Safetv Project 


Access to Public Lakes 


Trade Enhancement 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 

Program and Financing (in thousands of dollars) 



Identification Code: 
69-9911-0-1-401 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Distribution of outlays by account 
(Continued): 

Ottumwa Road Extension Proj 

Iowa Conector 

Highway 20 Realignment 

Ramp Relocation and Reconstruction 

US 54 Interchange 

Des Moines Inner Loop 

Highway Bypass Demonstration 

Railroad Highway Crossing Demonstration , 

Alabama Feasibility Study 

Inter-American Highway 

Highway Safety Separation Demonstration 

Reservation Road 

Traffic Improvement Demonstration 

Spring Mountain Demonstration 

Public Lands 

Alaska Highway 

Off System Roads 

Bikeway Demo. Program 

Darien Gap 

Waste Isolation Pilot Program 

Expressway Gap Closing 

Bridge Restoration 

International Zaragosa Bridge 

Ebensburg Bypass Demonstration 

Bicycle Program 

Rail-Highway Crossings, Off-System 

Safer Off-System Roads 

Appalachian Corridor Improvement Proj 

Cumberiand Gap Tunnel Project 

Lock and Dam No. 4 Bridge 

Congestion Mitigation 

Cross Westchester Expressway 

Schenectady Bridge 

Columbia Gorge Highway 

Manassas Battlefield Bypass 

Border Highway Project 

Kentucky Bridge Project 

Motor Carrier Safety 



1.316 
109 
172 



2,776 
9 



97 
-368 

35 
5 



697 

80 

8 

50 

16 

-34 
-3 

-33 



1.894 

599 

205 

680 

928 

186 

600 

10.696 

8 

37 

246 

42 

12 

558 

3 

96 

27 

11 

925 

566 

539 



7.121 



1 1 ,400 

1,200 

800 

320 

1.960 

640 

500 

600 

1.280 

2.400 

1,809 



2.757 

373 

359 

1.768 

1,694 

484 

1,560 

13,791 

5 

23 

153 

26 

8 

348 

2 

60 

17 

7 

576 

352 

336 



18,240 

1.920 

1.280 

512 

3.136 

1.024 

800 

960 

2.048 

3,840 

1,138 
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DEPARTMEr^T OF TRANSPORTATION 

FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 



Program and Financing (In thousands of dollars) 




Identification rode 69-991 1-5-7-401 
(Rescission Schedule) 


1993 actual 


1994 est. 


1995 est 


Financing: 








21 .40 UnoWlgaled twlance avallatjie, start of year 






185,684 


24.40 Unobligated balance available, end of year 


.... 


-185,684 


-92.842 


Budget authority: 








39.00 Budget Authority 




-343,574 




40.35 Appropriation rescission proposal. (R94-52) 




-86.661 




40 36 Annmrylrition rf^soissiori r)rT)rx>s<^ 


.... 


-132.821 




(unobligated balance), (R94-32A) 


40.36 Appropriation rescission proposal 




-124,092 


.... 


(unobligated balance), (R94-52) 


43.00 Appropriation (Total) 




-343.574 


.... 


Relation of ot>ligations to outlays: 








71 00 Total Obiloations 




-157.890 


-92.842 


72 40 Obllaated balance start of vear 






-126,312 


74.40 Obligated balance, end of year 




126.312 


150,061 


90.00 Outlays 


.... 


-31.578 


-69.093 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS APPROPRIATIONS 

Progr am and Financing (In thousands of dollars) 



Identification code 69-991 1-5-7-401 
(Rescission Schedule) 



00.05 
00.07 
00.08 
00.10 

00.10 

00.14 
00.15 
00.17 
00.24 
00.24 
00.26 
00.30 

00.30 

00.38 
00.39 
00.41 
00.42 

00.43 
00.44 
00.45 
00.46 
00 68 
00.69 
00.70 
00.71 
00.72 
00.73 
00.74 
00.75 
00.76 
00.77 



Program by Activies: 

PA Toll Road Demonstration Project 

Highway Widening Demonstration Project ... 

Baltimore-Washington Parkway 

Feasibility, Design, Environmental, 

and Engineering Studies, (Initial) 

Feasibility, Design, Environmental, 

and Engineering Studies, (Additional) 

Climbing Lane Demo 

Indiana Industrial Corridor 

Oklahoma Highway Widening 

Highway Demo. Projects, (Initial) 

Highway Demo. Projects, (Additional) 

Corridor D Improvement Project 

Highway Demo. Projects - 

Preliminary Engineering (Initial) 

Highway Demo. Projects - 

Preliminary Engineering (Additional) 

Trade Enhancement Demo. Project 

Ottumwa Road Extension Project 

Highway 20 Realignment Project 

Ramp Relocation & Reconstruction 

Demonstration Project 

US 54 Interchange Project 

Des Moines Inner Loop , 

Highway Bypass Demonstration 

Railroad-Hwy Crossing Demonstration 

Appalachian Corridor Improvement Project . 

Cumberiand Gap Tunnel Project 

Lock and Dam No. 4 Bridge 

Congestion Mitigation 

Cross Westchester Expressway 

Schenectady Bridge 

Columbia Gorge Highway 

Manassas Battlefield Bypass 

Border Highway Project 

Kentucky Bridge Project 



1993 actual 



10.00 Total obligations (object class 41 .00) 



1994 est. 



-91 

-878 

-12,467 

-3,121 

-512 

-2,456 

-98 

-209 

-29.246 

-10,453 

-1,193 

-661 

-1,375 

-3,508 

-1 ,400 

-585 

-3,400 

-2,822 

-931 

-1.507 

-19,436 

-33,250 

-3.500 

-2,333 

-933 

-5.717 

-1,867 

-1.458 

-1,750 

-3.733 

-7.000 



1995 est. 



-188 
-1.820 
-5.000 

-3,121 

-1 .062 

-5.087 

-202 

-433 

-29.246 

-21.653 

-2,471 

-661 

-2.848 

-3.508 

-2.900 

-585 

-3,400 
-2,822 
-931 
-3,122 
-1,783 



-157,890 



-92,842 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

[MISCELLANEOUS HIGHWAY TRUST FUNDS] 

[MINEOLA GRADE CROSSING] 
[ (HIGHWAY TRUST FUND) ] 

[For 80 percent of the expenses necessary for the Mineola, New 
York grade crossing project, as authorized by Public Law 99-591, 
$7,800,000, to be derived from the Highway Trust Fund and to remain 
available until expended.] (Department of Transportation and 
Related Agencies Appropriations Act, 1994.) 
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DEPARTMErfT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 

GENERAL STATEMENT 

(in thousands of dollars) 



Enacted/requested: 

Budget Authority 

Outlays 

Assumed Savings: 

Budget Authority 

Outlays 

Total: 

Budget Authority 

Outlays 

Background 

This miscellaneous account contains appropriations derived from highway trust funds for which 
no new budget authority is requested in FY 1995. Obligations and outlays result from 
prior-year appropriations. 

Assumed Savings 

The budget assumes FY 1995 outlay savings of $406 million ($314 million in Federal-aid Highways, 
$69 million in Miscellaneous Appropriations, and $23 million in Miscellaneous Highway Trust 
Funds accounts) associated with rescissions based on recommendations of the National 
Performance Review. However, at the same time, the Administration recognizes that other options 
are available to achieve these savings. One option, transmitted as an FY 1994 supplemental, would 
require the secretary to reduce or delay obligations of highway construction projects in FY 1994 
sufficient to reduce FY 1995 outlays by $406 million. It is the Administration's intent to work with 
the Congress to accomplish the meatTs to achieve the necessary savings. 



1993 
actual 


1994 
estimate 

7,800 
105,932 


1995 
estimate 


325,015 
75,398 


119,934 


.... 


-144,872 
-7.538 


-22.779 


325,015 
75.398 


-137,072 
98.394 


97.155 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 



Program and Financing (in thousands of dollars) 



Identification code: 
69-9972-0-7-401 



FY 1993 
actual 



FY 1994 
estimate 



FY 1995 
estimate 



Program by activKies: 

0.01 CarpoolA/anpool Projects 

0.02 Intermodal Urtan Demonstration Project 

0.03 Highway Safety & Economic Development Demo. Project 

0.04 Highway Safety Improvement Demo. Project 

0.05 Highway Railroad Grade Crossing Safety Demo. Project .. 

0.07 Highway Demonstration Project 

0.08 Bridge Capacity Improvement 

0.10 Vehicular Highway Safety Separation Demonstration 

0.1 1 Corridor Safety Demonstration 

0.12 Highway Widening and Improvement Demonstration 

0.13 Climbing Lane and Safety Demonstration Project 

0.14 Alabama Highway Bypass Demonstration Project 

0.15 Kentucky Bridge Demonstration Project 

0.16 Virginia HOV Safety Demonstration Project 

0.17 Urban Highway Corridor Bicycle Study 

0.18 Urtan Airport Access Safety Demonstration Project 

0.19 Pennsylvania Reconstruction Demonstration Project 

0.20 Pennsylvania Toll Road Demonstration Project 

0.21 Baltimore-Washington Parkway 

0.22 Trust Fund Share of Other Highway Programs 

0.23 Highway Safety Research and Development 

0.25 Metropolitan Planning 

0.26 Highway Projects 

0.30 Mineola Grade Crossing 

10.00 Total obligations (object class 41 .0) 



75 

1.753 

32.958 

3.791 

4,628 

75 

1.849 

21,527 



1,166 
1,343 

3,584 

16 

2,663 

51,733 

127,161 



14 

14,707 

2,263 

941 

8,401 

2,577 
3,006 
3.024 

448 
1.280 
1.067 
1.744 

533 

683 
1.280 
2.133 
1.067 

105 

6,742 

10 

112 

74,008 

7,800 

133,945 



14 

14,707 

2,263 

941 

8,401 

2,577 
3,006 
3,024 

448 
1,280 
1,067 
1,744 

533 

683 
1,280 
2,133 
1,067 

105 

6,742 

10 

112 
74.008 



126.145 
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Identification code: 
69-9972-0-7-401 



DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 

Program and Financing (in thousands of dollars) 



Financing: 

17.00 Recovery of prior year obligations 

21 .40 Unobligated balance available, start of year . 
24.40 Unobligated balance available, end of year .. 

40.00 Budget authority (appropriation) 

Relation of obligaitons to outlays: 

71.00 Total obligations 

72.40 Obligated balance, start of year 

74.40 Obligated balance, end of year 

78.00 Adjustment In unexpired accounts 

90.00 Outlays 



FY 1993 
actual 



-3.037 
-177,544 
378,435 
325.015 

127.161 

142.260 

-190.985 

-3.037 

75,398 



FY 1994 
estimate 



-378.435 

252,290 

7.800 

133.945 

190,985 

-218.998 

105,932 



FY 1995 
estimate 



-252,290 
126.145 



126.145 
218,998 
-225.209 

119.934 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 

Progfam and Financing (In thousands of dollars) 



Identification code: 
69-9972-O-7-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Distribution on Budget Authority by account: 

Inlermodal Urban Demonstration Proiect 


3.200 
6,400 
6,000 
1,344 
3,840 
3,200 
6,400 
1,600 
3,392 
3,840 
6.400 
3,200 
2,443 
273.756 


7,800 




Hiahwav Safetv and EcoTKjmlc Develooment 


l-lighway Safety Improvement Demonstration 


IHiahwav Widenina and Imorovement Demonstration 


Climbing Lane and Safety Demonstration Project 


Aiatiama Hiahwav Bvoass Demonstration Proiect , 


Kentuckv Brldoe Demonstration Proiect 


Virainia NOV Safetv Demonstration Proiect 


Uftoan Hiahwav Corridor Bicvcie Studv 


Urtian Ainxxl Access Safetv Demonstration Proiect 


Pennsylvania Reconstnjction Demorfstration Project 


Pennsylvania Toll Road Demonstration Project 


Trust Fund Sture of Other Highway Programs 


Highway Projects 


Mineola Grade Crossing 





\ 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 

Program and Financing (In thousands of dollars) 



Identification code: 
69-9972-0-7-401 



FY 1993 
actual 



FY 1994 
estimate 



FY 1995 
estimate 



DislrltxJtion of outlays by accounts: 



Caipool/Vanpool Projects 

Intermodal Urtan Demonstration 

Higtiway Safety & Economic Development 

Highway Safety improvement Demonstration 

Highway Rail Grade Crossing 

Highway Demonstration Projects 

Bridge Capacity Improvements 

Overseas Highways 

Vehicular Highway Safety 

Corridor Safety Improvements 

Higtiway Wid^ng and Improvement Demonstration . 

Climt)ing Lane and Safety Demonstration 

Alabama Highway Bypass Demonstration 

Kentucky Bridge Demonstration 

Virginia HOV Safety Demonstration 

Urban Highway Corridor Bicycle Transportation 

Urtjan Airport Access Safety Demonstration 

Pennsylvania Reconstruction Demonstration 

Pennsylvania Toll Road Demonstration 

Baltimore-Washington Parkway 

Trust Fund Share of Other Highway Programs 

Highway Safety Research arxl Development 

University Transportation Centers , 

Metropolitan Planning 

Highway Projects 

Nuclear Waste Transportation. Safety 

Airport Access Demonstration 

Acceleration of Projects 

Mineola Grade Crossing 



4, 

22, 

6, 

4, 



29 

673 
933 
888 
147 

22 

19 
512 

1.166 



15 
958 



14 
7 
1 



,008 
,642 
,161 



,974 
,252 



44 
4.012 
13.448 
2.490 
5.249 
1.918 
539 

1.439 

14.903 

90 

256 

213 

826 

107 

296 

256 

427 

213 

9.531 

7.721 

1.741 

4.232 

1.126 

32.935 

48 

119 

193 

1.560 



34 
8,349 
9.690 
1.997 
6.707 
1.256 
1.355 

2.112 

10.938 

233 

666 

555 

1.220 

277 

460 

666 

1,109 

555 

6.284 

7.680 

1.144 

2.772 

781 

50.362 

32 

78 

127 

2.496 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 



Program and Financing (in thousands of dollars) 






Identification code: 

69-9972-5-7-401 (Rescission Schedule) 


1993 actual 


1994 est. 


1995 est. 


Program by activities: 
00.05 Highway Rail Grade Crossing 




-4,078 

-1,294 

^60 

-533 

-197 

-13,516 

-13,060 

-4,550 

-37,688 


-8,448 

-2,681 

-954 

-533 

-408 

-13,516 

-27.052 

-53,592 


00 08 Bridoe Caoacitv Imorovement 


00 10 Vehicular and Pedestrian Safety Demo. Project 


00 16 Viroinia HOV Safetv Demonstration Project 


00 22 Trust Fund Share of Other Highway Program 


00.26 Highway Projects, Initial 

00.26 Highway Projects, Additional 


00.30 Mineola Grade Crossing 


10.00 Total obligations (object class 41.0) 





■•-{ 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS HIGHWAY TRUST FUNDS 



Program and Financing (in thousands of dollars) 






Identification code: 

69-9972-5-7-401 (Rescission Schedule) 


1993 actual 


1994 est. 


1995 est. 


Financing: 
40 35 Appropriation rescission proposal (R94-54) 




-4,550 

-42,148 

-98,174 
-144,872 


.... 


40.36 Appropriation rescission proposal 

(unobliaated balances) (R94-32A) 


40.36 Appropriation rescission proposal 

(unobligated balances). (R94-54) 


43.00 Appropriation (Total) 




Relation of obligations to outlays: 
71.00 Total obligations 




-37,688 

30,150 
-7.538 


-53,592 

-30,150 

60,963 

-22,778 


72.40 Obligated balance, start of year 


74.40 Obligated balance, end of year 


90.00 Outlays 
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DEPARTKENT OT TRANSPORTATZON 
FEDERAL HIGHWAY ADMZHIBTRATION 

MOTOR CARRIER SAFETY GRAMTS 

(LIQUIDATION OF CONTRACT AUTHORIZATION) 

(HIGHWAY TRUST FUND) 

For the payment of obligations incurred in carrying out the 
provisions of section 402 of Public Law 97-424 [$68,000,000] 
$73,000,000, to be derived from the Highway Trust Fund and to 
remain available until expended: Provided, That none of the 
funds in this Act shall be available for the implementation or 
execution of programs the obligations for which are in excess of 
[$65,000,000] $83,000,000 for "Motor Carrier Safety Grants." 
(Department of Trsmsportation and Related Agencies Appropriations 
Act, 1994.) 
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MOTOR CARRIER SAFETY ASSISTANCE PROGRAM 

,; 



FY X994 FY 1995 CHANGE 

Authorization 80,000 83,000 +3,000 

Obligation Limit. 65,000 83,000 +18,000 

Liquid. Cash 68,000 73,000 +5,000 



GENERAL STATEMENT 



Through the Motor Carrier Safety Assistance Program (MCSAP) , FHWA 
and the States provide comprehensive, nationwide programs to 
increase the safety and promote the productivity of motor 
carriers. The FY 1995 program will begin nationwide deployment of 
advanced inspection and data collection technologies that will 
significantly improve the efficiency of the roadside vehicle and 
driver inspection programs. It will also fund State and local 
traffic enforcement to identify problem commercial drivers and 
will assist the States in meeting mandated fuel tax and 
registration uniformity by September 1996. 

The FY 1995 program allows funding of additional safety and 
productivity initiatives provided in the ISTEA, including 
hazardous materials training and enforcement, drug interdiction 
efforts, research and development, public awareness campaigns, 
accident data collection, and size and weight enforcement. 

For FY 1995 an $83 million program level obligation limitation is 
requested, the FY 1995 ISTEA authorization level. 

The MCSAP funds State enforcement of Federal truck and bus safety 
requirements or compatible State safety requirements. The 
program provides grants to States for programs to reduce the 
number and severity of accidents involving commercial motor 
vehicles, including trucks transporting hazardous materials and 
buses. MCSAP also provides grant funds to the States to assist 
them in meeting the statutory deadline for joining base State 
agreements for fuel tax and registration. 

Title IV of the ISTEA reauthorized the program, providing $479 
million of new contract authority for fiscal years 1992 through 
1997 as follows: FY 1992, $65 million; FY 1993, $76 million: FY 
1994, $80 million; FY 1995, $83 million; FY 1996, $85 million; 
and $90 million in FY 1997. For FY 1993, $65 million was 
appropriated and for FY 1994 the same level of funding was 
requested. 
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NARRATIVB EZPLANATIOMS OF CHANGES 



DETAILED FY 1995 PROGRAM JUSTIFICATION 

The MCSAP is comprised of six areas. Comprehensive Motor Carrier 
Safety Programs, ISTEA Program Elements, Uniformity Initiatives, 
Advancement of Congressional Mandates, Drug Interdiction 
Assistance Program and Administrative Takedown. The following 
provides justification material for each of these areas: 

Comprehensive Motor Carrier Safety Programs 

For the basic program, $60,962 million will continue the States' 
current activities and will fund additional comprehensive motor 
carrier safety program activities. The core of the States' 
current activities are uniform roadside driver and vehicle 
inspections. In addition to the immediate safety benefits of 
removing unsafe vehicles and drivers from the highway, the data 
from these inspections is used to target unsafe motor carriers 
for in-depth reviews by Federal and State investigators to bring 
these companies into compliance with the minimum safety 
requirements. Funding for the basic program in FY 1995 will allow 
current level activities plus sufficient funds for officers' 
salaries and for replacement of aging equipment that has been 
deferred in recent years. 

The funds will allow the States to implement activities beyond 
the basic program to begin to establish more comprehensive motor 
carrier safety programs. The 1995 program level will allow the 
States to increase their staff and participation in in-depth 
compliance reviews of motor carriers. The Federal commercial 
drivers license regulations already apply to intrastate carriers 
and drivers. Over the next year, the drug and alcohol testing as 
well as the hazardous materials regulations will begin to apply 
to intrastate carriers. Due to this expansion of the regulated 
body, the number of carriers subject to the Federal safety and 
hazardous materials regulations will double to about 500,000 
carriers at a time when the number of Federal safety 
investigators is being reduced. Full MCSAP funding will help to 
balance these program demands through increased State enforcement 
activities. 

Other activities that will be funded include deployment of 
advanced inspection technologies and of roadside data collection 
and communication systems. Improvements in the efficiency, 
quality, and speed of roadside inspections will be gained with 
advanced technologies. Roadside data collection and 
communication will make critical safety information available to 
other enforcement officers as soon as it is known. Other 
comprehensive motor carrier safety program initiatives include, 
for example, further development of ensuring driver medical 
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(qualifications through the CDL, providing education and technical 
assistance to private motor carriers of passengers, and 
developing new program evaluation processes. 

Further, the funds will strengthen the program by providing 
increased safety compliance activities by the States along the 
Mexican border. With the passage of the North American Free 
Trade Agreement (NAFTA) , the flow and mixture of traffic across 
the border will increase. These grant funds will assist the 
States in meeting these new demands on their safety compliance 
programs. 

ISTEA Program Elements 

A major goal of FHWA is to implement a comprehensive motor 
carrier program as provided in the ISTEA. The following funding 
advances that effort. 



$6,375 million for commercial motor vehicle traffic 
enforcement. Since driver error is the major factor in 
accidents, funding at this level will allow State MCSAP and 
local agencies to focus enforcement resources on problem 
drivers. 

$775,000 allocated to the States to conduct research and 
development of innovative strategies and technologies to 
improve comprehensive motor carrier safety programs. Focus 
on technology that will test and evaluate commercial motor 
vehicle braking systems using a variety of technologies 
(roller dynamometer, skid pad, and infra-red) and the 
enhancement of the pen-based inspection data collection will 
be continued. 

$850,000 for Public Education for the States to disseminate 
the national campaign materials developed in FY 93 and 94 to 
educate the public on sharing the road with commercial 
vehicles. 

$1 million to help the States roadside enforcement of the 
Commercial Driver's License (CDL) requirements. States will 
perform a CDL check with each driver and vehicle roadside 
inspection. 

$1.5 million for training State MCSAP inspectors to enforce 
hazardous materials regulations. 

$2 million to implement the National Governor's Association 
uniform reporting of truck and bus accident data. This will 
provide nationwide, uniform data to evaluate and improve 
motor carrier safety programs. 
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Uniforaity Initiatives 

The ISTEA mandated that, after September 1996, States may only 
collect motor carrier fuel tax and registration fees through base 
State agreements such as the International Registration Plan 
(IRP) and International Fuel Tax Agreement (IFTA) . Uniformity 
among the States in fuel tax and registration requirements will 
significantly reduce the paperwork burden and administrative 
costs on the motor carrier industry. 

If the States are not in the agreements by the mandated deadline, 
they jeopardize their ability to collect critical State highway 
construction and maintenance funds. Since it takes approximately 
nine months for a State to become operational once it joins these 
base state agreements, the majority of the States would be 
incurring start-up costs in FY 1995. Actual State expenses to 
meet this mandate far exceed the Federal funding recommended. 

The FY 1995 request for $5 million will fund grants to the States 
and others to ensure the States join the IFTA and IRP. Also 
included in the request is $1 million to support the Base State 
Working Group which was assembled to provide technical assistance 
to the States and help resolve disputes among States arising from 
the distribution of fees collected. 

In addition, $2 million will continue the development and pilot 
testing of the Commercial Vehicle Information System (CVIS) . The 
CVIS will provide safety fitness information on motor carriers at 
the time the trucks and buses are registered. 

Advancenent of other Congressional mandates 

The requested funding will not only substantially increase the 
efficiency and effectiveness of the MCSAP, but also assist in the 
advancement of several Congressionally-mandated laws and 
regulatory changes. With an expanded program and additional 
funding, it may be feasible to integrate many of these 
initiatives into the program activities outlined above. These 
new initiatives include: 

• enhanced hazardous material enforcement, especially cargo 
tanks and radioactive material laden vehicles (HMTUSA) , 

• expansion of drug and alcohol testing rules to intrastate 
commercial motor carrier (1992 DOT Appropriations Act), _ 

• State reviews and training associated with the 
implementation of the Safe Food Transportation Act, and 
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• integration of commercial motor vehicle drivers' data on 
traffic violations with the safety data on the driver's 
employing motor carrier. 

Drug Intardiction Assistance Program (DIAP) 

$500,000 will be made available for the DIAP in FY 1995. This 
will provide funds to the States to intercept drugs being 
transported on trucks, testing and evaluation of new drug 
detection technologies, coordinate commercial motor vehicle drug 
interdiction with other State, local and Federal agencies, and 
train enforcement officers on drug interdiction strategies. This 
program has already resulted in 170 seizures totalling $811 
million which includes thousands of pounds of marijuana and 
cocaine along with currency and property. 

Administrative takedown 

The request includes $1.0375 million (1.25% of the requested 
level of $83 million) of administrative takedown funds. The 
funds are needed to continue funding of several initiatives that 
are crucial to the effectiveness of the overall program. These 
initiatives include: development and delivery of training to 
States, technical support of SAFETYNET, technology transfer to 
the States, translation of training materials and safety 
regulations, development and implementation of Spanish training 
programs, and administration of other NAFTA initiatives designed 
to achieve regulatory compatibility and consistent enforcement of 
safety regulations throughout the nation. 

FY 1995 Budget Request 

The FHWA is requesting an $83 million MCSAP obligation limitation 
for FY 1995. In order to meet payments of MCSAP obligations, 
FHWA is also requesting liquidating cash appropriations of $73 
million in FY 1995. 



228 



608 



DEPARTMEhfT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MOTOR CARRIER SAFETY ASSISTANCE PROGRAM 

DISTRIBUTION OF RESOURCES 
(Dollars in Thousands) 



IB-Fab-M 



1993 



1994 



Chang* 



1995 



Malnlananca of th« Basic Program 

ISTEA Program ElamanU 

Traffic Enforcement 

CDL Enforcement 

Hazardous Materials Training 

Truck & Bus Accident Grants 

Research and Development 

Public Education 

Uniformity Issues 

Uniformity Grants 

Uniformity Working Group 

Commercial Vehicle Info Sys. (not to exceed).. 

Administrative Takedown 

Drug Interdiction Assistance Program 

TOTAL 

Funding Source: 

New authority 

Unobligated balance... 



$50,438 



J51.0S8 



9.674 



60.962 



4.250 
1.000 
1.500 
1.000 
500 
350 


4.250 
1.000 
1.500 
1.000 
500 
350 


2.125 





1.000 

275 

500 


6.375 
1.000 
1,500 
2.000 
775 
850 


2.500 

500 

1,500 


3,000 
1.500 


2,000 

1.000 

500 


5.000 
1,000 
2.000 


B12 
650 


812 


226 
500 


1.038 
500 


$65,000 


$65,000 


18,000 


$83,000 


64.444 
556 


53.444 
11.556 


3.000 
15.000 


56.444 
26.556 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MOTOR CARRIER SAFETY GRANTS 

Program and Financing (In thousands of dollars) 



Identification code: 
69-8048-0-7-401 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Program by Activities: 

00.01 Motor Carrier grants 

00.02 Administration and research. 



10.00 Total Obligations (object class 25.0). 
Financing: 

21.49 Contract authority 

Unobligated balance, end of year: 
24.49 Contract authority 



39.00 Budget authority., 



64.177 
813 



64,990 

-556 
11.566 



76.000 



64,187 
813 



65,000 

-11,566 
26,566 



80,000 



81,962 
1,038 



83,000 

-26,566 
26,566 



83,000 



Budget Authority: 

40.00 Appropriation 

40.49 Portion applied to liquidate contract 
authority 



43.00 Appropriation (total). 

Permanent: 
69.10 Contract Authority.... 



65.000 
-65,000 



76,000 



68.000 
-68,000 



80.000 



73,000 
-73.000 



83.000 



Relation of obligations to outlays: 
71.00 Obligations incurred, net 



Obligated balance, start of year: 

72.40 Appropriation 

72.49 Contract authority 



Obligated balance, end of year 

74.40 Appropriation , 

74.49 Contract authority 



90.00 Outlays. 



64.990 



7.392 
31.759 



-9,426 
-31,749 



62.966 



65.000 



9.426 
31.749 



-11,737 
-28,749 



65,689 



83,000 



11,737 
28,749 



-11,291 
-38.749 



73,446 
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STATUS OF CONTRACT AUTHORITY( in thousands of dollars) 



Identification code: 
69-8048-0-7-401 



1993 
ACTUAL 



1994 
ESTIMATE 



1995 
ESTIMATE 



Balance, start of year 

Contract authority 

Appropriation to liquidate contract authority.. 

Balance, end of year 



32.316 
76.000 
-65.000 



43.316 



43,316 
80,000 
-68.000 



55.316 



55.316 
83.000 
-73.000 



65.3161 



OBJECT CLASSIFICATION (in thousands of dollars) 








Identification code: 
69-8048-0-7^01 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


25 2 Other Services 


813 
64.177 


813 
64.187 


1.038 
81.962 


41.0 Grants subsidies, and contributions 


99.9 Total Obligations 


64.990 


65.000 


83.000 



!XK\ ,0 
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DEPARTMEMT OF TRAKSPORTATION 
FEDERAL HIGHWAY AOMIMISTRATIOM 

HIGHWAY RELATED SAFETY GRANTS 

(LIQOIDATION OF CONTRACT AUTHORITY) 

(HIGHWAY TRUST FUND) 

(INCLUDING TRANSFER OF FUNDS) 



For the payment of obligations incurred in carrying out 
the provisions of title 23, United States Code, section 402 
administered by the Federal Highway Administration, to remain 
available until expended, $10,000,000 to be derived from the 
Highway Trust Fund: Provided, That not to exceed $100,000 of 
the amount appropriated herein shall be available for 
"Limitation on general operating expenses": Provided further, 
That none of the funds in this Act shall be available for 
planning or execution of programs the obligations for which are 
in excess of $10,000,000 in fiscal year [1994] 1995 for "Highway 
Related Safety Grants"; Provided further. That of the funds 
authorized for section 402 highway safety programs in section 
1003 (a) (7) of Public Law 102-240 for highway safety programs, 
$20,000,000 in unobligated contract authority is rescinded. 
(Department of Transportation and Related Agencies Appropriations 
Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 
HIGHWAY RELATED SAFETY GRANTS 



(Dollars in Thousands) 
FY 1994 FY 1995 CHANGE 



Contract Authorization 
Recission 

Obligation Limitation 
Liquidating Cash 

Background 



20,000 20,000 

-20,000 

10,000 10,000 

10,000 10,000 



-20,000 





Section 402 of Title 23 authorizes funds to assist States, 
localities, Indian Tribes and the Territories of American Samoa, 
Guam, the Virgin Islands, and the Northern Marianas in 
implementing highway safety programs. Rulemaking in 1988 
identified seven priority program areas as the most effective for 
Federal funding under Section 402. An additional priority program 
area involving pedestrian and bicycle safety was added in 1991. 
The most effective FHWA program areas are "Roadway Safety" 
(principally covering activities directly supporting the 
selection and implementation of highway safety construction and 
traffic operational improvements) and "Pedestrian/Bicycle Safety" 
(a jointly funded priority program area with NHTSA) . 

The program was intended to strengthen State and local highway 
safety programs, and to help guide and finance additional action 
at the State and local levels. The Federal role is to provide 
leadership, guidance, and financial aid to assist State and local 
governments in initiating new highway safety programs. Emphasis 
is placed on activities to help State and local highway agencies 
develop and implement systems and procedures for planning and 
carrying out safety construction and operational improvements and 
programs involving pedestrian and bicycle safety. 

The highway-related FHWA portion of the Section 402 program 
serves as a significant planning resource and catalyst for State 
and local safety efforts. Funded activates such as improved 
safety data collection and programming systems, special problem 
studies and analyses, training and technical guides, and 
equipment advances have done much to improve roadway safety 
problem identification and countermeasure selection. In the 
process, interaction with vehicle and driver-related safety 
programs have been improved and a needed emphasis given local 
problems such as traffic operations, pedestrians, and bicycle 
safety. 

In order to meet payments of obligations, FHWA is requesting a 
liquidating cash appropriation in the amount of $10 million for 
FY 1995. 
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FY 1995 PROGRAM OBJECTIVES 

As in the past, these funds may be used to conduct highway safety 
programs designed to reduce accidents, deaths and injuries 
including development and implementation of manpower training 
programs and projects. These funds will be administered by the 
designated State highway safety agency. 

The ISTEA authorized $17 million for this program in FY 1992 and 
$20 million annually for Fiscal Years 1993-1997. However, the 
funding remains at $10 million annually where it has been since 
1982 when the obligation limitation was decreased from $28 
million to $10 million. 

Section 402 activities administered by the FHWA emphasize safer 
roadway related countermeasures and programs, including essential 
program and project support functions such as accident records, 
hazardous location lists, technology applications, and input to a 
State's safety management system required by the ISTEA. 
Maintaining and increasing this capacity will be even more 
important in the future. 

Recent legislative requirements and special FHWA safety 
initiatives justify full funding for this program. The Safety 
Management System (SIVIS) required by the ISTEA must be 
implemented in each State during FY 1995, and should greatly 
increase the efficiency of our safety program. The additional 
funds will be needed for initial development and implementation 
of the SIVIS. As the lead agency in this multi-modal effort (in 
cooperation with FRA, FTA, and NHTSA) , we must provide the States 
with funds to develop and implement their SIVIS which will serve 
as an umbrella for all safety activities. 

Intermodal efforts to improve Pedestrian/Bicycle Safety also 
require increased funding support. More than 6,000 pedestrians 
and bicyclists die in traffic-related accidents each year. 
Additional fund are needed by States for pedestrian safety 
activities relating to children and older people. The additional 
funds would be used for new initiatives to: 

• Increase voluntary usage of bicycle helmets and bicycle 
safety training for elementary school children. 

• Market the Walk Alert community safety program in more 
communities. 

• Implement additional proven effective pedestrian/bicycle 
countermeasures for high risk groups and areas. 

The use of Section 402 funds to support our safety construction 
programs has been a significant factor in the effectiveness of 
these programs. The Safety construction programs will be a key 
resource for implementing major portions of the States' safety 
management system. Evaluations show these programs have saved 
approximately 29,000 lives and prevented about 640,000 nonfatal 
injuries since 1974. 
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In summary, this is an effective program. Safety improvements to 
our highway system have continued to show excellent payoff, 
returning in benefits more than twice the costs from accident 
reductions alone. This effectiveness can only be maintained 
through proper advance planning which the 402 program financially 
supports. It will help strengthen the economy, support 
transportation safety, and foster intermodalism; and we recommend 
it be fully funded. 

PROPOSED RESCISSION 

In FY 1995, $20 million of prior year contract authority will be 
rescinded because these funds are not available for obligation 
due to obligation limitations. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

HIGHWAY-RELATED SAFETY GRANTS 

FY 1995 Liquidating Cash Appropriation Request 



For FY 1995, a liquidating casli appropriation for $10 million is requested to liquidate obligati 
incurred against contract auttiority. The following table reflects outlays, liquidating cash, and 
available authority for this program. 



Amount 

OUTLAYS AND LIQUIDATING CASH (in thousands) 

Cash balance, 9/30/92 $1 1 ,080 

FY 1993 liquidating cash appropriation 10,000 

Less: FY 1993 outlays (est.) -7.331 

Cash balance, 9/30/93 13.749 

FY 1994 liquidating cash request 10,000 

Less: FY 1 994 outlays (est.) -9.187 

Cash balance, 9/30/94 14,562 

FY 1995 liquidating cash request 10,000 

Less: FY 1 995 outlays (est.) -11.673 

Cash balance, 9/30/95 12.889 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

HIGHWAY-RELATED SAFETY GRANTS 

Status of Unfunded Authority 



Amount 

(in thousands) 

Unfunded.9/30/92 $1 1 .385 

FY 1993 Authority 20.000 

FY 1993 Liquidating cash appropriation -10.000 

Unfunded,9/30/93 21.385 

FY 1994 Authority 20,000 

FY 1994 Liquidating cash appropriation -10.000 

Unfunded, 9/30/94 31,385 

FY 1995 Authority (est.) 20.000 

FY 1995 Liquidating cash appropriation (est.) -10,000 

FY 1 995 Contract Authority rescinded -20.000 

Unfunded,9/30/95 21.385 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

HIGHWAY RELATED SAFETY GRANTS 

Program and Rnancing (in thousands of dollars) 



Identification code: 
69-8019-0-7-401 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Program by Activities: 

00.01 State and Communtiy grants 

00.02 Administration of grant programs.. 



10.00 Total Obligations (object class 25.0).. 

Rnancing: 

21.49 Contract authority 

Unobligated balance, end of year 
24.49 Contract authority 



39.00 Budget authority.. 



9,900 
100 



10.000 

-9.336 
19.336 



20.000 



9.900 
100 



10.000 

-19.336 
29.336 



20.000 



9,900 
100 



10,000 

-29,336 
19.336 



Budget Authority: 

40.00 Appropriation 

40.49 Portion applied to liquidate contract 
authority 



43.00 Appropriation adjusted (total).. 



Permanent: 

69.1 Contract Authority , 

69.36 Contract Authority rescinded (unobligated bal.).. 



10,000 
-10,000 



20,000 



10,000 
-10.000 



20.000 



10,000 
-10,000 



20,000 
-20,000 



Relation of obligations to outlays: 
71.00 Obligations incun-ed. net.... 



Obligated balance, start of year 

72.40 Appropriation 

72.49 Contract authority 



Obligated balance, end of year 

74.40 Appropriation 

74.49 Contract authority 



77.00 Adjustments in expired accounts 

78.00 Adjustments in unexpired accounts.. 

90.00 Outlays 



10,000 



11.080 
2.049 



-10,102 
-2,049 



10,978 



10.000 



10.102 
2.049 



-10,915 
-2,049 



9,187 



10,000 



10.915 
2.049 



-11.322 
-2,049 



9,593 
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STATUS OF CONTRACT AUTHORITY( in thousands of dollars) 



Identification code: 
69-8019-0-7-401 



Balance, start of year 

Contract authority 

Appropriation to liquidate contract authority.. 
Contract authority rescinded 



Balance, end of year.. 



1993 
ACTUAL 



11,385 
20.000 
-10,000 



21,385 



1994 
ESTIMATE 



21.385 
20,000 
-10,000 



31.385 



1995* 
ESTIMATE 



31.385 
20,000 
-10.000 
-20.000 



21.385 



i-.A ■•■ •=.' . 



'. ''.' -WhH, 



.:■,(_'.! 
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241 



619 



OBJECT CLASSIRCATION (in thousands of dollars) 








Identification code: 
69-8019-0-7-401 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


25.2 Other Services 


100 
9,900 


100 
9.900 


100 
9.900 


41.0 Grants.subsidles, and contributions 


99.9 Total Obligations 


10.000 


10.000 


10,000 



t*s. 
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DEFARTMEMT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

RIGHT-OF-WAY REVOLVING FUND 

(LIMITATION ON DIRECT LOANS AND LIQUIDATION OF CONTRACT 

AUTHORIZATION) 

(HIGHWAY TRUST FUND) 



During fiscal year [1994] 1995 and with the resources and 
authority available, gross obligations for the principal amount of 
direct loans shall not exceed $42,500,000. (Department of 
Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPAKTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

RIGHT-OF-WAY REVOLVING FUND 

(Dollars in Thousands) 



Loan Limitation 



FY 94 Actual FY 95 Request Change 

$42,500 $42,500 -0- 



The Federal-Aid Highway Act of 1968 authorized $300 million for the 
establishment of a right-of-way revolving fund. This fund is used 
to make cash advances to States to purchase critical right-of-way 
parcels in rapidly developing corridors in sufficient time before 
developmental pressures escalate the cost of land to a point of 
that can jeopardize the feasibility of actually constructing the 
highway. 

Increasingly, States are also using the revolving fund as a tool to 
help environmentally sensitive areas by targeting specific parcels 
for acquisition in future transportation corridors that have been 
identified through a transportation land use planning process. 

The following table indicates the high level of activity for the 
past 3 years and the constraints placed on the Revolving Fund by 
Congress through obligational restrictions: 



FY 



Total 
Requests 



Projected 
Savings 



Congressional 

Obligational 

Limitations 



93 


$132,560,000 


$122,559,000 


$42,500,000 


92 


234,000,000 


502,000,000 


42,500,000 


91 


179,000,000 


498,000,000 


42,500,000 



The above table reveals the strong demand for the use of revolving 
funds while at the same time there are few funds available for 
distribution. 
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Identification code: 
69-8402-0-8-401 



DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

RIGHT-OF-WAY REVOLVING FUND 

Program and Financing (in thousands of dollars 



Program by Activities: 
10.00 Total Obligations (object class 25.0).. 
Financing: 



17.00 Recovery of prior year obligations.. 

Unobligated balance, start of year 
21.40 Appropriation 

Unobligated balance, end of year 
24.40 Appropriation 



1993 
Actual 



63,629 

-32.348 

-103,954 

93,802 



1994 
Estimate 



42.500 



-93,802 
93,802 



1995 
Estimate 



42.500 



-93.802 
93.802 



68.00 Budget Authority (gross): Spending authority from offsetting 
collections 



21,129 



42.500 



42,500 



Relation of obligations to outlays: 
71.00 Obligations incurred, net... 



Obligated balance, start of year 
72.40 Appropriation 



Obligated balance, end of year 

74.40 Appropriation 

78.00 Adjustments in unexpired accounts.. 



87.00 Outlays (gross)., 



Adjustments to budget authority and outlays: 
88.40 Deductions from offsetting collections: 

NorKFederal sources 

89.00 Budget authority (net) 

90.00 Outlays 



63,629 



66,584 



-67.541 
-32.348 



30.324 



-21,129 



9,195 



42,500 



67.541 



-67.541 



42,500 



-42.500 



42.500 



67,541 



-67.541 



42,500 



-42,500 
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STATUS OF DIRECT LOANS ( in thousands of dollars) 



Identification code: 
69-8402-0-8-401 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


Position with respect to appropriations act limitation 

on obligations: 
1111 Limitation on direct loans 


38.745 


42.500 


42.500 


1150 Total direct loan obligations 


38.745 


42.500 


42.500 


Cumulative balance of direct loans outstanding: 

1210 Outstanding, start of year 


129,462 

30,324 

-21,129 


138.657 
42,500 
-42,500 


138.657 
42,500 
-42,500 


1231 Disbursements: Direct Loans disbursements 


1251 Repayments: Repayments and prepayments 


1290 Outstanding, end of year 


138.657 


138,657 


138.657 



REVENUE AND EXPENSES (in thousands of dollars) 








Identification code: 
69-8402-0-8-401 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


0101 Revenue 


21.129 
-30.324 


42.500 
-42.500 


42.500 
-42,500 


0102 Expenses 


0109 Net Income or loss (-) 


-9.195 
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DEPARTMENT OP TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

ORANGE COUNTY (CA) TOLL ROAD DEMONSTRATION PROJECT 

Appropriations language for this project is contained in Title 
Ill-General Provisions, Sec. 339 of the Department of 
Transportation and Related Agencies Appropriations Act. 1993. No 
new appropriations are requested for FY 1995. 

BACKGROUND 

The Congress appropriated $9.6 million in FY 1993 to cover the 
estimated subsidy costs of making a direct loan (or loans) not to 
exceed $120 million to the Transportation Corridor Agencies (TCA) 
Hills public toll road. Any such loan (or loans) will be 
available for five years only upon completion of the toll road 
and only to the extent that revenues from toll operations and 
standard reserves are insufficient for debt service. The 
appropriations language also stipulates that: 1) no more than 20 
percent of the total loan amount may be disbursed in any one year 
of operation; 2) any such loan (or loans) shall draw interest at 
the 30-year United States Treasury Bond rate on the date of 
disbursal; and 3) any loan (or loans) shall be repaid in not 
more than 30 years. 

As required by the Federal Credit Reform Act of 1990, program and 
financing accounts have been established to record estimated 
subsidy costs and cash flows arising from direct loan obligations 
for the Orange County toll road. A financial analysis performed 
for FHWA indicates that the $9.6 million appropriated in FY 1994 
should be adequate to cover any unreimbursed costs to the Federal 
government associated with making loans up to $120 million for 
the Orange County toll road (implying an eight percent subsidy 
rate) . 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

ORANGE COUNTY (CA) TOLL ROAD DEMONSTRATION PROJECT 
(PROGAM ACCOUNT) 



Program and Financing (In thousands of dollars) 








Identification code: 
69-0543-0-1-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Program by Activities; 
10 00 Total Obliaations (obiect class 41 0) 


9,600 
9,600 







Financing: 
40 00 Budaet auttioritv faDDroDriation) 




Relation of obligations to outlays: 
71 00 Obligations incurred net 


9,600 
-9,600 


9,600 
-9,600 


9,600 
-9,600 


Obligated balance, start of year 
72.40 Appropriation 


Obligated balance, end of year: 
74.40 Appropriation 


90.00 Outlays 












SUMMARY OF LOAN LEVELS, SUBSIDY BUDGET AUTHORITY, AND OUTLAYS (in thousands of dollars) 



Identification code: 
69-0543-0-1-401 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Direct loan levels supportable by subsidy BA: 
11.59 Total direct loan levels 


120.000 

8.00 
8.00 

9,600 







Direct loan subsidy rates (in percents): 
13.20 Toll road loan(s) 


13.29 Weighted average subsidy rate 


Direct loan subsidy budget authority: 
13.30 Toll road loan(s) 


13 39 Total subsidy budget authority 


9.600 







Direct loan subsidy outlays: 
13.49 Total subsidy outlays 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

ORANGE COUNTY (CA) TOLL ROAD DEMONSTRATION PROJECT 
DIRECT LOAN FINANCING ACCOUNT 



Program and Financing (in thousands of dollars 



Identification code: 
69-4200-0-3-401 



Program by Activities: 
10.00 Total Obligations (object class 33.0).. 

Financing: 
39.00 Financing authority 



Financing Authority (permanent): 

67.15 Authority to borrow (indefinite) 

68.00 Spending authority from offsetting collections.. 



1993 
Actual 



120.000 
120,000 



110.400 
9.600 



1994 
Estimate 



1995 
Estimate 



Relation of obligations to outlays: 



71.00 Obligations incurred, net 

72.10 Receivables in excess of obligations 

start of year 

Obligated balance, start of year 

72.40 Appropriation 

74.10 Receivables in excess of obligations 

end of year 

Obligated balance, end of year 
74.40 Appropriation 



87.00 Outlays.. 



120,000 



9.600 
-120,000 



-9,600 

120,000 

9.600 

-120,000 



-9.600 

120,000 

9.600 

-120,000 



9,600 



Adjustments to financing authority and outlays: 
Deductiond for offsetting collections: 
88.00 Federal Sources: Payments from 

program account 

89.00 Financing authority (net) 

90.00 Outlays 



-9,600 



110,400 
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STATUS OF DIRECT LOANS (in thousands of dollars) 








Identification code: 
69-4200-0-3-401 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


Positions with respect to apprpriations act limitation 

on obligations: 
11.11 Limitation on direct loans 


120,000.00 






11 50 Total direct loan obligations 


120.000 










RNANCIAL CONDITION (in thousands of dollars) 








Identification code: 
69-4200-0-3-401 


1993 
ACTUAL 


1994 
ESTIMATE 


1995 
ESTIMATE 


ASSETS: 

1000 Fund balance with Treasury and cash: 

Fund balance with Treasury 


120.000 


120.000 




1999 Total Assets 




120.000 
120.000 


120.000 
120,000 




LIABILITIES: 

2010 Accounts Payable: Public 




2999 Total Liabilities 




120.000 


120.000 




EQUITY: 

3999 ToUl Equity 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS TRUST FUNDS 

Funds received by this account come completely from non-Federal 
sources. FHWA holds these funds in trust until they are 
outlayed. The following programs are included in this fund: 

1. Cooperative Work. Forest Highways (Proprietary Receipts) . 
Contributions are received from States and counties in 
connection with cooperative engineering, survey, maintenance 
and construction projects for Forest Highways. The FY 1995 
estimate is $1,500,000. 

2. Technical Assistance. U.S. Dollars Advanced from Foreign 
Governments (Proprietary Receipts) . The Federal Highway 
Administration renders technical assistance and acts as 
agent for the purchase of equipment and materials for 
carrying out highway programs in foreign countries. For FY 
1995, we expect to render these services in China, Barbados, 
and Turkey. The FY 1995 estimate is $495,000. 

3 . Contributions for Highway Research Programs (Governmental 
Receipts) . In association with the General Services 
Administration and the Department of Defense, tests of 
highway equipment are conducted for the purpose of 
establishing performance standards upon which to base 
specifications for use by the Government in purchasing such 
equipment. The FY 1995 estimate is $500,000. 

4. Advances from State Cooperating Agencies (Proprietary 
Receipts) . Funds are contributed by the state highway 
departments or local subdivisions thereof for construction 
and/or maintenance of roads or bridges. The work is 
performed under the supervision of the Federal Highway 
Administration. The FY 1995 estimate is $5,000,000. 

5. International highway transportation outreach (Proprietary 
Receipts) . Funds are collected to inform the domestic 
highway community of technological innovations, to promote 
highway transportation expertise internationally, and to 
increase transfers of transportation technology to foreign 
countries. The FY 1995 estimate is $5,000. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS TRUST FUNDS 



Program and Financing Qn thousands of dollars) 



Identification code: 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Program by Activities: 

00.01 Cooperative work, forest highways 

00.02 Technical assistance, U.S. dollars advanced 

from foreign govemments 

00.03 Contributions for highway research programs 

00.04 Advances from State cooperating agencies 

00.05 Intemational highway transportation outreach program 

10.00 Total obligations 

Financing: 

Unobligated balance available, start of year 
21.40 Appropriation 

Unobligated balance available, end of year 
24.40 Appropriation 

Budget Authority: 
Pemianent: 
60.05 Appropriation (indefinite) 



1,877 

5 

304 

1,379 



3.565 

-24,323 
28,760 



2.086 

775 

696 

30.582 

5 



34,144 

-28,760 
2.116 



1,500 

495 

500 

5.000 

5 



7.500 

-2,116 
2,116 



8,002 



7.500 



7.500 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS TRUST FUNDS 



Program and Financing (In thousands of dollars) 








Identification code: 
69-9971-0-7-999 


1993 
Actual 


1994 
Estimate 


1995 
Estimate 


Relation of obligations to outlays: 
71 00 Total obligations 


3.564 
6.944 
-4.806 


34.144 
4.806 
-6,298 


7.500 
6,298 
-2.192 


72 40 Obligated balance start of year Appropriation 


74.40 Obligated balance, end of year Appropriation 


90 00 Outlays 


5,702 


32,652 


11.606 




Distribution of budget authority by account: 
Coooerative work forest hiohwavs 


1,247 

438 
6.347 


1,500 

495 

500 

5.000 

5 


1.500 

495 

500 

5,000 

5 


Technical assistance, U.S. dollars advanced 

from foreign governments 


Contributions for highway research programs 


Advances from State cooperating agencies 


Equipment Supplies etc for cooperating Countries 


International highway transportation outreach program 




Distribution of outlays by account: 


1.960 

50 
270 

3,422 


1.961 

688 

646 

29.042 

310 

5 


1,622 

516 

534 

8,697 

233 

5 


Technical assistance, U.S. dollars advanced 

from foreign govemments 


Contributions for highway research programs 


Advances from State cooperating agencies 


Equipment Supplies etc for cooperating Countries 


International highway transportation outreach program 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

MISCELLANEOUS TRUST FUNDS 



'Object Classification (in thousands of dollars) 



Identification code: 
69-9971-0-7-999 



1993 
Actual 



1994 
Estimate 



1995 
Estimate 



Personnel compensation: 

11.1 Full-time permanent 

12.1 Civilian personnel benefits.. 

25.2 Other services 

32.0 Land and stmctures 

99.9 Total obligations 



2.186 
1,379 



606 

151 

3.562 

29.825 



628 

156 
2.500 
4.216 



3.565 



33,538 



6.872 



Personnel Summary 



Total compensable worlcyears: Full-time equivalent 
employment 



14 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

BUREAU OF TRANSPORTATION STATISTICS 

GENERAL STATEMENT 

The Intennodal Surface Transportation Efficiency Act (ISTEA) 
of 1991, section 6006 (49 U.S.C. Ill), established in the 
Department of Transportation a new Bureau of Transportation 
Statistics. Its Director is appointed by the President with the 
advice and consent of the Senate to a four-year term. 

The work of the Bureau consist of: compiling transportation 
statistics, implementing a long-term data collection program, 
issuing guidelines for information collection, coordination of 
information collection, making statistics accessible, and 
identifying information needs. 

Financing of the Bureau's operations is authorized as 
contract authority out of the Highway trust Fund at $5 million 
for 1992, $10 million for 1993, $15 million for 1994 and 1995, 
$20 million for 1996, and $25 million for 1997. The contract 
authority is included in the Federal-Aid Highways program and 
subject to the obligation limitation applicable to that program. 
Funds are transferred to the Bureau from Federal-Aid Highways, 
where all obligations, outlays, and staff are counted. 

Obligations are estimated at $15 million in 1994 and $15 
million in 1995. Staffing is estimated at 12 FTE in 1994 and 
1995. Obligations incurred under allocations from other 
accounts are included in the schedules of the parent appro- 
priation as follows: Department of Transportation, Federal 
Highway Administration, Federal-Aid Highways. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADNIMI8TRATIOM 



FY 1995 MOTOR CARRIER PROGRAM 
GENERAL STATEMENT 



The Federal Highway Administration's (FHWA) FY 1995 budget for 
the Motor Carrier Program reflects the resources necessary for 
implementation of programs authorized through 1995 by the 
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) . 
The FY 1995 program totals $57,757 million, an increase of $4,738 
million over the FY 1994 budget request. Note that the Motor 
Carrier program is funded via FHWA's Limitation on General 
Operating Expenses. The following narrative is for justification 
purposes; funding and FTEs are included in the General Operating 
Expenses section of this budget document. 

Included in the $57,757 million funding request is the motor 
carrier research program for FY 1995 totalling $8,804 million, an 
increase of $3,459 million over the FY 1994 level. A separate 
justification for this program is included under the section, GOE 
Contract Programs. 

The remaining funding of $48,953 million represents the resources 
necessary to fund program operations including salaries, travel, 
ADP, etc. There are no program funding increases requested for 
program operations in FY 1995. The following narrative provides 
justification for increases to the base and a description of 
program accomplishments and initiatives. 

In formulating this budget a business planning approach was 
utilized to develop program priorities and identify resource 
requirements necessary to implement those priority initiatives. 
This process was particularly beneficial in developing the $8,804 
million FY 1995 research program. 
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MOTOR CARRIER PROGRAM 



FY 199S FINAMCIAI. OVERVIEW 



The FY 1995 Office of Motor Carriers (CMC) program totals $57,757 
million, representing a $4,738 million increase over the FY 1994 
Congressional budget request. This increase is attributable to 
Adjustments to Base including mandatory built-in operating cost 
increases to salaries and benefits such as merit pay 
compensation, health benefit increases and inflation as well as a 
minor offset to allow for one less compensable day in FY 1995. 
Program Changes increases total $3,647 million which includes 
enhanced funding of the motor carrier contract research program, 
and other programs. 



FY 1994 PRESIDENT'S BUDGET REQUEST 



{$ in thousands) 
S S3. 019 



ADJUSTMENTS TO BASE 

FY 1995 Pay Raise 
Locality Pay Annualization 
One compensable day 
Merit Pay and WIGs 
Health Benefits 
FTE Reduction 



1.091 

587 
110 

-126 
625 
154 

-259 



PROGRAM CHANGES 

Rent 

Other 

Research and Development 

TOTAL FY 1995 FUNDING 

NARRATIVE EXPLANATIONS OF CHANGES 



3.647 





11 




177 


3, 


,459 


57, 


,757 



ADJUSTMENTS TO BASE 

FY 1995 Pay Raise 



+ 587 



This amount is requested to fund an anticipated 1.6% pay raise 
for 195 applicable work days in FY 1995. 



Locality Pay Annualization 



+ 110 



This amount is to fund the locality pay annualization cost for FY 
1995 that was enacted in FY 1994. 
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One compensable day - 126 

This decrease is an adjustment for one less compensable day in FY 
1995 compared to 261 days in FY 1994. 

Merit Pay and Within Grades + 625 

This amount includes costs associated with merit performance for 
GM and GS employees. This amount also includes mandatory within- 
grade increases required for those employees having spent the 
required time period at their present step-in grade while 
maintaining at least a satisfactory work performance rating. 

Health Benefits + 154 

Annual rate increases for the government share of health 
insurance premiums are provided by the Office of Personnel 
Management at the beginning of each fiscal year. The amount 
requested under this category is based on past budgeted health 
benefit increases plus an inflationary factor of 10 percent, 
since actual rates for FY 1995 have not been developed. 

FTE Reduction - 259 

The amount of this reduction represents the cost associated with 
the elimination of 10 FTEs in FY 1995. This staffing reduction 
was mandated by President Clinton in Executive Order 12839. It 
is noted that the gross reduction for the 10 FTEs is $518,000. 
This amount is offset by $259,000 by moving the funds associated 
with contract funding of 5 FTEs from the other services object 
class to salaries and benefits to facilitate the relocation of 
the Howard Academy personnel to FHWA. 

PROGRAM CHAKGES 

Rent +11 

This requested increase is to cover anticipated rent rates of $11 
thousand to be charged in FY 1995. 

Other Services 

Research and Development + 3,4 59 

A detailed justification for the contract research program 
request is included in the "GOE Contract Programs" section of '' 
this budget justification. 

Other Programs vk^.. +177 ' '-:;--i 

This funding is requested cover costs associated with the 
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relocation of the Howard Academy to the Washington D.C. area and 
will cover one-time costs for (4) staff relocation, office 
construction, and computer installation and setup. 

Th« folloving sections provld* a narrative sufflmary of recent 
accomplishments and new initiatives of the Motor Carrier Program. 
Following these sections is a summary of the Motor carrier AOP 
program. 

MAJOR ACCOMPLISHMENTS 

The (CMC) continues to demonstrate accomplishments through 
innovative program development and implementation. Many 
accomplishments have resulted from on-going implementation of the 
ISTEA while others are self-initiated. Key indicators of highway 
safety trends show steady improvement. The number of fatal 
accidents for medium and heavy trucks continued to decline as it 
has over the past 10 years. The fatal accident rate for 
combination vehicles has steadily declined since 1981 and is now 
at 2.9 per 100 million miles of travel. Our major 
accomplishments are outlined below: 

• Over 1.6 million roadside inspections on commercial motor 
vehicles and drivers were conducted by MCSAP participating 
State personnel. 

• Approximately 20,000 carrier reviews were conducted by State 
and Federal officials to determine compliance with the 
Federal Motor Carrier Safety Regulations. 

• Nearly 85 percent of previously rated motor carriers 
improved or maintained their satisfactory ratings. 

• The FHWA/OMC settled 2,172 enforcement cases totalling $9.9 
million. This is an average of $4,600 per case. 

• There were 88 seizures of drugs with a street value of $400 
million confiscated through the Drug Interdiction Assistance 
Program (DIWP) . This is a 4 percent increase from 1992. 

INTELLIGENT VEHICLE-HIGHWAY SYSTEM ( I VHSl /COMMERCIAL VEHICLE 
OPERATIONS (CVOl - The OMC has worked closely with IVHS America, 
the Commercial Vehicle Alliance, and other interests, to develop 
a Commercial Vehicle Operation (CVO) plan as part of the 
Department's overall IVHS strategy. Under the plan, six 
commercial vehicle "user services" will be developed: 

• electronic clearance of commercial vehicles; 

• automated roadside safety inspections ; 

• commercial vehicle administrative processes; 
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on-board safety monitoring; 
commercial fleet management; and 
HAZMAT incident notification. 



DRDG AND ALCOHOL RAMDOM ROADSIDE PILOT PROJECT - The CMC 
completed a study of the feasibility of conducting random 
roadside drug and alcohol tests. Utah, Nebraska, Minnesota, and 
New Jersey participated in the pilot project. The final results 
of the pilot project included 31,000 drug tests, 65,000 alcohol 
tests. A final report is due to Congress in April, 1994. 

MEDICAL WAIVERS - The CMC issued temporary waivers from the 
vision and diabetes requirements of the Federal Motor Carrier 
Safety Regulations to certain CMV drivers who meet specific 
conditions and agree to comply with other requirements. 

ZERO-BASE REGULATORY REVIEW - The CMC completed Phase I of the 
zero-base regulatory review. Eleven public forums were conducted 
to obtain information and views from interested parties on how to 
establish a comprehensive, unified set of performance-based 
safety regulations. Phase II will consist of the development of 
a new regulatory model. 

NATIONAL INSPECTORS COMPETITION-CHALLENGE '93 - The CMC completed 
its first national inspector's competition conducted with Nevada, 
representatives from 43 States, 9 Canadian Provinces, and Mexico. 
Challenge '93 emphasized the role of the commercial vehicle 
inspector, emphasized inspection quality and promoted uniformity 
in the North American Uniform Driver-Vehicle Inspection process. 

IMPLEMENTING NEW TECHNOLOGIES - The following new technologies 
have been set in motion: 

• The CMC installed a Geographic Information System (GIS) in 
each Regional Office. Using the GIS, Region 3 is more 
efficiently and equitably allocating resources across State 
boundaries. In response to the Vice President's National 
Performance Review, the CMC is developing a resource 
allocation model to be integrated into the GIS. 

• The CMC awarded $1 million in MCSAP research and development 
grants aimed at improving the roadside inspection program 
and testing and automatically evaluating commercial vehicle 
braking systems by using a variety of technologies. 
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The OMC established an Ad Hoc planning group of our major 
customers to determine user needs and implement a strategic 
plan to improve Motor Carrier Information Services. Current 
information systems will be analyzed to develop an overall 
conceptual design for future information services in light 
of increasingly complex data demands. 



• Five States continued development of a Commercial Vehicle 
information System (CVIS) to tie safety fitness to 
commercial motor vehicle registration. The participating 
States are Iowa (lead State), Colorado, Oregon, Minnesota, 
and Indiana. 

NEW PROGRAM INITIATIVES 

Some of the high priority areas supported by this budget include, 
development of the commercial vehicle operation component of the 
Intelligent Vehicle Highway System (IVHS) , implementation of the 
North American Free Trade Agreement (NAFTA) , developing a medical 
waiver program for insulin-using drivers, integrating the 
Commercial Driver's License (CDL) issuance process and the 
medical qualification standards, expansion of a national 
commercial vehicle public awareness and education safety 
campaign, and developing a systematic process for reducing the 
number and severity of traffic crashes. 

• INTELLIGENT VEHICLE-HIGHWAY SYSTEM (IVHS) /COMMERCIAL VEHICLE 
OPERATIONS (CVO) - As a key component in the Department's 
IVHS program, the CVO portion will develop and apply 
technology to improve highway safety and productivity for 
both States and the motor carrier industry. The OMC will 
provide the framework needed to implement a seamless borders 
concept. The OMC plans to integrate domestic and 
international CVO data bases. 

A primary objective of the CVO program is to develop and 
demonstrate, by 1997, a national information network for 
commercial vehicles. This network will permit safe and 
legal vehicles to be electronically cleared at mainline 
speeds. Another CVO objective is to automate MCSAP roadside 
inspection sites. This will enable enforcement personnel to 
directly access information for screening, targeting and 
inspecting vehicles and drivers. A CVO management plan is 
under development. \ 

• NAFTA; HARMONIZATION OF D.S. AND MEXICAN STANDARDS - The 
NAFTA establishes a timetable for removing barriers between 
NAFTA countries and achieving compatible technical and 
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safety standards. To promote more effective action in 
harmonization, seven working subgroups have been 
established. The OMC actively participates in 6 of the 7 
subgroups as follows: (1) Tourism by Motor Carrier and Rail; 
(2) Cargo by Motor Carrier and Rail; (3) CDL Reciprocity; 
(4) Standards and Specifications for Vehicles; (5) 
Emmissions, Size and Weight; and (6) Hazardous materials 

MEDICAL WAIVERS -The OMC is reviewing waivers for hearing 
and epilepsy similar to the current waiver program for 
vision and diabetes. 

PROTOTYPE STATE MEDICAL REVIEW PROGRAM - The FHWA is 
exploring ways to better integrate the CDL issuance process 
and the driver medical qualification procedures. The FHWA 
has contracted with the Association for the Advancement of 
Automotive Medicine to develop, manage, and evaluate a set 
of pilot state medical review programs. Six pilot states 
are testing different programs to verify drivers physical 
fitness within the CDL process. 

POBLIC ODTREACH PROGRAM -This 3-part program consists of (1) 
a "Sharing the Road" compaign, (2) a long-range public 
outreach program, and (3) internal programs. 

Sharing the Road - The State of Maryland has been awarded a 
grant to develop a public service campaign that will include 
TV, radio, print and other creative public outreach 
strategies to educate automobile drivers on sharing the road 
with a commercial motor vehicle drivers. Practices such as 
safe vs. unsafe passing, blind spots, following too closely, 
etc. will be emphasized. 

Long Range Program - The goal of this effort is to present 
to the public, other agencies, interest groups, and Congress 
messages focusing on motor carrier safety activities. Some 
will be independent of the Sharing the Road program and 
others will be interrelated. ^^ ., ,^ ^ 

Internal Programs - Proposals include revitalizing the 
"Motor Carrier Update"; preparing an OMC history motor 
carrier activities; creating employee recognition programs; 
and developing a catalog for public distribution listing all 
videos, print materials, etc. 

SAFETY MANAGEMEMT SYSTEMS (SMS) - The OMC will assist states 
in developing and implementing a comprehensive safety 
management system as mandated by the ISTEA. An effective SMS 
is a systematic process for reducing the number and severity 
of traffic crashes by ensuring that all opportunities to 
improve highway safety are considered and implemented. The 
SMS is a cornerstone for identifying safety improvements at 
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the state level. 

INTRASTATE INCOMPATIBILITY UNDER THE MOTOR CARRIER SAPETY 
ASSISTANCE PROGRAM (MCSAP) - Fourteen States/Territories 
currently participating in MCSAP have incompatible 
regulations for intrastate commerce and could lose funding 
if their regulations are not compatible by October 1994. 
The OMC is currently reviewing the variances for all the 
States to verify compatibility. They are evaluating the 
MCSAP eligible requirements in the regulations and exploring 
options on maintaining policy goals of compatible intrastate 
regulations without dropping States for MCSAP. 

TOTAL ODALITY IMPROVEMENT PROGRAM - As part of FHWA's effort 
to implement its Strategic Plan, the OMC has embarked on a 
new initiative to improve training to its employees on total 
quality management. The OMC has contracted with the 3M 
corporation for assistance in uniformly implementing 
improved quality management techniques, practices, and 
philosophies. 

SAFETY FITNESS RATING METHODOLOGY - OMC's safety fitness 
rating metholodogy is a system which uses data from safety 
reviews and compliance reviews (CR) along with the safety 
fitness procedures to assign a safety fitness rating. OMC 
is continuing to evaluate and modify the methodology to make 
it more performance oriented and establish a rating system 
most appropriate for the needs of its users. 

PEN-BASED COMPUTER RESEARCH - The OMC is involved in several 
research and development projects to devise a strategy and 
software to utilize computer technology to improve roadside 
driver and vehicle inspections. Two operational software 
packages using handheld pen-computers have been developed. 
We are soliciting states to participate in a broad multi- 
year program to apply new computer and communications 
technology to roadside ispections. 
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MOTOR CARRIER PROGRAM 
SUMMARY OF AOF REQUIREMENTS 

(Dollars in thousands) 

Ob-iect Class FY 1994 CHANGE FY 1995 

2500-Other Services 
ADP Services 
Systems Support 
Systems Development 
Data Entry 

2600-Supplies $135.3 $135.3 

3100-Equipment 970.7 $970.7 

Total ADP Resources $5. 100 +200.0 $5.300 

GENERAL STATEMENT 

The information systems of the OMC are recognized throughout the 
organization as extremely successful in providing crucial, daily 
support to motor carrier safety programs. Federal and Motor 
Carrier Safety Assistance Program (MCSAP) State usage of the 
Motor Carrier Management Information System (MCMIS) , SAFETYNET 
and the laptop systems increases continuously because these 
"tools" have become an integral part of how the job of motor 
carrier safety enforcement is performed today. 

MCMIS and SAFETYNET maintain an electronic motor carrier safety 
history, systematically target "at risk" carriers and provide all 
of this information electronically to Federal and State field 
managers and investigators. This creates efficient, focused use 
of field resources with high quality and uniformity, and industry 
awareness that a carrier can no longer hide poor safety 
performance. 

PROGRAM ENHANCEMENTS 

ADP Services +200 

Over half of the total ADP budget is for the routine, daily _ 
operational costs of running and accessing MCMIS on the 
Transportation Computer Center mainframe, herein referred to as 
"ADP Services". With more State and Federal operations requiring 
electronic access, as well as more management reliance on reports 
from these systems, the daily operating costs of this system have 
been increasing by about 15 to 20 percent annually in recent 
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years . 

In addition to increased daily access for field operations, 
Federal and State managers increasingly rely on the "quality 
control" reports produced from these data in the daily management 
and supervision of their programs. The production of analytical 
and management reports to support Federal and State program 
management and evaluation activities is very costly in terms of 
computer time and is one of the largest and fastest growing items 
in the MCMIS ADP budget. The very beneficial and successful 
quality management guidance produced by MCMIS is also a major 
reason for the increase in ADP costs. 

Continued growth into FY 1995 is anticipated as States increase 
their reporting of National Governors' Association accidents 
under MCSAP, as we bring increasing volumes of enforcement case 
records into MCMIS and as MCMIS data is increasingly used in the 
targeting of carriers and the safety fitness rating process. 
Several Canadian Provinces have begun accessing the MCMIS and, by 
FY 1995, we expect more Canadian Provinces to be full users as 
well as, possibly, some Mexican States. By FY 1995, we also 
anticipate that MCMIS will be serving the needs of Commercial 
Vehicle Information System (CVIS) pilot States for carrier safety 
fitness information. 

Systems Development 

The success of new program initiatives increasingly depends on 
rapid modification of our information systems and on quick, 
reliable Federal and State field access. The success of new 
concepts in motor carrier safety and productivity, most notably 
the CVIS and Intelligent Vehicle Highway System-Commercial 
Vehicle Operations (IVHS-CVO) , will depend on national electronic 
access to information available only from the MCMIS and SAFETYNET 
systems. 

To accommodate new directives resulting from legislation, 
regulations and motor carrier safety program policy changes, 
frequent changes to the MCMIS and SAFETYHET software systems are 
necessary. For example, new program emphasis on hazardous 
materials shipper enforcement and high pressure cargo tank 
facility inspections will require major changes in MCMIS, 
SAFETYNET and laptop systems. New regulations governing drug and 
alcohol testing and the inclusion of this as a part of safety and 
compliance reviews will cause all these systems to change also. 

Timely and responsive program support requires a staff of 
contractor systems analysts and programmers to design and 
implement the required changes within the deadlines mandated by 
the program. Congress or others. The accelerating pace of these 
safety program regulatory and policy changes indicates ongoing 
growth in this area. 
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Bquip»«Dt 

The AOP equipment budget has been decreasing steadily in recent 
years since major new systems, including laptops and field office 
microcomputers, are not yet approaching the end of their life 
cycle. With the FY 1995 budget, much of this equipment will be 
over 5 years old, and we anticipate beginning a multi-year phased 
replacement of these systems, beginning with the oldest, most 
functionally obsolete, but also including units which fail and 
cannot be economically repaired. New specifications will allow 
compatibility with older units while still taking advantage of 
the vastly improved performance and lower cost of newer 
technology. 

By FY 1995, we anticipate that our ongoing MCMIS "downsizing" 
study will result in designs to move an increasing number of 
MCMIS functions to microcomputer systems, requiring the 
procurement of a microcomputer database server system, software 
and communications ecjuipment to permit remote electronic access. 
These one-time costs will significantly reduce post-1995 
increases in MCMIS mainframe operating costs. 

COMCLD8ION 

Continued expansion of motor carrier safety and productivity 
programs will depend vitally on increased funding of the 
information systems that directly support these programs. 
Efficiencies have been and will continue to be realized but 
increases are nonetheless required. Shortfalls in the ADP budget 
will cause delays in the implementation of these new programs and 
restricted access by Federal and State investigators to needed 
information. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL HIGHWAY ADMINISTRATION 

GENERAL PROVISIONS 

The follovlnq provisions related to programs/actlvitiea of the 
Federal Highvay Administration are proposed for deletion; 

Sec. 327 - Provides that funds previously appropriated to 
replace a bridge over the 27th Street Causeway in Fort 
Lauderdale, Florida be used either for a replacement bridge or 
tunnel. 

Sec. 331 - Prohibits the use of funds to design, construct, 
erect, modify or otherwise place any highway sign in any State 
using the metric system. 

The following provisions related to programs/activities of the 
Federal Highway Administration are proposed for inclusion with 
changes as noted; 

SEC. 310. (a) For fiscal year [1994] 1995 the Secretary of 
Transportation shall distribute the obligation limitation for 
Federal-aid highways by allocation in the ratio which sums 
authorized to be appropriated for Federal-aid highways that are 
apportioned (except that amounts available under 23 U.S.C. 157 
shall be weighted at 67 percent and amounts available under 
sections 1103 through 1108 of P.L. 102-240 shall be weighted at 
26 percent) or allocated to each State for such fiscal year bear 
to the total of the sums authorized to be appropriated for 
Federal-aid highways that are apportioned or allocated to all the 
States for such fiscal year. 

(b) During the period October 1 through December 31, [1993] 
1994, no State shall obligate more than 25 per centum of the 
amount distributed to such State under subsection (a) , and the 
total of all State obligations during such period shall not 
exceed 15 per centum of the total amount distributed to all 
States under such subsection. 

(c) Notwithstanding subsections (a) and (b) , the Secretary 
shall— 

(1) provide all States with authority sufficient to 
prevent lapses of sums authorized to be appropriated for 
Federal-aid highways that have been apportioned to a State, 
[except in those instances in which a State indicates its 
intention to lapse sums apportioned under section 
104(b)(5)(A) of title 23, United States Code]; 

(2) after August 1, [1994] 1995, revise a distribution 
of the funds made available under subsection (a) if a State 
will not obligate the amount distributed during that fiscal 
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year and redistribute sufficient amounts to those States 
able to obligate amounts in addition to those previously 
distributed during that fiscal year giving priority to those 
States having large unobligated balances of funds 
apportioned under sections 103(e)(4), 104, [and] 144, and 
157 of title 23, United States Code, and under sections 
1013(c), [and] 1015, and 1103 through 1108 of Public Law 
102-240; and 

(3) not distribute amounts authorized for 
administrative expenses and funded from the administrative 
takedown authorized by section 104(a) of title 23, U.S.C., 
the Federal lands highway program, the intelligent vehicle 
highway systems program, and amounts made available under 
sections 1040, 1047, 1064, 6005, [6001] 6006, 6023, and 6024 
of Public Law 102-240, and not more than [$1,050,000] 
$1,699,000 for section 5002 of Public Law 102-240 [, and 
$458,629 for the National Commission on Intermodal 
Transportation authorized by section 5005 of Public Law 102- 
240]. Amounts for section 5002 [and section 5005] of Public 
Law 102-240 shall be deemed necessary for administration 
under section 104(a) of title 23, United States Code; 
Provided, That notwithstanding any other provision of law, 
amounts made available under section 6005 of Public Law 102- 
240 shall be subject to the obligation limitation for 
Federal-aid highways under the head "Federal-Aid Highways" 
in this Act; and 

(4) notwithstanding subsection (a) , the Secretary shall 
withhold from initial distribution $180,000,000 for 
subsection (e) and the fiscal year [1994] 1995 Federal-aid 
highways obligation limitation set aside for Interstate 
Construction Discretionary projects: Provided, That the 
Secretary shall distribute only after August 1, [1994] 1995, 
such obligation limitation withheld in accordance with this 
section to those States receiving subsection (e) and 
Interstate Discretionary allocations. 

(d) [During the period October 1 through December 31, 1993, 
the aggregate amount of] Notwithstanding any other provision of 
law, the obligations under section 157 of title 23, United States 
Code, [for projects covered under] section 147 of the Surface 
Transportation Assistance Act of 1978, section 9 of the Federal- 
Aid Highway Act of 1981, sections 131(b), 131(j), and 404 of 
Public Law 97-424, sections 1061, 1103 through [1109] 1108, 4008, 
and 6023(b)(8) and 6023(b) (10) of Public Law 102-240, and for 
projects authorized by Public Law 99-500 and Public Law 100-17, 
shall be subject to the obligation limitation in fiscal year 1995 
[not exceed $302,551,350]. 

(e) During the period August 2 through September 30, [1994] 
1995, the aggregate amount which may be obligated by all States 
pursuant to paragraph [ (d) ] (c) shall not exceed the lesser of 
$180,000,000 or 2.5 percent of the aggregate amount of funds 
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apportioned or allocated to all States — 

(1) under sections 104 and 144 of title 23, United 
States Code, and 1013(c) and 1015 of Public Law 102-240, 
and 

(2) for highway assistance projects under section 
103(e)(4) of title 23, United States Code, 

which would not be obligated in fiscal year [1994] 1995 if the 
total amount of the obligation limitation provided for such 
fiscal year in this Act were utilized. 

(f) [Paragraph] Subsection (e) shall not apply to any State 
which on or after August 1, [1994] 1995, has the amount 
distributed to such State under paragraph (a) for fiscal year 
[1994] 1995 reduced under paragraph (c)(2). 

Sec. [315] 313. None of the funds in this Act shall bfe used 
to implement section 404 of title 23, United State Code. 

Sec [325] 318. None of the funds made available in this Act 
may be used to implement, administer, or enforce the provisions 
of sections 1038(d) of Public Law 102-240. 
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Wednesday, April 13, 1994. 
FEDERAL TRANSIT ADMINISTRATION 
witnesses 

general accounting office 

barry t. hill, associate director, transportation issues, re- 
sources, community, and economic development division 

gary jones, assistant director, surface transportation in- 
frastructure issues 

mirlajvl roskin, evaluator, surface transportation infra- 
structure issues 

federal transit administration 

gordon j. linton, administrator 

grace crunican, deputy administrator 

robert h. mcmanus, associate administrator for grants 
management 

louise f. stoll, assistant secretary for budget and pro- 
grams, office of the secretary 
gregory b. mcbride, deputy chief counsel 

john w. spencer, deputy associate administrator for budg- 
et and policy 

lawrence l. schulman, associate administrator for tech- 
nical assistance and safety 

Opening Remarks 

Mr. Carr. Grood morning. The Committee will come to order. 
Today we will consider the fiscal year 1995 request for the Federal 
Transit Administration. Total request of the FTA, including appro- 
priations and obligation limitations is $4,762 billion, representing 
an increase of $182,6 million above the 1994 enacted level. This is 
one of the largest increases proposed in the Department's budget. 

Our first testimony today will be presented by the Greneral Ac- 
counting Office. We will then receive the testimony of officials from 
the Federal Transit Administration and the Department of Trans- 
portation. 

We are pleased now to welcome Barry Hill. Welcome, Barry. It 
is nice to see you. Barry is the Associate Director for Transpor- 
tation Issues within the Resources, Community, and Economic De- 
velopment Division. Mr. Hill, if you will summarize your state- 
ment, please, and introduce your colleagues, we will place your en- 
tire statement in the record. 

Mr. Hill. Thank you, Mr. Chairmgin. I am pleased to be here 
this morning. This is my first appearance before this subcommittee, 
and I appreciate the opportunity to have an opportunity to discuss 
issues associated with our Nation's transit systems with you. 
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Before I begin, let me introduce my colleagues. On my right is 
Gary Jones, who is responsible for surface transportation infra- 
structure issues and on my left, Miriam Roskin, who has been re- 
sponsible for both our highway and our transit budget work. 

As I said, we appreciate the opportunity to testify on issues af- 
fecting the Federal investment in transit systems. As this sub- 
committee well knows, budgetary pressures affect not only the Fed- 
eral dollars available to transit systems, but State and local sup- 
port as well. Moreover, unfunded Federal mandates, such as the 
Americans with Disabilities Act (ADA) and the Clean Air Act 
amendments, are increasing the costs of maintaining and operating 
our transit systems. 

These factors make it more important than ever that Federal dol- 
lars be spent effectively. 

My testimony today focuses on three important transit issues: 
capital investment planning, ADA paratransit compliance, and 
transit operating assistance. 

Let me start by discussing recent changes made to the capital in- 
vestment planning process. 

To address recommendations made in a 1990 report on cost and 
ridership forecasting, FTA has made a number of changes to the 
transit planning process. For example, to ensure that forecasts are 
reasonable, FTA has suggested using peer reviews, performing 
what-if scenarios to acknowledge the inherent uncertainty of fore- 
casts, and identifying the sensitivity of changes in population 
growth and other input variables. 

More important, in response to ISTEA requirements, the plan- 
ning process is becoming multi-modal in nature. To accomplish 
this, FTA, along with the Federal Highway Administration, is re- 
quiring local authorities, in solving transportation problems, to con- 
sider more than one mode of transportation in their major invest- 
ment studies. 

In addition, state and local governments, metropolitan planning 
organizations and special interest groups, along with FTA and the 
Federal Highway Administration, are to act as partners to share 
responsibility for assessing these projects. 

As this new process unfolds, FTA and the Federal Highway Ad- 
ministration will have to work together to redefine the federal role 
in the planning process, seeking the proper balance between over- 
sight and partnership that each must play. 

In addition, FTA's and the Federal Highway Administration's 
guidance for the new planning process, which is in the early stages 
of development, should include common measures for comparing 
different transportation alternatives. 

This would provide a common basis for determining a project's 
ability to meet mobility, environmental quality, safety and other 
goals. 

Finally, FTA and Federal Highways need to identify a way for 
assessing if the new process helps to make cost-effective invest- 
ment decisions. We believe that intermediate checks, such as re- 
viewing the changes to operating and capital cost estimates, could 
be useful as projects move through the various planning and 
project development phases. 
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Let me now turn to my second issue, ADA paratransit compli- 
ance. Transit agencies face a number of challenges to comply with 
ADA'S requirement to provide paratransit or, in other words, door- 
to-door, service to persons with disabilities unable to use a fixed 
route transit system. First, transit agencies found that it was com- 
plex to design and carry out an eligibility process to determine who 
is not capable of using accessible fixed route service. Even more dif- 
ficult for some agencies was applying the process. 

For example, a person in a wheelchair who seems capable and 
has access to a bus with a wheelchair lift may feel very insecure 
and dependent on the paratransit service. Transit officials must de- 
cide whether that person should be eligible for paratransit service. 

The most pressing challenge associated with ADA, according to 
all 12 transit agencies we visited, was their ability to finance para- 
transit service to meet ADA requirements. Although FTA has esti- 
mated that the yearly cost of paratransit service will be about $700 
million, they admit that this estimate is merely an aggregate of 
educated guesses. The principal difficulty in determining these 
costs is the uncertainty associated with estimating demand for the 
service. 

Confronted with higher costs, transit officials told us that they 
may have to take such actions as reducing existing fixed route 
service, restricting paratransit service to only those who meet ADA 
requirements, and increasing fares for all service. 

Finally, I would like to discuss issues associated with the admin- 
istration's proposal to reduce transit operating assistance. Difficult 
budgetary choices seems to be a theme for many of our statements 
before this subcommittee this year, Mr. Chairman. FTA's budget is 
no different. 

The administration's $4.8 billion proposal for the FTA budget 
would raise urban formula capital assistance by 44 percent over 
the 1994 level. But it would also reduce operating assistance by 25 
percent. As the Secretary testified before this subcommittee a few 
weeks ago, DOT's rationale for the FTA budget's emphasis on cap- 
ital funding is that it provides opportunities for more strategic in- 
vestment. 

Within this school of thought, capital commitments could yield 
greater long-term returns on investment than would short-term op- 
erating subsidies. Transit agencies, however, take a diff"erent view. 
They contend they will not have the resources to cover the reduc- 
tion in federal operating assistance and will be forced to cut back 
service or increase fares. 

They also note that their need for a consistent level of operating 
assistance is increased as they dead with unfunded mandates, such 
as ADA and the Clean Air Act. 

FTA officials believe that the increased capital will provide tran- 
sit agencies with the flexibility to move State and local funds pre- 
viously slated for capital uses to operations. However, a transit 
agency's ability to make such transfers varies from agency to agen- 
cy. Furthermore, state assistance as a share of total operating 
funds has increased about 8 percent in recent years with local as- 
sistance increasing about 4 percent. Transit agencies are concerned 
that they have been relying on state and local assistance to fill the 
funding gap and those opportunities may be drying up. 
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Tough budgetary choices lie ahead in part because of the con- 
straints of Federal outlays. If restoration of operating assistance to 
the 1994 level is sought, the funds will have to come from else- 
where. If they come from within the FTA budget, cuts in capital 
programs could amount to $2.4 billion. This is because operating 
funds are spent more quickly than capital funds. 

Alternatively, additional outlays for FTA could come from else- 
where in the DOT budget or from other parts of the federal budget. 
Any of these choices would, of course, entail difficult trade-offs 
among competing needs. 

That concludes my prepared statement, Mr. Chairman, and we 
would be happy to respond to any questions. 

Mr. Carr. Thank you, Mr. Hill. 

[The prepared statement of Barry Hill follows:] 
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Mr. Chairman and Members of the Subcommittee: 

Thank you for the opportunity to testify on issues affecting the 
federal government's investment in transit systems based on both 
our previous and ongoing work. Budgetary pressures affect not only 
the federal dollars available to transit systems but state and 
local support as well. Moreover, unfunded federal mandates, such 
as the Americans With Disabilities Act (ADA) and the Clean Air Act 
Amendments, are increasing the costs of maintaining and operating 
our transit systems. These factors make it more imperative than 
ever that federal dollars be spent in a cost-effective manner. 

My testimony today focuses on three issues: (1) what changes have 
occurred in capital investment planning for transit systems, (2) 
what challenges face transit agencies as they implement the 
paratransit requirements of ADA, and (3) what issues surround the 
administration's proposal to reduce transit operating assistance. 

In summary, we have found that: 

The Federal Transit Administration (FTA) , along with the 
Federal Highway Administration (FHWA), is changing the transit 
investment planning process by advocating that alternative 
modes of transportation now be considered. Under this new 
process, state and local governments, metropolitan planning 
organizations, special interest groups, FTA, and FHWA are to 
act as partners and share responsibility for project 
assessment. Consequently, FTA's role is evolving from direct 
assessment of proposed new transit capital projects to shared 
monitoring of transportation projects. While FTA and FHWA are 
developing guidance for the new planning process, they have 
yet to identify a mechanism for assessing whether the new 
process helps to ensure the cost-effective investment of 
federal dollars. 
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Transit agencies face a number of challenges to comply with 
ADA'S requirement to provide paratransit (door-to-door) 
service to persons with disabilities unable to use a transit 
system's fixed route system. These include (1) determining 
who meets the ADA's criteria for paratransit eligibility, (2) 
financing the estimated $700 million annual cost of 
paratransit service, and (3) deciding whether paratransit 
systems will continue to serve individuals who have been 
receiving service, such as the elderly, but do not meet ADA's 
eligibility criteria for such service. 

A proposed reduction in federal transit operating subsidies 
presents this Subcommittee with a series of difficult 
budgetary choices. The President's proposed $4.8 billion 
fiscal year 1995 FTA budget would reduce federal operating 
assistance by 25 percent from last year's appropriated level 
while raising urban formula capital assistance by 44 percent 
over last year's level. Determining the proper mix of capital 
and operating assistance is a difficult decision and rests, in 
part, on basic views of the appropriate federal role in 
supporting infrastructure development, maintenance, and 
operations. Additional factors that further complicate this 
decision include: (1) differing views on the ease with which 
transit agencies can compensate for lost federal operating 
subsidies; (2) increases in operating costs that are expected 
to result from several new federal mandates, such as the ADA; 
and (3) the fact that funding operating assistance at the 
fiscal year 1994 level could necessitate transit capital 
assistance cuts of $2.4 billion or other difficult budgetary 
tradeoffs. 
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NEW CAPITAL INVESTMENT PLANNING PROCESS 
FOCUSED ON MAKING COST-EFFECTIVE DECISIONS 

FTA is implementing measures to improve the planning process for 
major transit investment projects. Changes have been made to 
address the uncertainties inherent in forecasting cost and 
ridership by initiating peer reviews of project forecasts and 
requiring scenarios that provide a range of estimates under various 
conditions. More important, in response to the requirements of the 
Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA), 
the planning process now requires that local authorities consider 
modes of transportation other than transit in reviewing possible 
alternatives. Under this new process, FTA's role will be changing 
from one of direct assessment of new transit investment projects to 
one of shared monitoring with FHWA, states, local authorities, and 
private interest groups. FTA and FHWA are currently preparing 
guidance for this new planning process but has yet to develop a 
mechanism for assessing its success. 

Changes Made To Improve Cost ^ - "- 

and Ridership Forecasts ' ' \ - ■ ' ;• . fj 

To help ensure cost-effective investment decisions, FTA has an 
investment planning process to assist localities in selecting 
transit capital projects. Local planners have historically chosen 
a new project based, in part, on (1) the estimated cost to 
construct the transit system and related facilities and (2) the 
anticipated ridership of the proposed system once implemented. 
These estimates are developed early in the process and accuracy and 
reliability of the cost and ridership estimates are key in choosing 
one alternative over another. 
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In 1990, the Department of Transportation (DOT) commissioned a 
study to identify ways to improve the transit planning process.' 
The study focused on the cost and ridership forecasts that led 
local officials to select 10 rail transit projects that have been 
constructed with federal assistance. The study found that the 
actual costs of these projects exceeded estimated levels and that 
ridership fell below estimated levels. The study further examined 
the reasons for the differences. 

The 1990 study recommended several actions to improve cost and 
ridership estimates, and since then, FTA has taken action to 
address the recommendations. For example, FTA has recently updated 
its guidance to include, among other things, information on using 
peer reviews to ensure that project forecasts are reasonable and on 
performing "what if" scenarios regarding the uncertainty of 
forecasts and to identify the sensitivity of demographic and other 
variables under best and worst conditions. FTA has also contracted 
with private companies to conduct peer reviews of new transit 
projects in the areas of ridership, capital and 
operating/maintenance costs, and financing and has suggested 
methodologies to examine the effects of various forecasting 
assumptions. 

Multimodal Planning Process 
Is Still Evolving 

In the fall of 1993, FTA and FHWA issued new planning regulations 
that mandated that the same planning process be used for major 
highway and transit projects. While state and local officials have 
begun to assess projects under this process, the federal role, 
guidance on analysis needed for project alternatives, and a 
mechanism to monitor the planning process are still evolving. 



' Urban Rail Transit Projects: Forecast Versus Actual Ridership and 
Cost , U.S. Department of Transportation, (Oct. 1990) . 
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The new regulations require that, in solving transportation 
problems, local authorities consider more than one mode of 
transportation in their major investment studies. The regulation 
also requires that FTA, FHWA, state transportation officials, local 
transit officials, metropolitan planning organization officials, 
and public interest groups jointly work together to consider all 
input in support of the investment decision. FTA officials believe 
that the new regulation affords greater opportunity for public 
involvement, streamlines the project development process, and 
allows more consideration of the social, economic, and 
environmental factors involved in planning major transportation 
projects. 

The new planning process also changes FTA's role in the process. 
As FTA's role evolves from one of oversight to partnership, FTA 
officials told us that they are still working with FHWA to define 
that role. For example, they believe that an adequate quality 
control process needs to be developed within which project 
proposals are evaluated to ensure that cost and other project 
estimates are reasonable. This could include the use of 
consultants, a peer review panel, and/or scrutiny by the other 
partners. FTA officials told us that the new process could 
increase the number of project proposals FTA would be involved in 
from about 20 currently to several hundred. Consequently, 
according to agency officials, FTA itself would only review some 
project proposals in detail. However, the circumstances under 
which a project would be selected for review has not been 
determined. As FTA and FHWA work together to define the federal 
role, a balance between oversight and partnership must be struck. 

Furthermore, FTA officials told us that guidance for the new 
planning process is needed, and that they have just begun to 
develop such guidance. FTA and FHWA are working with the National 
Transit Institute to develop a new training course and manual for 
planners, scheduled to be available in about 6 months. The manual 
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will discuss, among other things, the technical assumptions used in 
project analysis. FTA believes that this document will serve as 
the starting point for formal guidance. As the guidance is being 
developed, we believe it needs to include common measures for 
comparing different transportation alternatives. In a 1992 
report,^ we recommended that DOT develop such measures to provide a 
common basis for determining a project's ability to meet mobility, 
environment quality, safety, cost-effectiveness, and social and 
economic goals across modes. 

While the multimodal ISTEA planning process is still very new, it 
is not too early to begin thinking about how to measure its 
success. For example, FTA is uncertain whether the changes that 
were made to its planning process in response to DOT's 1990 report 
will actually result in better cost and ridership estimates. FTA 
indicates that few projects have been completed since the changes 
and sufficient time has not passed for construction and operation 
of a project so that actual experience can be measured. 
Accordingly, on the basis of FTA's rationale, it may be many years 
before the new planning process can be assessed. We believe that 
one alternative that FTA could consider would be to do a series of 
intermediate checks, such as reviewing the changes to operating and 
capital cost estimates, as projects progress through the different 
planning and project development phases. 

ADA IMPOSES NEW MINIMUM REQUIREMENTS 

The Americans with Disabilities Act of 1990 (P.L. 101-336) 
prohibits discrimination on the basis of disability and applies to, 
among other things, public transit systems. Under the ADA, transit 
systems must progressively make their buses and rail systems 
accessible to persons with disabilities, including wheelchair 



' Transportation Infrastructure: Urban Transportation Planning Can 
Better Address Modal Trade-offs , (GAO/RCED-92-112, Apr. 2, 1992). 



660 



users, and must provide alternative transportation called 
paratransit (door-to-door) to those who are unable to use the 
transit systems' fixed route service.^ DOT gave transit agencies 
up to 5 years from January 1992 to comply with the paratransit 
requirements. 

The ADA'S impact on individual transit agencies will vary according 
to the extent to which their fixed-route service was accessible, 
and the amount of paratransit service they offered, before ADA's 
enactment. Before ADA, section 504 of the Rehabilitation Act of 
1973 gave transit agencies the option of providing either 
accessible fixed-route service or paratransit service, and many 
chose to offer the latter. The ADA requires that fixed- route 
service be accessible and that paratransit service be comparable to 
fixed- route. 

DOT defined comparable service in terms of specific criteria. For 
example, paratransit service must be available during the same days 
and hours that fixed- route service is available. While many 
agencies already offered paratransit service, they often had less 
capacity than was needed to satisfy all trip requests, and service 
hours were more restricted than those of the fixed-route systems. 
Much of the available capacity was consumed by recurring trips for 
work or medical services, such as dialysis. The remaining trips 
might be limited to certain purposes, such as visits to the doctor, 
or provided simply on a first-come, first-served basis. 



^We reported on ADA's paratransit requirements in Americans with 
Disabilities Act: Challenges Faced by Transit Agencies in 
Complying With Act's Requirements (GAO/RCED-94-58, Mar. 11, 1994) 
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Transit Agencies Face Challenges In 
Implementing ADA'S Paratransit Requirements 

Among the challenges transit agencies face in complying with the 
ADA'S paratransit requirements are (1) determining who meets the 
ADA'S criteria for paratransit eligibility, (2) financing the level 
of paratransit service required by the ADA, and (3) deciding 
whether to continue to serve individuals who have been receiving 
paratransit service but do not meet the ADA's eligibility criteria 
for such service. 

DOT defined eligibility as requiring that comparable paratransit 
service be offered to those individuals who are functionally 
incapable of using accessible fixed- route transit service. 
However, transit agencies have incurred difficulties in 
establishing an eligibility process, including getting agreement 
from affected groups on the levels of service to be offered, making 
arrangements for the professional review of eligibility 
applications, and developing appeal procedures for those whose 
eligibility is denied. DOT officials told us in November 1993 that 
most transit agencies had established processes for determining 
eligibility but that many had not begun using them. 

While the establishment of an eligibility process may be 
challenging, some officials said that applying it to persons who 
believe they need paratransit service may be even more difficult. 
For example, two persons, each living three blocks from a fixed- 
route stop for an accessible bus and each confined to a wheelchair, 
may appear objectively to be able to use the fixed-route service. 
But one may feel capable of traveling to the stop and waiting for 
the bus, while the other may feel very insecure and dependent on 
the paratransit service. Transit officials must decide whether to 
insist that the latter person is capable of using fixed-route 
service and is thus ineligible for paratransit service. 
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FTA estimated, when fully implemented, annual paratransit costs 
could be about $700 million in 1993 dollars. FTA estimated that 
about 86 percent of these paratransit costs would be for operating 
expenses (for drivers, dispatchers, fuel, etc.). Based on the 
transit agencies' plans that provided pre-ADA baseline data, the 
average paratransit costs are estimated to increase in constant 
dollars by more than 100 percent from the pre-ADA period through 
the end of the phase-in period. This estimated increase ranges 
from about a 129-percent increase in large urban areas to a 63- 
percent increase in non-urban areas. 

FTA characterized its estimate of paratransit costs as an 
"aggregate of educated guesses." This is because any projection of 
paratransit costs is based on an assessment of the demand for 
paratransit services. Demand is difficult to estimate and is 
subject to considerable uncertainty for several reasons, including: 
(1) improved service may stimulate demand from persons who have 
made little use of paratransit service in the past, (2) social 
service agencies that have been providing transportation to clients 
may decide to rely more on transit agencies, and (3) although the 
gradual acquisition of fixed-route buses that are useable by 
persons with disabilities could moderate the demand for 
paratransit, transit agencies may have limited success in 
persuading paratransit riders to switch to fixed- route service. 

As discussed in our March 1994 report, securing the financial 
resources to provide all eligible trips is transit agencies' 
greatest challenge in meeting the paratransit requirements, 
according to officials at all 12 of the transit agencies we 
visited. Confronted with higher costs, transit officials at 9 of 
the 12 agencies we visited told us that higher paratransit costs 
and the absence of new funding could force them to reduce existing 
fixed-route service or delay planned service expansion in order to 
make additional funding available for paratransit service. In the 
absence of additional funds from federal, state, and local sources, 

9 



663 



transit agency officials said that they would also have to consider 
options such as (1) restricting paratransit service to those 
persons who meet the ADA criteria, (2) requesting a waiver to delay 
full compliance, and (3) increasing fares for all service. 
Restricting paratransit service to those persons eligible under the 
ADA could affect paratransit access to those persons, such as the 
elderly and disabled persons who feel dependent on paratransit but 
are not eligible under the ADA. Nine of the 12 transit agencies we 
visited will continue to serve persons who do not meet the ADA 
eligibility criteria. Officials from these agencies told us that 
expectations for this service had been created, and some said that 
restricting service to persons meeting the ADA's criteria would 
engender resistance from current riders and groups representing 
disabled persons. 

PROPOSED REDUCTIONS IN FEDERAL OPERATING ASSISTANCE 
OCCUR WITHIN COMPLEX BUDGET ENVIRONMENT 

The Congress first authorized the use of federal funds to help pay 
for transit operating expenses in 1974. Since the early 1980s, 
however, operating assistance has been a consistent target of 
proposed cuts in administration budgets, although the Congress has 
regularly elected to appropriate significantly higher levels of 
operating assistance than proposed. The administration's fiscal 
year 1994 budget departed from the trend of requesting a reduction 
of federal operating assistance. The fiscal year 1995 total FTA 
budget of $4.8 billion is higher than the fiscal year 1994 budget, 
but also proposes a cut in operating assistance. The $600-million 
level of operating assistance for urbanized areas, proposed in the 
fiscal year 1995 budget, is 25 percent below the $802 million in 
operating assistance that annually has been provided since 1990. 
The 25-percent reduction is modest, however, compared to operating 
assistance cuts proposed by past administrations. 
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Trends in Federal Operating Assistance 

Operating assistance pays for such activities as vehicle 
maintenance and operations, as distinct from major capital 
investments, such as bus and rail car purchases or construction of 
rail lines. Federal transit operating assistance is available for 
urbanized areas through FTA's section 9 program, which is the 
primary source of federal transit funding distributed by formula.* 
Section 9 supports both capital and operating assistance. 
Operating assistance is made available through the operating limit, 
which sets aside a portion of funds that can support either 
operating or capital expenses. FTA officials note that the 
majority of the operating limit is used for operating purposes. As 
discussed below, federal funds provided by the section 9 operating 
limit accounted for about 5 percent of total operating funding to 
the nation's urbanized areas in 1991. State assistance accounted 
for about 20 percent of total funding, local assistance for about 
40 percent, and passenger fares accounted for 35 percent of total 
funding. 

As shown in attachment I, in the early 1980s, the section 9 
operating limit exceeded $1 billion annually. Since 1988, the 
operating limit has held steady at slightly over $800 million. 
Attachment I also shows that the purchasing power of this 
apparently consistent level of funding has been somewhat eroded by 
inflation. The proposed $600-million level of operating assistance 
for fiscal year 1995 is 45 percent below the $1.1 billion fiscal 
year 1995 operating limit proposed in ISTEA. 



^Urbanized areas are those communities with populations of 50,000 
or greater, as specified by the Bureau of the Census. A small 
amount of additional operating assistance is distributed by formula 
to rural areas through FTA's section 18 program. For fiscal year 
1995, the President's budget proposes total section 18 capital and 
operating assistance of $154 million, which is 19 percent higher 
than the fiscal year 1994 level. 

11 
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Effect of Reduction on Transit 
Operations Is Uncertain 

The reduction in operating assistance is proposed within the 
context of a total transit budget of $4.8 billion. By holding the 
operating limit to $600 million, the administration is able to 
propose a higher federal commitment to the capital portion of the 
section 9 program, which is proposed to increase to $2.05 billion, 
or 44 percent over the fiscal year 1994 level. Thus, the 
administration has decided to place top priority on capital 
funding, which the Secretary of Transportation termed a "more 
strategic investment" in February 23, 1994, testimony before this 
Subcommittee. The Administration's continuing commitment to 
capital investment stems from the economic view that such 
investments increase productivity and yield long-term returns on 
investment such as job creation and economic development. 

Transit agencies, as represented by the American Public Transit 
Association, take issue with the proposed reduction in federal 
operating assistance. The Association contends that agencies will 
not have the resources to cover such a loss and will have to turn 
to service cutbacks and fare increases to bridge the gap. To 
support this argument, the Association surveyed its members on how 
they would respond to a 25-percent cut in federal operating 
assistance. Of the 120 respondents, 70 percent said that they 
would raise fares, and 83 percent said that service cutbacks were a 
likely outcome. The Association further notes that fare increases 
and service reductions could trigger a decline in ridership. This 
decline would exacerbate the fact that transit ridership has 
declined as a share of total national travel. 

FTA officials believe that with increases in federal capital 
assistance, transit agencies will gain the flexibility to move 
state and local funds that were previously slated for capital 
purposes to their operating budgets. The extent to which agencies 

12 
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can make these transfers depends, in part, on how much surplus 
capital funding is available to move into the operating budget 
after the state and local match of federal capital funding has been 
met. It appears that transit agencies' ability to make such 
transfers will vary and will have a significant bearing on the 
extent to which transit agencies will have to turn to other sources 
of revenue to cover their operating costs. 

Transit advocates also note that opportunities for transit agencies 
to obtain additional state and local subsidies may be constrained 
by the fact that they have regularly looked to higher state and 
local contributions to meet their operating assistance needs 
throughout the 1980s. Transit systems' operating budgets have 
increased over time, which has resulted in the federal share of 
total transit operating revenues declining from 16.8 percent in 
1980 to about 6 percent in 1992, according to the American Public 
Transit Association.^ Transit agencies have compensated for the 
decline in federal share by obtaining operating revenues from other 
sources, primarily higher state and local subsidy levels. State 
assistance, as a share of total operating revenues, has increased 
about 8 percent from 1987 to 1991, with local assistance's share 
increasing about 6 percent during the same period. In contrast, 
passenger fares as a share of total operating funding fell about 5 
percent. 

Transit agencies' reliance on federal assistance varies among 
urbanized areas of different sizes. In general, larger urban areas 
tend to rely less on federal aid. In 1991, for example, federal 
operating assistance comprised about 4 percent of total operating 
revenues for urban areas with populations over 1 million. In 
contrast, in 1991, federal operating assistance comprised over 20 



'The American Public Transit Association's 6-percent figure is 
slightly higher than the 5-percent share reported by FTA because 
the Association's figure includes sources of federal transit 
operating assistance other than the section 9 operating limit. 
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percent of total operating revenues for smaller urban areas with 
populations between 50,000 and 200,000. Averages, however, do not 
always convey reality. For example, in 1992 federal assistance for 
the city of Detroit's Department of Transportation comprised 10 
percent of total operating funds, which is more than double the 
average figure of 4 percent that applies to urbanized areas in 
Detroit's population category. 

Unfunded Federal Mandates Impose 
Additional Operating Expenses 

The proposed reduction of federal operating assistance may come at 
an inopportune time for many transit agencies because a series of 
federal mandates are presenting them with additional operating 
expenses. FTA estimates that transit operating expenses associated 
with the ADA (which we have already discussed) , the Clean Air Act 
Amendments, and federal drug and alcohol testing requirements, 
could total about $850 million annually when fully implemented. 
The largest cost is for the ADA, estimated at $653 million by FTA.^ 
Operating expenses associated with the Clean Air Act Amendments are 
estimated by FTA to be $155 million annually, and the costs for 
drug and alcohol testing are estimated at $42 million annually. 

Difficult Budgetary Choices Lie Ahead 

If the Congress elects to appropriate an FTA budget consistent with 
the administration's proposal, increases in formula capital funding 
over fiscal year 1994 levels will be made available to the nation's 
transit systems, though operating assistance will be reduced by 25 



'As noted by FTA officials, the estimated $653 million comprises 
the $600 million in operating expenses to section 9 operators 
associated with the ADA's paratransit requirements, as well as 
about $53 million in operating expenses related to the ADA's 
nonparatransit requirements. Maintenance of wheelchair lifts is 
one of the main components of this figure. 
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percent. Alternatively, a decision to fund operating assistance 
at its 1994 level could present other difficult budgetary 
decisions. Specifically, looking within the FTA budget for the 
outlays needed to fund operating assistance at the $800 million 
level would be complicated by the fact that the tradeoff between 
operating and capital assistance is not a dollar-for-dollar 
exchange. This is because operating funds are spent more quickly 
than capital funds . 

As a result, adding $200 million to the section 9 operating limit 
could require about a $2.4 billion cut in appropriations for 
transit capital programs, assuming that outlays in FTA's budget are 
held to the same level assumed in the President's budget and that 
the FTA budget is selected as the source for the additional 
funding.^ As noted, the need for such a large cut in capital 
programs results from the different rates at which capital and 
operating funds are spent. Budget analysts at the Congressional 
Budget Office and at the Office of Management and Budget assume 
that 60 percent of every dollar appropriated for operating 
assistance is actually spent in that same year. In contrast, 
analysts assume that just 5 percent of every dollar appropriated 
for section 9 capital assistance is actually spent in that same 
year. The reason for capital programs' slow spend-out rate is that 
major capital projects typically take several years to get started. 



'Each year, budget authority and outlays for FTA and other federal 
agencies are constrained by a statutory budget authority cap and 
outlay cap defined in the Budget Enforcement Act of 1990, P.L. 
101-508, as amended. The caps were designed to control federal 
spending. While the President's budget proposes certain budget 
authority and outlay levels for individual agencies, during the 
appropriations process, the Congress may either accept the mix of 
levels incorporated in the President's budget or allot a different 
mix of levels among individual government agencies, as long as the 
overall governmentwide caps for budget authority and outlays are 
not exceeded. 
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The disparity in spend-out rates between capital and operating 
assistance can cause operating assistance reductions to seem 
tempting, as $1 cut from operating subsidies can translate into as 
much as $12 in increased section 9 capital grants for the year of 
appropriation. However, shifting funding to the capital side 
yields short-term budgetary benefits, as unpaid obligations will 
still have to be paid out in future years. In addition, given the 
likelihood that federal outlays will continue to be constrained in 
the future, capital commitments made today may translate into a 
reduction in flexibility for choices in future years. This is 
because outlays resulting from slow-spending programs will consume 
a substantial portion of the few remaining opportunities for 
additional outlays in the future. Making a larger capital 
commitment today, however, may yield more substantial long-term 
returns on investment than will short-term operating subsidies. 

Both the House and Senate Budget Committees call for fiscal year 
1995 DOT outlay levels that could both accommodate an operating 
limitation at the fiscal year 1994 level within the section 9 
program and still permit increases in the section 9 capital program 
over the 1994 level. While this approach would help eliminate the 
need for difficult tradeoffs within the FTA budget or the DOT-wide 
budget, it would necessitate that funding be taken away from other 
areas of discretionary federal spending. If the Appropriations 
Committees do not elect to follow the Budget Committees' proposals 
to raise outlay levels for FTA, the task of setting priorities and 
weighing the tradeoffs between capital and operating needs and 
assistance within the FTA budget will present these Committees with 
difficult choices. 



In summary, Mr. Chairman, ISTEA has brought the transportation 
community to a new crossroads for capital investment 
decisionmaking. Cross modal alternatives are now considered for 
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major investments and all levels of government are in partnership 
with special interest groups and others to consider the 
alternatives. With this change comes an evolution of the federal 
role. FTA and FHWA are still formulating how and when they can 
combine the roles of project overseer and partner to ensure that 
federal dollars are invested in a cost-effective manner. 

In addition, weighing the relative benefits of providing operating 
versus capital assistance presents a dilemma that must be addressed 
within a constrained budget environment. Further complicating this 
issue is the fact that several unfunded federal mandates, such as 
the ADA, will significantly raise the costs of operating the 
nation's transit systems in this and future years. 

Mr. Chairman, this concludes my testimony. We would be happy to 
respond to any questions that you and the other members of the 
Subcommittee might have. 



17 



671 



ATTACHMENT I 



Authorization. Budget Request, a nd Appropriation Amounts for 
Transit Operating Assistance. FY 1980-1995 



Dollars In millions 



Fiscal 
year 


Authorized 
operating 
assistance 
limitation 


Budget 
request 


Appropriation 
(Nominal dollars) 


Appropriation 
(Real 1993 dollars) 


1980* 


1280.0 


1075.0 


1105.0 


1915.1 


1981' 


1295.0 


1200.0 


875.0 


1378.0 


1982* 


1105.0 


1105.0 


1035.6 


1534.2 


1983* 


865.6 


640.0 


875.0 


1246.4 


1984 


870.1 


275.0 


870.1 


1187.0 


1985 


870.6 


545.0 


871.3 


1146.4 


1986 


867.5 


0.0 


871.3 


1117.1 


1987 


867.3 


111.9 


860.7 


1069.2 


1988 


912.6 


111.9 


804.7 


961.4 


1989 


918.1 


160.0 


804.7 


920.7 


1990 


923.9 


119.5 


802.3 


879.7 


1991 


934.0 


297.8 


802.3 


846.3 


1992 


995.9 


297.8 


802.3 


822.9 


1993 


1028.5 


217.0 


802.3 


802.3 


1994 


1055.5 


802.3 


802.3 


785.0 


1995 


1090.0 


600.0 


b 


b 



Source: GAG analysis of FTA data. Nominal dollars are converted to real dollars 
using the Gross Domestic Product deflator. 

•Figures for fiscal years 1980 through 1983 refer to tiers 1, 2, and 3 of the 
section 5 program. The section 5 progreim preceded section 9, and funding provided 
through tiers 1, 2, and 3 of the program was available for operating or capital 
uses. Figures for fiscal years 1984 and following refer to the section 9 operating 
limit. 

''^propriations for fiscal year 1995 have not yet been made. 
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RIDERSHIP ESTIMATES 



Mr. Carr. You mentioned that the FTA has made changes in its 
planning process to address recommendations made in 1990 to im- 
prove cost and ridership estimates. Were those changes successful? 

Mr. Hill. It is really too early to declare them a success right 
now, Mr. Chairman. Conceptually the changes they have made 
seem to make sense and it would appear they would tend to im- 
prove these estimates over the long haul. 

Basically, FTA is encouraging the transit agencies and the state 
and local governments to use peer reviews to review the reason- 
ableness of the estimates that are being prepared and to also pre- 
pare what-if scenarios which basically would acknowledge the un- 
certainty surrounding the development of these estimates. 

In addition, they are also asking that the analysis identify the 
sensitivity of the estimates to changes in some of the key variables 
that affect or drive these estimates. I say it is too early to tell be- 
cause they have just recently instituted this process and there 
haven't really been enough projects to go through the pipeline yet 
to declare it a success. 

PARATRANSIT COST ESTIMATES 

Mr. Carr. Your testimony states that estimated paratransit costs 
are about $700 million. How certain are you of these costs? 

Mr. Hill. Those costs are really not very certain at this point. 
The costs were put together basically by FTA reviewing transit 
agencies' plans that were submitted to FTA. Even by FTA's own 
admission, $700 million represents at best an aggregate of edu- 
cated guesses. 

The reason it is difficult to say with any certainty whether that 
is the right estimate is that the estimate really hinges on the de- 
mand variable, and demand is very difficult at this point to predict 
because of a number of factors. For one, once these improvements 
are put in place and the service generally improves, you would ex- 
pect there would be an increase in demand for paratransit services 
on the part of the disabled individuals. 

In addition, once the service improves, social agencies that cur- 
rently are providing this type of service to their clients may encour- 
age their clients to utilize the paratransit or mass transit more 
readily. 

As we get closer to the 1997 date and these things are put into 
place, I think FTA will be in a much better position to estimate the 
costs of ADA'S paratransit requirements, and these numbers will 
become more firm and the estimates will improve. 

PROPOSED operating SUBSIDY REDUCTION 

Mr. Carr. Do you have any ideas on how to address the proposal 
for a 25 percent reduction in Federal operating assistance? 

Mr. Hill. It is a very difficult decision and it obviously involves 
some very tough trade-offs. This is more or less based on a basic 
policy decision. Congress has to determine what is the proper mix 
of capital and operating assistance and what is the appropriate fed- 
eral role in supporting infrastructure development, maintenance, 
and operations. 
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A number of factors obviously have to seriously be considered in 
making the decision in terms of the funding priorities. The ability 
of the local transit agencies to supplement or move funds from 
their capital assistance accounts into their operating assistance ac- 
counts to make up for the reduction in the federal funds is one of 
those factors. That ability varies basically from agency to agency 
depending on whether there is a surplus in those capital accounts 
or not, and also depending upon how dependent the individual 
transit agency is on the operating subsidy. 

Analysis would show that larger urban areas are less reliant on 
the federal operating assistance than are the smaller urban areas. 
I think statistics we have seen show that for larger urban areas, 
the federal subsidy amount accounts for about 4 percent of their 
operating revenues compared to 20 percent for smaller urban 
areas. 

So reducing the operating assistance at those levels could have 
a bigger impact on the smaller urban communities than the larger 
ones. 

There is also the factor of the unfunded mandates that many of 
the transit agencies are facing, including the ADA requirements, 
the Clean Air Act requirements, and the drug and alcohol testing 
requirements. Compl5dng with these mandates will require addi- 
tional operating funds, and this will also put a stress on transit 
agencies. 

So it is a difficult decision, and unfortunately, I know this sub- 
committee and the Congress has been making these difficult deci- 
sions in many of the programs that are being considered this year. 

Mr. Carr. When we look down the list of transit agencies, their 
dependence on the subsidy varies quite a bit. Has anyone done any 
studies that try to draw some conclusions about the variances, 
other than size of the property? 

I mean, has it ever been studied against local tax effort, for ex- 
ample? Has it ever been studied against average fares? I mean, are 
there other correlations just beside the size of the property that 
you have taken a look at? 

Ms. Jones. No, sir. There may be studies out there. I am sure 
APTA or FTA has looked at that, but I am not aware of any stud- 
ies. 

Mr. Carr. It might be kind of interesting to know, just sort of 
conceptually, that if a community has what you might call an 
undue dependency to a portion of their subsidy due to, say, political 
indecision in the local community, then that would be one thing. 

On the other hand, if the dependency is one that is within the 
zone of what we would say is acceptable and reasonable relative to 
what all other transit agencies are making every effort are doing, 
then — and then correlate that with perhaps size. 

I am having a little trouble with the notion that somehow big 
systems and small systems have these different dependencies, but 
that is where we leave the analysis. I am not sure that that is ter- 
ribly fair to the smaller systems. 

Ms. Jones. I agree with you, Mr. Chairman. There are a lot of 
other factors that come into play because if you look at the smaller 
systems m.aybe from a dollar standpoint, it might be less of a bur- 
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den on them. It may be more of a burden. It just depends on their 
specific situation. 

The same with the larger urban areas. Some may have a better 
handle on the clean air situation. Some may not need as much 
money to comply with ADA. So it is very situational. I think you 
are correct that other factors need to be come into play in this Idnd 
of analysis. 

Mr. Carr. Maybe we ought to have you take a look at some of 
those things, because we keep hearing this thing about large sys- 
tems, small systems, and that is about the end of our analysis, and 
I am not sure — I think that is kind of a fuzzy picture to look at. 

Maybe there is an analysis or correlations that could be made, 
so that in future years, we might give some guidance to some agen- 
cies and say, look, if your local tax effort for a dedicated source of 
operating revenue drops below a certain ratio to something else, 
then for your agency, your subsidy is not going to be as much, but 
we are not going to whack everybody else just because a few have 
this little problem bellying up to the bar. 

On the other hand, there may be certain operating contingencies 
in some areas which account for a much higher fuel usage or some 
other problem, which is really perhaps not part of any fault pat- 
tern. That is something that is just a local issue that they have to 
deal with, even perhaps I know that in some areas of the country 
where you have tougher climate conditions or tougher geography, 
maybe you have a lot of steep hills and you use more fuel or you 
have to have drive trains that are more durable but require more 
maintenance or something like that. 

There are a million variations between these agencies and we 
ought to be able to give policy-makers a little clearer picture of 
where to divide the line between that operating subsidy that we 
feel is somewhat suspect and that operating subsidy which is pure- 
ly reasonable, and I sense that there are some policy-makers who 
are looking ahead, knowing that the ability of the Congress every 
year just to say no to administration requests to eliminate operat- 
ing subsidy are really nevertheless looking for a better way to 
make a decision about what level of subsidy for what properties 
and what circumstances is truly appropriate. 

This is not a formal request. I don't want to put that on you in 
a hearing. I would like maybe for to you come in and we could dis- 
cuss it. 

Mr. Hill. Sure. 

Mr, Carr. Because in the out-years, this pressure on operating 
subsidy is just simply not going to go away. We have had adminis- 
trations of different parties. There is just a certain embedded thing 
here that says the federal government ought to be more about cap- 
ital than about operating. 

Mr. Hill. I think you raise a good point, Mr. Chairman, and we 
will certainly consider that. And if I might add, I think perhaps 
some of the reliance on the operating assistance might be affected 
by the ISTEA provision that is now requiring consideration of al- 
ternative modes of transportation in solving some of these trans- 
portation concerns. Perhaps these efforts will result in system plan- 
ning that will make cost-effective decisions and also minimize oper- 
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ating expenses by creating systems that will require less operating 
funds to operate and still meet their needs. 

Mr. Carr. Well, that is a longer discussion. I would like to see 
how that plays out. I know that the quick and easy assumption is, 
well, if we just get ourselves a train, then we will have lower oper- 
ating. It doesn't work out quite that well and you end up having 
more capital and more subsidy required. But if the goal of the com- 
munity leader is balanced not only for transportation services but 
is also balanced for getting as many federal dollars to my commu- 
nity as I possibly can to create as many jobs and make me look as 
good as possible, I think one of the problems we end up with here 
is are we trying to supply transportation at its most cost-effective 
minimum, or do we have other agendas, like economic develop- 
ment, political prestige, all these other things get nailed into these 
decisions about what kind of a system do we use and how big is 
it and all these other things? And I think you could help. I am not 
trying to put those other strategies down as unworthy, but I would 
suggest that if we could figure out a way as a federal government 
to say, we are going to support you to a certain level, which is 
transportation services, if you have strategies that go beyond that, 
then you figure out a way to pay for them, then it seems to me we 
would have the tools to make some decisions. I am not really sure 
we have the tools today. 

One of the other things I wanted to ask you about was the con- 
nection between operating subsidies and unfunded mandates. Have 
you been able to break out at all the mandates which are capital 
related or those mandates which are operationally related? Drug 
testing clearly is operationally related, especially modified vehicles 
may well be a capital thing. Have you thought about that at all? 

Ms. Jones. Another example would be paratransit in terms of 
the ADA. Almost all those costs would be considered operating. I 
think our estimate was about $700 million in total paratransit an- 
nually. About $600 million of that total cost would be considered 
operating expenses for drivers, schedulers, things like that, and 
fuel for the vans and the buses. So that is another example of one 
that would hit over on the operations side. 

Mr. Carr. Have you taken a look at these — ^you articulated three 
major ones, drugs, clean air, and ADA. Drugs I would assume 
would be pretty much 100 percent operating. Clean air, how much 
of that is operating versus capital? 

Ms. ROSKIN. We don't have the exact breakdown on that. A sub- 
stantial component of the costs associated with the Clean Air Act 
amendments are for fuel and typically that would count as an oper- 
ations kind of expense. 

Maybe what we can do is get together with FTA and see if we 
can get you an exact breakdown on those numbers. 

Mr. Carr. We will ask the FTA to update their table on page 952 
of last year's hearing. Last year, the table that was supplied for us 
was that ADA cost summary was about one-third capital costs and 
two-thirds operating expenses. 

Ms. Jones. That is about right. 

Mr. Carr. So in other words, this isn't just to try to win some 
argument someplace. It is just by way of trying to say that the un- 
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funded mandate argument regarding operating subsidy is real. It 
may not be — ^but it is not a one-to-one kind of situation. 

Ms. Jones. Correct. 

Mr. Hill. That is right. 

Mr. Carr. Mr. Foglietta. 

Mr. Foglietta. I don't have anything. 

Mr. Carr. Mr. Wolf. 

UNFUNDED FEDERAL MANDATES 

Mr. Wolf. Thank you, Mr. Chairman. I am sorry I wasn't here 
when you testified. I quickly skimmed through your testimony. I 
have one or two questions. 

But are you saying basically that we have actually fallen behind 
with the unfunded mandates? Would you say that dollar for dollar 
we are actually going to be spending less then for mass transit 
with all the ADA, alcohol testing, everything else? 

Mr. Hill. I guess what we are saying is that the unfunded man- 
dates will put additional financial pressures on the transit agencies 
to keep pace with what they have been spending in the past, par- 
ticularly if federal operating assistance is reduced. When you 
compound that with the fact that these unfunded mandates are 
putting additional pressures on them, yes, it will be a bit of a 
strain on them. 

Mr. Wolf. But more than a strain. Will they actually be falling 
behind, I mean if you go dollar for dollar? Have you looked at that 
with regard to the fact that here is what we spent in 1950, 1960, 
1970, 1980, and 1990 and recently. Then you add the unfunded 
mandates. 

Clearly the Congress wasn't having unfunded mandates in 1950. 
Congress was only here for four or five months and went home. 
Now, with the unfunded mandates in, say the last 10 years, is 
there actually going to be a drop in what they are actually going 
to have or an increase? I mean, does the growing population, more 
need for mass transit, all these things, but it seems — and I just 
skimmed it very quickly, so I could be wrong. 

But when you add the unfunded mandates in that, maybe you 
are actually going to have less money, is that fair, or about the 
same, no growth with regard to meeting the needs? 

Ms. Jones. We haven't done the analysis you are talking about, 
Mr. Wolf. It seems reasonable on its face. We would be happy to 
take a look at that and provide something for the record for you. 

Mr. Wolf. That would be helpful because we may be just barely 
treading water 

Ms. Jones. Okay. 

Mr. Wolf [continuing]. With the growth of the population, par- 
ticularly in the urban areas that are spreading out, areas like mine 
that now — that I used to represent, no longer do, but the suburbs 
are moving out to the countryside, and the countryside is moving 
out and with the growth and the need, if you put all these un- 
funded mandates in, you may not be making any progress. 

[The information follows:] 
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The following analysis compares authorized levels of federal 
transit assistance with the estimated costs to transit operators of 
the Americans with Disabilities Act, the Clean Air Act Amendments, 
and drug and alcohol testing requirements. 

The cost estimates are associated with full implementation of each 
of the three mandates; costs of these magnitudes will likely not be 
incurred until fiscal year 1997 or later. Thus, to support a 
meaningful comparison between the costs of these mandates and 
levels of federal transit assistance, we have used federal transit 
assistance levels authorized under the Intermodal Surface 
Transportation Efficiency Act (ISTEA) for fiscal year 1997. Actual 
federal assistance appropriated for fiscal year 1997 could be 
substantially lower than authorized levels, as has traditionally 
been the case. 

In brief, our analysis shows that capital costs associated with 
full implementation of the three mandates amounts to small portion 
(about 6 percent) of total authorized federal capital assistance 
for mass transit for fiscal year 1997. On the operating side, 
however, our analysis shows that operating costs associated with 
full implementation of the three mandates amounts to a sizeable 
portion (about 75 percent) of total authorized federal operating 
assistance for mass transit for fiscal year 1997. 

Table 1 details the cost estimates and percentage calculations. 

Table 1: Estimated costs of three unfunded mandates compared with 
authorized federal transit assistance 



Dollars in millions 





CAPITAL 


OPERATING 1 


Americans with Disabilities Act 


279 


653 1 


Clean Air Act Amendments 


110 


155 1 


Drug and alcohol testing 





42 1 


Total costs 


389 


850 1 


Total authorized federal assistance, fiscal year 1997 


5,925 


1,134 i 


Total costs as percent of federal assistance 


7 percent 


75 percent | 



Notes: Cost estimates are associated with full implementation of the cited 
mandates. The federal capital assistance figure is associated with authorized 
capital funding under ISTEA for sections 3, 9, and 18 of the FTA program and for 
the Washington Metropolitan Area Transit Authority. The federal operating 
assistance figure is associated with the authorized operating limit under ISTEA 
for section 9 of the FTA program. 

Source: GAG analysis of FTA eind American Public Transit Association data. 
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TRANSIT SYSTEMS OPERATING COSTS 

Mr. Wolf. What about Metro? What do you think? I look at 
Metro and I have been a supporter of Metro and this Committee 
has. I think Metro is about second in operating costs because of 
wage rates and different things hke that is that right? Second, do 
you know where Metro is in that? 

Ms. ROSKIN. I do not know. It seems to me though that that is 
the kind of thing that we would want to be looking at in following 
up on the Chairman's interest in our reviewing individual transit 
agencies' fiscal effort and fiscal capacity variables. Typically, as we 
noted before, we were looking at the transit agencies by category 
rather than individually, but I think that would make an interest- 
ing analysis that we could easily fold into the work that we were 
talking about with the Chairman. 

Mr. Wolf. I think that would be helpful. Do you have any feeling 
about the impact of binding arbitration, for example, at Metro. The 
Metro systems are doing better. I spoke to Mr. Downey, Deputy 
Secretary, the other day, and he had been up in New York, I think 
he said the fare for the New York system was $1.25 or $1.50 any- 
where in the system. They have about 300 and some miles of rail. 

Here in the Washington area, when we finish, there will be 103 
miles and the costs right now, if a single parent drives to the Vi- 
enna Metro stop, parks the car, $2.90 in, $2.90 out, you are begin- 
ning to reach a breakpoint where they say I would rather stay in 
my car. Have you looked at any of those things, binding arbitra- 
tion, any of those issues and the ones that are doing better versus 
the ones that are not doing as well? 

Mr. Hill. I am not aware of any work we have done in that area. 

Ms. Jones. We have looked at operating costs in general, but 
that was back in 1981, Mr. Wolf. We really haven't looked at that 
specific issue in more recent years and we haven't done any specific 
work on Metro. 

Mr. Hill. We have not really done any specific work on any spe- 
cific transit system by itself. We have been looking at the broader 
picture. 

Mr. Wolf. Could I ask you to look at Metro? I think basically 
it is a well-run system and I have been a strong supporter of 
Metro. Having said that, I want to make sure that we can continue 
to move people. 

If a single parent in New York City pays $1.50 to go for 302 
miles and a single parent in Oakton pays $2.90 plus parking there, 
I want to look and see what is wrong, and I am thinking of insti- 
tuting legislation which would reopen the Metro compact. Fairfax 
County and other places are beginning to go with private bus sys- 
tems, and if they go, if one jurisdiction can go with a private bus 
system, that places a burden on the others so, therefore, they begin 
to go with private, and pretty soon I think unless somebody does 
something or looks at it, we may see the Metro system in the 
Washington metropolitan area without buses. So if you could look 
at that. 

Or do you have any thoughts about that? 

Ms. Jones. We would be happy to talk with you about that issue 
and what we could do for you in that regard. 
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Mr. Wolf. Okay. Overall, how do you think FTA does? 

Ms. Jones. In our testimony, we talk about the changes to the 
capital side of the house in terms of the planning process. In look- 
ing at some things that FTA has put in that process, we think that 
is going to help improve the cost and ridership estimates that are 
the baseline for the transit projects. 

So from that perspective, we think they have done some good 
work. 

Mr. Wolf. Are there any other perspectives that you feel — I am 
not trying to get you to say anything negative. There are a lot of 
good things going on. Do you see some problems? 

It wouldn't be attributed to the people that are in the room be- 
cause they are so new, but do you see things that ought to be 
changed? Have you looked at it, that you go home and say, if I 
were the head of FTA, I would do this, I would do this, having 
looked at other systems around the country, seeing how they are 
related to urban versus rural? 

Ms. Jones. The only other body of work that the GAO has done 
in looking at FTA is a review of their grant management process, 
which we did over the last few years. We had a series of rec- 
ommendations that we had sent over to FTA to change that process 
somewhat. 

Mr. Wolf. Did they change it? 

Ms. Jones. Yes, they have accepted the majority of our rec- 
ommendations. They are working through that right now to put a 
number of things in place to improve their grant management proc- 
ess. 

We saw maybe earlier last year that FTA's efforts had stalled a 
little bit, but we think that they are back on track, and we are con- 
tinuing to monitor their efforts along with the Inspector General's 
office. 

Mr. Wolf. Well, I have no further questions. I thank you for 
your testimony and thank you, Mr. Chairman. I want to thank the 
Chairman too. I think it is really important that the Chairman — 
I don't know if this is done on other committees, but he brings up 
the GAO before time. It is very, very helpful. So thank you and 
thank the Chairman. 

Mr. Carr. Thank you, Mr. Wolf. 

Mr. Price. 

CAPITAL INVESTMENT PLANNING 

Mr. Price. Thank you. I would like to ask you to evaluate in a 
bit more detail the changes under way in capital investment plan- 
ning. Your statement mainly relies on your conversations and in- 
vestigations at FTA on the work under way. 

It is still evolving. Two interesting initiatives are multi-modal 
planning and the rather complex process being developed to involve 
authorities at all levels to require that the FTA, the FHWA, the 
state transportation officials, the local officials, the metropolitan 
planning orgEinizations, and the public interest groups all work to- 
gether. 

It is more difficult to implement. Are we moving on a reasonable 
timetable toward reaching these objectives and improving our cost 
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and ridership forecasts, where are we in the planning side of the 
equation? 

Mr. Hill. Mr. Price, I would say we are at the starting point. I 
think FTA is still creating the process by which this will all work, 
and you characterize very well the major changes here in terms of 
improvements to the cost and ridership estimates, as well as con- 
sidering alternative modes in making transit investment decisions. 

Conceptually, I think this all makes a lot of sense, particularly 
considering the alternative modes, having FTA and the Federal 
Highway Administration sitting down with State and local and the 
metropolitan planning organizations and special interest groups in 
partnership to make some of these very difficult decisions, and con- 
ceptually you would think that just by the nature of that process, 
with all of them working together, it would result in more cost-ef- 
fective transit investment decisions in the long term. 

But there are still a lot of details to be worked out. Not enough 
of the process has unfolded at this point to really say whether it 
will work or how it can work, and I think FTA is moving in that 
direction to firm up some of those things. 

It would certainly be an interesting thing to ask the FTA wit- 
nesses when they come up to the table to see where they are in 
that right now. 

Mr. Price. I am interested in your assessment because I suppose 
part of the need here is for greater technical proficiency and the 
peer review requirements, for example, are aimed at that, and — ^but 
there is also this need to broaden the planning process so that var- 
ious stakeholders are heard from and more diverse input is ac- 
quired. 

Of course, those two might not always point in the same direc- 
tion. Certainly the — certainly the technical needs, I wonder what 
your assessment is there. You say there has been a pattern in the 
past of cost exceeding estimated levels, ridership being — potential 
ridership being exaggerated. You say that we have moved to cor- 
rect that with peer review, with increasing our technical capacity. 
Let's just concentrate on that for a minute. Where are we on that? 

Mr. Hill. You would think that expanding the base of agencies 
and groups involved in looking at these projects, and the estimates 
that go into them and the factors that are considered before they 
are approved, would contribute to a closer examination of the 
project proposals. More questions would be raised and answers pro- 
vided to make sure that the projects that do emerge as the most 
cost effective have been fully scrutinized. 

Mr. Price. You might expect that and an increasingly confused 
picture where agencies and the different levels of government are 
bringing their own particular priorities to bear on this process and 
the net result is not necessarily a gain in analytical capacity, fore- 
casting ability. 

Setting aside that political complexity, I want to focus on the 
first part of your statement about the problem with the technical 
quality of some of these forecasts and the recommendations we in- 
stitute, peer reviews we contract with private companies where 
necessary to conduct these reviews, to oversee these studies. Are 
we doing what we ought to be in that area to get the hard data 
we need to set priorities intelligently? 
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Mr. Hill. Certainly moving to a peer review mechanism is one 
action that we support. We also think that there are opportunities 
perhaps for putting intermediate checks into play in terms of close- 
ly watching changes to key variables early on in the process. Mon- 
itoring them once inital projections are made could help identify if 
there are fluctuations in certain key variables, like population 
trends, employment trends, and labor costs in that area. 

So in other words, the idea is to not come up with an estimate 
at a given point in time and put it on the table and walk away 
from it, but to continually look at that estimate and consider the 
variables that go into making that estimate and track those vari- 
ables to be sensitive to changes that are occurring in them so that 
we can refine these estimates. 

If not, we can at least learn from that experience and modify the 
process or consider additional things that need to be considered for 
future projects. 

Mr. Price. And those that improved analjrtical capacity would 
not bypass or foreclose consultation, the need to widen the input 
going in to these decisions, but would provide an information base 
all would have to respect. 

Mr. Hill. Well, I think FTA has to be involved in this process 
from the inside as well as go outside and seek additional view- 
points through the peer review process and other avenues. 

I think the more people, the more agencies and groups that look 
at these estimates, the more scrutiny they get, the better these es- 
timates will become over time. 

Mr. Price. Thank you. 

Mr. Carr. Mr. Coleman. 

Mr. Coleman. I do not have any questions, Mr. Chairman. 

Mr. Carr. All right. 

Mr. Hill and colleagues, thank you very much for being here. I 
appreciate your time and attention to helping us sort out some of 
the tougher analj^ical problems facing our investment in transit 
programs. We look forward to working with you some more in the 
future. 

FTA Opening Remarks 

We now welcome the officials from the Federal Transit Adminis- 
tration. We are pleased today to have the new Administrator, Mr. 
Gordon Linton and the new Deputy Administrator, Ms. Grace 
Crunican. 

We look forward to your testimony and since this is the first ap- 
pearance for both of you before the Committee, we will place your 
biographical information in the record, and we ask that you would 
summarize your statement to allow maximum time for the ques- 
tions that I know the Members have. I would also like to recognize 
and welcome the Assistant Secretary once again to the Committee. 
It is also nice to have you here. 

If everybody is set, we will ask for your testimony, and like I say, 
we will put your full statement in the record and we would like to 
have you hit the high points so we can get right to questions. I 
know that there is a high attendance by the Committee Members 
here, and I know they are anxious to ask you questions. 
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I am delighted to have my colleagues here. And we are delighted 
to have you here as well. We want to commend your professional 
staff over at FTA for the fme job they did in the long months before 
the Administrator was nc ned. They did a fme job in a very profes- 
sional way, but I think we are all relieved to find that the duly ap- 
pointed authority is now in place and welcome you on your first ap- 
pearance before the Committee. 

Statement of Gordon Linton 

Mr. Linton. Thank you, Mr. Chairman, and to the Members of 
the Committee, as you indicated, I had a fuller document that has 
been submitted for the record, but I would like to read a smaller 
statement as we start our hearing this morning. 

First, let me introduce my colleagues who are here with me 
today. On my immediate right is Grace Crunican, our Deputy Ad- 
ministrator. Next is Greg McBride, the Deputy Chief Counsel. On 
my far right is Larry Schulman, Associate Administrator for the 
Office of Technical Assistance and Safety. 

On my immediate left is Bob McManus, Associate Administrator 
for Grants Management. Next is John Spencer, the Deputy Associ- 
ate Administrator for Budget and Policy and on my far left, rep- 
resenting the Secretary is Louise StoU, the Assistant Secretary for 
Budget and Programs. 

As you stated, Mr. Chairman, this is my first appearance before 
you and this subcommittee, and it is my first opportunity to discuss 
the Clinton administration's budget request for federal transit as- 
sistance in fiscal year 1995. I am honored to have been chosen to 
lead the Federal Transit Administration, a responsibility that I do 
not take lightly. 

Before tackling the budget, Mr. Chairman, I would like to tell 
you a little bit about me and my philosophy. For the past 11 years, 
I have served as a state legislator in the Pennsylvania house of 
representatives representing a district in northwest Philadelphia. 
And many of my constituents there absolutely and positively relied 
on public transit to carry out their daily tasks. So therefore, I know 
what reliance on public transportation means. 

When I came to FTA, I came with the understanding that public 
transportation needs to have substantial and predictable revenue 
systems. That is why I fought to increase the level of transit capital 
funding, especially for the formula programs. 

I also understand that people is what we are about. The FTA is 
not just another organization. I view it as people organized to serve 
people. 

STRATEGIC PLAN 

One of my major initiatives in the FTA has been to forge a stra- 
tegic plan to help us focus on a shared vision and a common mis- 
sion. Already I have found the development of the strategic plan 
has served to bring the staff together in a more cooperative effort 
and has helped to clarify that we exist to serve not only the transit 
properties, but the transit riders as well, our ultimate customers. 

My people orientation also provides the inputs to work to achieve 
full accessibility to transit for all. 
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I also believe it is time to change some of the basic terms of ref- 
erence we use when we talk about mass transit and attempt to 
evaluate its performance. 

Secretary Peiia continually tells us that we fail in our mission if 
we ignore the human dimension in transportation. But isn't that 
exactly what we do when we try to understand mass transit and 
mass transit investment, in terms of the number of trips transit 
generates and not the people the transit serves? 

TRANSIT IS FOR PEOPLE 

We are all familiar with statements like this: transit carries 
something like 2 or 3 percent of all daily trips in America. Transit 
continues to lose market share to the private automobile. 

Mr. Chairman, let me suggest that we look at this from a dif- 
ferent view point: 80 million American people are either too young 
to drive, too old to drive, or live in households that have no access 
to an automobile. Eighty million men, women, and children rep- 
resent 35 percent of the Nation's population. Twenty-five percent of 
urban Americans, or over 40 million Americans, can be character- 
ized as regular users of mass transportation, although not all on 
a daily basis. 

These tens of millions of people are miscounted, but far more 
tragically, they are undervalued when we restrict our discussions 
of mass transit to the percent of trips transit represents. 

People, that is the indivisible unit of importance in our country, 
not some contrived statistic which by its very use distorts the re- 
ality we seek to understand. 

FEDERAL AID TO TRANSIT 

Over the years, Mr. Chairman, this Committee, together with 
your colleagues in the Senate and in conjunction with the agency 
it is my privilege to serve, have collaborated and made over $65 bil- 
lion available to mass transit agencies across our country. I believe 
this has been a prudent investment. 

We have built new rail transit systems in more than a dozen 
places where previously they had not existed. We have upgraded 
deteriorating infrastructure put in place in some cases in the 19th 
century and made it ready to meet the new demands of the 21st 
century. 

But above all, we have improved mobility for the American peo- 
ple. Now, I suggest that our job is far from complete. It is possible, 
and I believe perfectly accurate to say that more people have mobil- 
ity options today than they ever had before in the history of our 
nation. 

I shudder to think about the state of our central cities if today 
the federal transit program had not been available over the past 
three decades. 

Not only does transit provide basic mobility to some 80 million 
Americans, but it also assists in congestion management. When a 
traveler is diverted to transit, not only does that person benefit, 
but also the people who travel the highways. For now the conges- 
tion they must experience is reduced and their travel time short- 
ened. 



684 



A third function of transit is its ability to preserve and strength- 
en the economic vibrancy of central business distribution and pe- 
destrian-oriented neighborhoods. This is known as livable commu- 
nities. These are the types of concepts to which I refer when I talk 
about my orientation to people and the orientation to the transit 
program: To provide basic mobility, to manage congestion, and to 
assist livable communities. 

FISCAL YEAR 1995 BUDGET REQUEST 

Now, if I could, let us discuss the numbers. The budget which 
you have before you today, Mr. Chairman and Members of the 
Committee, should it be approved, will provide the largest one year 
funding level in the history of our agency. 

At $4.76 billion, it is a 4 percent increase over this year's $4.58 
billion. To understand what this really means, though, our submis- 
sion for 1995 should be contrasted to the enacted budget for fiscal 
year 1993. In round numbers, it is $1 billion larger. 

At a time when all federal expenditures are under extremely se- 
vere pressure, the Clinton administration is saying that assistance 
for mass transit is an important national priority deserving of addi- 
tional support. Mr. Chairman, this fact speaks for itself. 

SECTION 9 CAPITAL INCREASE 

I would like to add, however, that we seek to target these funds. 
Specifically, we want to bring the formula assistance programs up 
to their fully authorized ISTEA level. The focus gets even sharper 
when we seek to emphasize the capital component of the section 9 
urban formula programs. The capital side of section 9 has been in- 
sufficiently funded in recent years. Yet, it is only the capital por- 
tion of section 9 that can become the steady and dependable, year- 
after-year funding resource that transit managers need to make se- 
rious, long-term strategic investment decisions. 

I will again contrast our proposal for next year with the budget 
that was in effect this time last year and tell you that in fiscal year 
1995 we propose to increase capital resources in section 9 by 170 
percent over what they were in fiscal year 1993. This is in essence 
the strength of our proposal. 

Now, I will admit, Mr. Chairman, to you and to the Members of 
the Committee, that we had to make tough choices and tough deci- 
sions, but it is our view that focusing those investments strategi- 
cally in the area of our formula capital grants, we, in fact, provide 
the best bang for the taxpayer's investment. 

That is the essence of our proposal before you today, and I am 
prepared and the members of my staff who have joined me are pre- 
pared to answer those questions that you may have at this time. 

[The prepared statement and biography of Gordon Linton and bi- 
ography of Grace Crunican follow:] 
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STATEMENT OF GORDON J. LINTON 

ADMINISTRATOR, FEDERAL TRANSIT ADMINISTRATION 

BEFORE THE SUBCOMMITTEE ON TRANSPORTATION AND RELATED 

AGENCIES 

COMMITTEE ON APPROPIUATIONS, U.S. HOUSE OF REPRESENTATIVES 

WEDNESDAY, APIUL 13, 1994 

Good morning Mister Chairman and members of the committee. 

My name is Gordon Linton, I am the Administrator of the Federal Transit Administration and I 
am pleased to present the Clinton Administration's proposed budget for Federal mass transit 
assistance in Fiscal Year 1995. 

I am also honored, personally, by this opportunity to appear before the committee for the first 
time I look forward to discussing with you, not only the specifics of our budget proposal, but 
larger issues associated with mass transportation and the Federal Transit Administration. 

Before continuing, I would like to introduce several of my associates at the FTA to you. Mister 
Chairman, and through you, to the committee. Some are newcomers who are part of Secretary 
Pefia's team; others are career veterans you have come to know over the years: 

Grace Crunican, Deputy Administrator 

Robert H McManus, Associate Administrator for Grants Management 

Gregory B McBride, Deputy Chief Counsel 

Lawrence L Schulman, Associate Administrator for Technical Assistance and Safety 

John W Spencer, Deputy Associate Administrator for Budget and Policy 

If asked to identify the most important features of our budget, Mister Chairman, I would mention 
two: 

First, its overall level of fiinding, the highest in FTA history; and second, its concentration of 
Federal resources on the capital side of the formula programs. 

At a time of extraordinary fiscal austerity all across the Federal Government, at a time when 
whole Federal programs are being eliminated because their cost exceeds their benefit, at a time 
when budgetary increases are reserved for only the most deserving of Federal activities... 
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At such a time, and under such conditions, the Clinton Administration is seeking budgetary 
increases for Federal mass transit assistance. 

I think. Mister Chairman, this simple fact says more than any formal statement ever could about 
the Federal Transit Administration, its program, its mission, and the priority it enjoys under 
President Clinton and Secretary Pefia. 

Equally important, though, is focusing our resources on capital investment and re-investment. If 
we have the opportunity today to add greater permanence and greater stability to our principal 
source of capital dollars for mass transit investment, we can have confidence those dollars will pay 
long term dividends for the American people over and over again. 

If we divert those dollars to more immediate purposes we will solve a short term problem. But 
we will surtender a priceless opportunity for permanent and long-term gain. 

We are asking the committee to approve $4 8 billion for Fiscal Year 1995. 

This is an increase of 4 percent, or $179 million, over the current fiscal year; This is an increase of 
25 percent, or $962 million, over the budget the FTA was operating under this time last year in 
FY 1993. 

Let me also mention, at this point, that FTA is undertaking a new initiative in FY 1995, the 
Congestion Relief Transit Incentive Grant program. The purpose of this program will be to 
encourage localities to implement congestion mitigation activities required in ISTEA, and serves 
as a forerunner to an Administration initiative to relieve urban congestion Ten percent of the 
flinds will be set-aside from each urbanized area's apportionment Any project that alleviates 
traffic congestion in the urban area will be eligible. 

The most critical element in our proposed budget is raising the level of capital assistance provided 
by our various formula programs. I speak of Section 9 primarily, but I include 
Section 16, and Section 18, as well. 

In Fiscal Year 1995, formula resources delivered under these three programs will be $450 million 
more than this year, an increase of 19 percent Furthermore, because of the way we target 
resources on the capital side of the formula program, I can report to you this morning that 
capital-only dollars delivered under the Section 9 Urban Formula program will go fi-om 
$1.4 billion this year to $2 billion next year, an increase of 44 percent. 

Let me put this increase in an even more important context. Mister Chairman. 

Just one year ago, in Fiscal Year 1993, the Section 9 Urban Formula program delivered 
$758 million in capital-only resources. If Congress approves our budget request, the capital 
component of Section 9 will see a two-year increase from Fiscal Year 1993 to Fiscal Year 1995 
of 170 percent, fi^om $758 milhon to $2 billion. 
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This new and re-directed money will help transit systems throughout the country modernize their 
fleets, replace overage equipment, invest in new maintenance and service facilities, expand service 
into new markets, and help realize important national priorities in areas such as clean air and 
transportation for disabled Americans 

We are at a tricky point, though. Mister Chairman, because of serious under flinding of the 
section 9 capital resource in recent years, there is a large backlog of demand among our grantees, 
especially in the bus and bus-related area. 

For example, we currently have at least $732 million in unflinded bus requests among our 
grantees; we know for a fact that $287 million of this amount is in the form of already submitted 
grant applications that are complete and approvable in all respects 

I would urge, however, that we not deal with this backlog on a case-by-case basis by shifting 
funds to the Section 3 bus program, but rather that we let an enhanced Section 9 formula program 
work it down in more orderly fashion. 

This is why we are seeking, in our FY 1995 budget, no increase in Section 3 bus funding A 
relatively small Section 3 bus program is important, and can help in cases where capital needs are, 
indeed, extraordinary. But I can see a day when. Section 9 having been stabilized at sufficient 
levels, the Section 3 bus program could either be substantially reduced in size with its resources 
shifted elsewhere, or else converted into a formula program itself 

One element of Section 3 that Congress has already converted to formula allocation is the rail 
modernization program 

We seek level funding for this program in fiscal year 1995, the same $760 million appropriated for 
the current fiscal year. 

Fixed Guideway Modernization is a quiet program among the FTA's activities; it deals with the 
same relatively small number of grantees year after year Because these grantees supplement 
Section 3 Fixed Guideway Modernization money with additional money from Section 9, total 
Federal resources used for Fixed Guideway Modernization usually approach, and often exceed a 
billion dollars a year. 

Fixed Guideway Modernization is also a noteworthy success story: 

— The backlog of deferred maintenance at the older rail transit systems is being steadily worked 
down, as a recent study has documented; 

— Rail transit overall shows extremely positive trends in patronage and utilization. 

I suggest that at least one reason for this pleasant state of affairs is the fact that the entire Fixed 
Guideway Modernization program is now delivered to its constituents by predictable formula 
allocation. Genuinely long-term plans can confidently be made, and money flows in predictable 
fashion. 
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Let me also. Mister Chairman, tell the committee of a small change we made this year in the 
delivery of the Section 9 formula program. 

This year we have incorporated automatic letter-of-no-prejudice authority into the publication of 
our formula apportionments. It is our intention to do so every year 

In the past, letters-of-no-prejudice were relatively easy to obtain under the formula program. But 
it was a multi-stage paperwork exercise and even with the best of intentions, and the most 
dedicated of staff, paperwork is time-consuming. 

It will probably take several budgetary cycles for our grantees to acclimate themselves fully to the 
new flexibilities this represents, and to realize that advancement of projects into actuality no 
longer has to wait on the issuance of a grant contract from the FT A. They can freely spend their 
own funds on a capital project, repay themselves with federal money once the grant is approved, 
and then re-start the cycle all over again the following year. 

Administrative reforms like this are precisely what Vice President Gore has in mind in his National 
Performance Review. 

Mister Chairman, bringing the FTA formula program to full ISTEA funding levels obviously 
involved trade-offs and choices. Let me talk about these choices and these trade-offs for a 
moment. None of them were easy; but none of them were arbitrary, either. 

We have, as you know, reduced our request for New Starts funding to $400 million. 

We support the New Starts program. We are proud that the FTA has been a partner with state 
and local agencies in the construction of new rail transit systems, quite literally, from coast to 
coast 

I believe it is worth pausing, for a moment, and reflecting on the fact that today, thirty years after 
the Federal Transit Act of 1964 was passed into law, new rail transit systems are in operation, and 
carrying people on their daily rounds, in more than a dozen U.S. cities where previously no such 
systems existed. 

This is a positive and important accomplishment. Mister Chairman, and one whose cumulative 
impact we can all too easily undervalue as we debate the merits of this particular New Start 
project or that one. 

But despite such general support, and even without the current austerity that surrounds the 
Federal budgetary process, I would suggest that it is fiscally unwise for a New Starts program 
with annual Federal appropriations at roughly the half-a-billion dollar a year level to have annual 
unobligated carry-forward balances at the end of each year of over a billion dollars, twice the 
annual appropriation level. This simply is not sound management. 
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We say that Section 3 New Starts resources should be allocated to programs and projects whose 
time line for completion is more immediate. 

We seek money in next year's budget only for those New Starts projects that are currently 
covered by flill-funding grant agreements, that are ready to pour cement, so to speak. 

This year we believe restraining New Starts ... or perhaps I should say restraining new money for 
'new' New Starts . . is a the wiser course of action, it frees up additional resources that are needed 
if we are to fund the formula programs at full ISTEA levels. 

Another area where we believe a trade off of resources is necessary involves operating subsidies. 
Before I go any further with respect to the Administration's budget request for FY 1995, let me 
say something more general. 

The whole subject of Federal mass transit operating subsidies requires a fresh look as we proceed 
toward our next reauthorization, something that is not that far off. 

Believe me. Mister Chairman, you have before you today a witness who I doubt very much would 
even be here were it not for a successful fight I waged over many years in the Pennsylvania State 
Legislature to enact a dedicated source of funding to meet mass transit operating deficits in one of 
the Nation's most transit-intensive states. 

I know something about this subject. 

But I also know that a Federal program that supplies a small and steadily shrinking percentage of 
total operating costs for transit in general will always remain vulnerable and questionable. I 
suggest. Mister Chairman that we have an unsettled and important issue of national transportation 
policy here that requires reflection and deliberation, and most importantly the development of as 
wide a range of creative options as possible that might lead to permanent solution. 

For the short term, however, we are proposing shifting $200 million that is currently eligible for 
operating or capital purposes and restricting it to capital investment only. I have made my 
arguments for the importance of fully-funding the capital elements of the formula program; that is 
our rationale for this proposal with respect to operating subsidies. You will not hear from this 
Administration fault-finding with transit operations in general, or any deprecation of the 
importance of mass transit to the life and vitality of our cities and rural areas. 

What you will hear, though, is that this Admmistration laid out alternatives and made difficult 
choices. 

We cannot have capital funding for the formula program at fully authorized levels if we maintain 
the status quo with New Starts and with operating subsidies. We believe full fiinding for capital 
formula is a better deal for everyone. Mister Chairman, I would ask your permission to have a 
document included in the record of the committee's hearing this morning; 
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It is a table showing our estimates of the city-by-city impact that the Clinton Administration's 
transit assistance budget will have next year with respect to the formula program 

Picking a large midwest city from the list totally and completely at random. Mister Chairman, we 
see that under our proposal, capital resources available for investment in mass transit 
infrastructure in Detroit will increase by 133 percent next year, from $8 1 million to $19 million. 

This will be a substantial and I dare say badly needed increase. But this is also an increase that 
simply will never happen unless one is willing to lay out alternatives and make choices 

Let me touch very quickly. Mister Chairman, on a few additional subjects; each is important for 
understanding why we are seeking the appropriation levels we are seeking 

We are asking to increase the size of the FT A staff. 

I call upon the committee. Mister Chairman, to recognize that, even in the face of 
government- wide personnel reductions, both the Department of Transportation and the Office of 
Management and Budget agree that the FTA needs additional human resources. We have a 
growing workload that requires sound management: 

— We have recently announced new regulations mandating drug and alcohol testing of transit 
employees; 

— We are in the midst of reviewing compliance on the part of transit agencies with their new 
statutory responsibilities under the Americans with Disabilities Act; 

— We are participating in active fashion in the Clinton Administration's efforts to convert a huge 
national industrial capability that was bom in the cold war to peaceful pursuits within a domestic 
economy; - - . . , 

— In conjunction with the Federal Highway Administration we have recently issued a 
comprehensive set of new ISTEA-mandated planning regulations. We hope to monitor and 
manage the implementation of these new regulations to ensure that flexible funding options 
sanctions by ISTEA are considered at the state and local level in a fair and timely fashion, 

— And we stand committed to a vigorous approach to the question of program oversight as a 
means of ensuring that valuable dollars Congress appropriates for transit investment are used 
wisely and well. 

To do these things, Mister Chairman, we need additional staff. 

With respect to the question of program oversight at the FTA, I understand the committee has 
already taken testimony to the effect that our agency is falling behind oversight goals established 
by the previous Administration. 

I would like to assure the committee this is not the case. 

6 
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True, we have not embraced the previous Administration's specific plan for structural 
re-organization of the FT A This is because both Vice President Gore's National Performance 
Review and an important strategic planning exercise within our agency that is now nearing 
completion must be allowed to help shape our action in this area. 

In a letter to President Clinton written on December 30 of last year, Secretary Peiia gave 
assurances that, "FT A will have taken the actions necessary to correct the deficiencies by 
December 1994." 

This is fully consistent with all previously established timetables and I personally assure you. 
Mister Chairman, that I have familiarized myself with these issues 

There is a modest new initiative included under our budget request for Section 3 Entitled 
"Livable Communities," it will be an effort, through small grant and demonstration projects, to 
help grantees go the extra mile in making sure their transit investments are genuinely adapted to 
the mobility needs of the communities they serve. 

Billions of dollars can be spent on a new rail transit system But we're wasting a good portion of 
those billion dollars, in my view, if a station on the new line that serves a residential neighborhood 
is located on the opposite side of a four-lane roadway with fast-moving traffic that transit riders 
cross only at serious personal peril. 

Thus we are asking that $30 million of Section 3 discretionary money be used for this initiative; 
we believe current authorization language covers such a set-aside. 

On the subject of discretionary money in general, Mister Chairman, I would be remiss if I did not 
report to the committee our progress in managing the un-earmarked funds that the Committee 
provided us in this year's appropriation 

Speaking both for myself and for the department, we regard the Committee's action last year in 
not earmarking the entirety of either the New Starts account or the Bus account as a very helpflil 
step in establishing a more cooperative relationship between our two branches 

With respect to the $45 million in unearmarked unobligated balance of Section 3 New Start 
money, I can report that it was used to partially cover the fUnding shortfall for two projects 
currently under fiall-flinding grant agreements. 

With respect to the $73 million in unearmarked bus money, we have already obligated the full 
amount to 29 different agencies from coast to coast, and we made our funding decisions based on 
such criteria as ability to move quickly into contract and need for new vehicles to conform with 
Clean Air or ADA requirements. 

Mister Chairman, let me now address activities flinded under Section 26, what ISTEA calls 
Transit Planning And Research. We seek the same level of funding for all sub-elements of this 
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program as we have in the current fiscal year; all are important You have already heard 
Secretary Pena talk about the importance he places on transportation research 

The area of reducing air pollution caused by transit buses isn't just a mandate of the Clean Air 
Act; it is also a research area we are actively pursuing on several fronts in a concerted effort to 
help those buses show the way to an America with cleaner air. The subject of defense conversion 
is often talked about; we have a number of projects whose goal is to tap the expertise and 
capability of one-time defense contractors and focus their resources on solving mass transit 
problems. 

The Vice President is re-inventing government, Mister Chairman. The FT A, in cooperation with 
a number of partners, is re-inventing the bus and seeking to deploy space-age technology to 
produce a lighter, cleaner and more fuel-efBcient vehicle known as the Advanced Technology 
Transit Bus. 

I could talk at some length about many projects whose unifying theme is the development and 
deployment of new information technologies to help transit do its job better, or to help transit 
customers make smarter travel choices or both. 

We have three on-site demonstrations underway~in Denver, Milwaukee and Dallas~to see if 
mass transit can improve its overall fleet management performance by use of information from the 
satellite-based Global Positioning System 

That's GPS ... which isn't to be confused with GIS, or Geographic Information System. 

What we have underway in our GIS program is an effort to translate mass transit route and 
service information from all over the country into a universal computer program, something that 
will be absolutely necessary if transit is to play a role in the comprehensive hat National 
Transportation System that Secretary Pena sees as a logical follow-on to the National Highway 
System already mandated by law. 

Finally, Mister Chairman, let me say one very short word about a change in attitude we are 
seeking to bring to the Federal transit assistance program, and to the mass transit community, at 
large In its way, it could prove to be more important than all the capital grants and all the billions 
of dollars. 

We have all heard much talk over the years about mass transit's diminishing market share in the 
overall U.S. travel equation. We are all familiar with statistical information that talks about two 
or three percent of overall trips that transit represents. Percentage of trips into downtown at rush 
hour; percentage of work trips, percentage of all trips But always percentages, and always trips. 

I am not gainsaying these statistics. Mister Chairman. But I am saying that maybe we're looking 
at things through the wrong end of the telescope. 

Recent examination of already existing data puts things in a radically different perspective: 



693 



— Thirty-two percent of the American people are either too young to drive, too old to drive, or 
live in households that have no automobile Thirty-two percent of the American people 
represents 80 million individuals 

— Twenty-five percent of urban Americans, or 40 million people, use mass transit with some 
regularity, although not necessarily on a daily basis. 

The simple fact of the matter, of course, is that people who use transit ~ either by necessity or 
by choice - simply do not take as many trips as those for whom the private automobile is the 
primary mode of travel. 

This is one of the reasons why transit's market share is low. 

All these years we've been concentrating on the "number of trips taken," and we've been perfectly 
willing to assume that transit's importance to society is directly proportional to its share of the 
travel market. 

But what if we've been wrong? 

What if we've been trying to understand transit in a reductionist way that is guaranteed to diminish 
its importance and present it in the poorest possible light? 

During my tenure as the Federal Transit Administrator, we intend to challenge the terms of 
reference this Country uses when it talks about mass transit and urban travel. We're going to start 
talking about transit in terms of the people it serves, not the percent of trips it carries. I think this 
dialogue will lead us in some interesting and challenging new directions. 

Mister Chairman, thank you very much for this opportunity to introduce myself to the Committee 
and to present the Clinton Administration's budget for Federal transit assistance for 
Fiscal year 1995. 
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us Department Admmisirator 400 Seventh Si Sw 

Of TransDOrtation Washington. D C 20590 

Federal Transit 
Administration 



BIOGRAPHICAL SUMMARY 
Gordon J. Linton 



Gordon J. Linton, President Clinton's choice to serve as 
Administrator of the Federal Transit Administration (FTA) , comes 
to the position with a backgroiind rich in public policy emd 
transportation experience. 

Beginning in 1982, Mr. Linton was elected to six terms in the 
Pennsylvania House of Representatives. During his years of 
service, he served in a niimber of leadership positions, including 
Vice-chairman of the House Appropriations Committee and Chairman 
of the Transportation Committee's Subcommittee on Public 
Transportation. Mr. Linton was also a Chairman of the 
Pennsylvania Legislative Black Caucus. 

As a legislator, he earned a reputation as both a tramsit 
advocate and an effective coalition builder. After forging a 
partnership between highway and transit interest groups and 
legislators, he sponsored sind won passage of the state's first 
dedicated funding for mass transit, while simulteuaeously winning 
an increase in Pennsylvania ' s gas tax to meet expanding highway 
needs in the state. 

Mr. Linton played a key role in devising a new f\inding 
formula for distributing the state's transit operating funds among 
its major urban, small urban, and rural tremsit systems. 

Mr. Linton served as a member of the Board of Directors for 
the Southeastern Pennsylvania Tranpsortation Authority (SEPTA) , 
the nation's fourth largest transit system. He has also been 
National Legislative Director of the Conference of Minority 
Transportation Officials and served as co- chair of Philadelphia 
Mayor Edward Rendell's Transition Transportation Group. 

From 1980 to 1982, he was Eastern Regional Administrator for 
the Bureau of Public Assistemce Audits in the Office of the 
Pennsylvania Auditor General . 

Mr. Linton holds a master's degree in coxinseling psychology 
from Antioch University and a bachelor's degree in economics from 
Lincoln University. 

# # « # 
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)ii'-r^!^Z!I^!^ ^"^ °^^ Administrator 400 Seventh St . S W 

Of Transportaton Washington D C 20590 

Federal Transit 

Administration 



BIOGRAPHICAL SUMMARY 

Grace Cxojnican 
Deputy Administrator 



In July of 1993, Grace Crunican was appointed Deputy 
Administrator of the Federal Transit Administration (FTA) by 
President Bill Clinton and Secretary of Transportation Federico 
Pena. 

Ms. Crunican came to FTA after serving as Director of the 
Surface Transportation Policy Project (STPP) beginning in March, 
1992. STPP is a coalition of organizations working to ensure 
that federal transportation F>olicies promote critical national 
objectives in several areas: economic competitiveness and 
sustainability, the environment, energy conservation, and 
community enhancement. 

For eight years prior to joining that, she was with the 
City of Portland, Oregon Transpor1:ation Department, where she 
served as Deputy Director. She was responsible for 
transportation finance, administration, and state and federal 
legislation. 

Ms. Crunican previously worked in Washington, D.C., as a 
professional staff member on the U.S. Senate ^propriations 
Subconmi ttee on Transportation, and as a Presidential Managonent 
Intern at t:he Deparlsnent of Transport:ation. From 1988 to 1990, 
she also served as the National President of the Women's 
Transportation Seminar. 

A native of Beaverton, Ore., Ms. Crunican earned a Bachelor 
of Arts degree in Political Science and Criminal Justice from 
Gcnzaga University in Spokane, Wash. In 1979, she received a 
Master of Adminstration from Willamette University in Salem, Ore. 

# # « « 
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OPERATING SUBSIDIES 



Mr. Carr. Thank you very much, Mr. Linton. We do look forward 
to working with you on a wide range of issues before transit com- 
munities of America. 

The budget request for operating subsidies in 1995 declines to 
$600 milUon under your proposal which of course is a 25 percent 
decrease. Before getting into specific questions regarding the effect 
of the proposed reduction, it might be beneficial to recite some facts 
and figures. 

According to the Federal Transit Administration, total transit 
subsidies have grown from $29 million in 1965 to $8 billion in 1990 
from state and local sources alone. 

In 1980, federal operating assistance comprised 16.8 percent of 
all transit revenue for operations. By 1982, Federal operating as- 
sistance had declined to 5.8 percent, a decrease of 65 percent. In- 
formation supplied by the Department of Transportation indicates 
that federal operating assistance as part of the total operating as- 
sistance averages 3.8 percent in 1994 for urbanized areas with a 
population of 1 million or more. The percentage declines io 2.8 per- 
cent under the administration's proposal. 

However, those figures do not reveal that the 1994 percentages 
range from a low of 1.8 to a high of 16.9 percent for various cities. 
The same data for urbanized areas with populations of 200,000 to 
1 million indicate figures of 11.3 in 1994, 8.5 in 1995 for the per- 
centage of operating assistance of total operating assistance. 

Again, the averages mask the fact that the range for the city size 
varies from 2.1 percent to 69.1 percent. Twenty-five of those cities 
receive 20 percent or more of their operating assistance from fed- 
eral funding sources. For urban areas of 50,000 to 200,000 in popu- 
lation, the difference is even more striking. The overall average 
percentage of federal operating assistance to total operating costs 
is 30.3 percent. 

The range by state varies from 4.2 percent to more than 80 per- 
cent. Nineteen states rely on federal operating assistance for at 
least one-third of the total operating cost for the cities with 50,000 
to 200,000 population. 

The composition of operating costs has changed in recent years 
with the passage of the ADA, Clean Air Act. ADA alone will result 
in additional operating costs of $700 to $900 million when fully im- 
plemented. And of course none of those costs are offset by any in- 
creases in federal assistance. 

Mr. Linton, is the administration's proposed operating subsidy 
reduction driven by principle or by the budget? The Department's 
own justification materials at page 53 state that the reduction is 
important because it allows FTA to have a higher formula capital 
budget while still maintaining the budgetary outlay levels required 
by the budget resolutions. 

Is this the real reason for the reduction? 

Mr. Linton. Well, I think to answer your question, Mr. Chair- 
man, it is clear that we have both forces that are operating, that 
we have to, as I said earlier, make tough decisions. 

The American people have made it very clear that deficit reduc- 
tion is an emphasis of theirs. We have to deal within the budget 
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caps that we all are forced to negotiate within, so there is no way 
that I could say that the budget was not an element. 

But we also need to look at the fact that capital funding has been 
the role that has been carved out for the federal government his- 
torically, and we continue to be the major provider of capital assist- 
ance to transit systems throughout this country. 

Our level of operating assistance has averaged about 4 percent 
and that has been consistent over the last decade. 

Looking at that, trying to see how we can make the best strategic 
investment within the budget caps that we had, it was clear to us 
that if in fact we began to put money in Section 9 where it is for- 
mula driven, that we provide the kind of equitable distribution and 
reliability of funds across the country that enables transit prop- 
erties to make the kind of long-term strategic investments that 
hopefully will reduce operating costs. 

We have already looked at some transit properties specifically 
where they have been able to generate reductions in maintenance 
and fuel costs by the acquisition and utilization of more recent 
fleets of buses and vans and other vehicles. 

We expect those same types of cost reductions to occur as we pro- 
vide this increase of money in Section 9 capital formula. 

Mr. Carr. Under the administration's proposal, as I understand 
it, you are going to have all the transit agencies take the 25 per- 
cent reduction on an equal proportional basis. Is that right? 

Mr. Linton. Partially. The section 18 providers, the small rural 
systems, actually get an increase, as well as section 16. which ben- 
efits the elderly and disabled. But beyond that, yes, the 25 percent 
reduction is across the board. 

I would like to note, however, that in systems between the size 
of 50,000 to 200,000, we have noted over the last several years that 
there are some operating assistance carryover funds from one year 
to another. That would relieve some of the readjustment that those 
systems would have to take on as a result of the reduction in oper- 
ating assistance. 

STUDIES OF OPERATING ASSISTANCE 

Mr. Carr. I believe you were in the room when I asked Mr. Hill 
if they had done some studies about the nature and the complexity 
of operating assistance where they had not done any studies that 
correlated other than by size. 

Have you done some studies that would give you a better handle 
on what we would all regard as, say, a reasonable operating sub- 
sidy and then some operating subsidies which may be filler for 
local things that we are not really all about as a federal govern- 
ment? 

I guess I am somewhat put off by the notion that we just have 
to whack everybody 25 percent. It seems to me that there might 
be some properties which shouldn't be cut at all because they have 
a large local dedicated source of operating revenue structure, that 
they have gone to bat, they have bellied up to the bar, they have 
put their nickel down and they are doing the best they can, where- 
as maybe some cities could do more in terms of local tax effort, and 
they are not, and they are sort of riding on the subsidy as some- 
thing that they — that really helps them avoid some tough local po- 
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litical decisions, and as between the two communities, I mean, my 
personal preference would be that we hold harmless those commu- 
nities that are doing a monumental task to do everything that they 
can to support their own transit systems and create less depend- 
ence, whereas some communities, which may be a little lazier 
about the dependency issue, maybe they ought to have a little more 
than 25 percent taken. Is there another way other than just across 
the board to do this? 

Mr. Linton. Let me say, Mr. Chairman, that that type of de- 
tailed analysis has not taken place to my knowledge. I would sus- 
pect that those are issues that we need to begin to examine. 

The issue of operating assistance is one that we are going to con- 
tinue to be facing over the remaining years, and I think we are 
going to have to look at it in a policy perspective and begin to get 
additional data to begin to find out what, in fact, should be the fed- 
eral role in the long term beyond the 1995 budget. 

We have to begin to look at 1996 and beyond. I think the Sec- 
retary has pledged my cooperation to work with some of the other 
stakeholders, the American Public Transit Association (APTA) and 
mayors and cities as we begin to look at those specifics and vari- 
ables that you made reference to. But to date that hasn't happened. 

PERFORMANCE BASED FORMULA CRITERIA 

Mr. Carr. Well, I think the committee would be of a mind to try 
to help you do that, because we are being asked to use federal dol- 
lars much more wisely, and then we don't have the tools to make 
wise decisions, and so we end up doing meat ax approaches to 
things that lack the precision that I know we can muster if we will 
put our minds to it. 

I frankly would love to have a system where perhaps FTA could 
devise such a system, where transit agencies would, in effect, com- 
pete one with another on a performance grid, a performance basis, 
so that when we do get into decisions like this, whether it is invest- 
ment for capital or operating subsidy, we can look at the transit 
properties across America and find out which transit agency does 
have the best on time performance and which transit agency is 
managing to do a better job with maintenance, what transit agen- 
cies are doing a better job with regard to local tax effort, and the 
measures are out there. 

In fact, I suppose we could worry that we would get so much 
data we wouldn't be able to handle it all, but we are dealing with 
data in aviation and in highways to a greater and greater degree, 
the tools are there to help us evaluate things. 

I would hope that under your leadership, with the help of the 
Bureau of Transportation statistics, that methodologies could be 
developed so that transit agencies might compete with one another 
on a fairly level playing field supplied by the federal government 
of statistics so that it might be that Chicago might want to put 
forth the notion to economic leaders around the country that it has 
the top rating of the FTA in terms of overall parameters, measure- 
ments on transit in America, and some community that is lagging 
and not doing as well might have an incentive to go to their busi- 
ness community, go to their local elected leaders and say, look, we 
are continually at the bottom of the list here and that is going to 
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affect our ability to get business here and to get economic develop- 
ment under way. 

Maybe we better step up to some tough economic decisions. 
Maybe we better do some things better than we have done them 
in the past so when we put out our economic development bro- 
chure, we can say we are as good as community X, Y, or Z or we 
have got the top rating of FTA. 

We have seen it in this silly little thing that I was once opposed 
to, but I guess I have kind of come around, the on time perform- 
ance of the airlines, for example. It provides another avenue for 
competition and it gives people some incentive to try to reach be- 
yond what they have been doing in the past because I know a lot 
of these programs to communities are more than just transpor- 
tation programs. They get involved with prestige. They get involved 
with jobs. They get involved with economic development. They get 
involved with a whole host of other things, and I would think that 
our emphasis here at the federal level is supplying good, reliable, 
dependable transportation and let these communities set up and fi- 
nance the other ancillary strategies that they may be pursuing re- 
garding transit. 

Well, after that little sermon, I have a lot of questions but we 
will — I will come back. I would like to give my friends on the Com- 
mittee an opportunity. 

Mr. Foglietta. 

OPERATING ASSISTANCE REDUCTION 

Mr. Foglietta. Thank you, Mr. Chairman. 

I want to welcome my friend and fellow Philadelphian, Gordon 
Linton, to the Committee today. I was very interested in your pre- 
liminary remarks in which you talk about transportation being peo- 
ple and community oriented. 

I feel so strongly the same way that I wanted to make sure that 
my colleagues on this Committee didn't think that we collaborated 
on your opening statement. 

It is really great to finally have an advocate of transit at the 
head of FTA. I believe we are already seeing a difference since you 
have been there. I look forward to working with you. I am sure the 
members of this Committee do in the future. 

No hearing on Capitol Hill this year would be complete without 
you being questioned on the operating assistance cut which is pro- 
posed in the budget, but the number of questions I believe that you 
are asked reflects just how devastating that cut would be to transit 
properties, big and small, across the country. 

I support a large increase in the transit capital and, as you have 
pointed out, this increase will provide transit systems with much 
needed capital funding to upgrade and expand transit infrastruc- 
ture, however dramatically increased compliance costs with — asso- 
ciated with Federal mandates are really absorbing an ever-increas- 
ing share of the operating budgets of the transit systems. 

How do you suggest that transit systems, especially the older 
ones like we have in cities like Philadelphia, cope with the double 
burden of extreme capital needs as well as the cost of compliance 
with ADA and clean air mandates, for instance? 
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Mr. Linton. Thank you, Congressman, for inviting me and wel- 
coming me as a Philadelphian. I greatly appreciate that. 

Let me say that you know and Members of the Committee may 
not know that I served on the board of the very transit property 
that you are making reference to, and when I sat in that seat, I 
had to make some very tough decisions, reducing an operating 
budget from $695 million in one year to $600 million. 

So I realize that when you restructure budgets and you make 
changes from operating to capital, it will require these transit prop- 
erties, particularly those like SEPTA in Philadelphia, to make 
those tough decisions. 

We hope that we are providing the increase in capital that will 
allow — maybe not in the short term, but in the long term, prop- 
erties such as SEPTA to be able to make the strategic investments 
so that they can reduce their operating costs. 

It is going to require, however, in the short term, that transit 
properties make the same tough decisions that you and I are being 
forced to make today in trying to measure how we get the biggest 
investment from the revenues that we have available. 

That is going to require transit properties to restructure their 
budgets. Some of them will be able to in fact look at some of their 
other partners, at state and local levels and say, well, we are get- 
ting larger capital assistance from the federal government, maybe 
we can substitute additional operating from the others in exchange 
for that. 

Those types of decisions, which are the same ones that I had to 
make when I served on that board, are the kind of decisions that 
the transit properties are going to have to make as a result of this 
proposal. Is it going to be easy? No. Are our decisions that we are 
making today easy? No. However, we were given this responsibil- 
ity — I, when I accepted this appointment, and you as the great 
Representative of the district that you represent, the responsibility 
to make those tough decisions and make sure that we meet the de- 
mands that the American public has placed upon us. 

So those tough decisions are the ones that go with the territory 
in essence, and they are ones that are difficult to make, I agree 
with that. But there are ways which I think they could possibly be 
made. 

RAIL MODERNIZATION PROGRAM 

Mr. FOGLIETTA. I thank you. Last year. Secretary Pena and this 
Committee recognized the need to provide additional capital assist- 
ance for older transit systems by providing historic levels of fund- 
ing for the rail modernization program. What are your thoughts on 
the investment issues facing older transit systems and will we see 
a continued commitment from the administration for these older 
properties? 

Mr. Linton. Congressman, you will see that our proposed budget 
for 1995 basically maintains the rail mod numbers from the 1994 
budget, but in addition, you will note that the major increase in 
section 9 formula very often is used by transit properties to en- 
hance their rail modification. 

So they have the consistency that is provided from 1994 to 1995 
as well as the major increase that is available as a result of section 
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9. I think that bodes well for helping those older systems to con- 
tinue to build and do the kind of restructuring of their facilities 
that they are doing now. 

LOS ANGELES RIDERSHIP 

Mr. FOGLIETTA. The Los Angeles earthquake this year had one 
positive result, if you may say so. The people in Los Angeles who 
had been firmly committed to travel by automobile were forced out 
of their automobiles into the public transit system. 

Can you tell the Committee about changes in ridership levels in 
Los Angeles and what is being done there to retain those riders? 
For years transit, as you well know, has been the stepchild to high- 
way funding, and has the LA experience had any impact on how 
the administration views transit investments, and do you think it 
might work to level the playing field between highways and tran- 
sits? 

Mr. Linton. Let me just say and I have used this quote with my 
staff quite a bit, and I think it will provide some levity to our hear- 
ings this morning, I have often said that I believe those in Los An- 
geles when they are bom, that the doctor pats them on their bot- 
tom and also gives them some car keys in their hand, that there 
is indeed a culture there that creates a dependency on the auto- 
mobile. 

As you may know, I was in the Los Angeles area within 48 hours 
of the earthquake and was appalled to see that people, even with 
the large delays with the highways being disrupted, that people 
were willing to wait in line in their cars for four hours to get to 
work in congestion, even though there was a viable transit system 
in place, that their fundamental reliance on the automobile was 
that strong that they were willing to do that. 

But we have seen some changing of behavior as a result of the 
earthquake. The Metro link rail system that serves a great portion 
of that city had a tremendous increase in ridership. One line, spe- 
cifically the Santa Clarita line, where the daily patronage was 
about 1,000 passengers a day, that line went up to about 13,000, 
14,000 passengers a day, and we have now seen it to be stabilized 
in the area of about 8,000 passengers a day. That is a tremendous 
increase. 

We are also seeing put in place some transit management de- 
mand systems that the city is beginning to use, and a lot of reli- 
ance on shared ride programs. At the time there was also an em- 
phasis on HOV lanes, all of which was trying to make mobility 
much more available for those in Los Angeles as a result of the 
quake. 

We are hoping, with our support for the Metropolitan Transpor- 
tation Authority (MTA) and others in the region, that we will be 
able to fortify that reliance on transit. We are also conducting tran- 
sit studies trying to see what it is that will cause people to stay 
on the Metrolink after all of the recovery is in place. 

We noted in the San Francisco Bay area, that after the Loma 
Prieta earthquake, there was a 20 percent maintenance of riders, 
people who were diverted to the Bay Area Rapid Transit system 
(BART) as a result of that quake. We are hoping that we can hold 
onto some of the ridership that we have now gained in Los Angeles. 
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LIVABLE COMMUNITIES 



Mr. FOGLIETTA. I thank you. One other thing, that is that I want 
to compliment you on your livable communities initiative. You and 
I have had some discussion on this positive approach and you know 
it embraces a philosophy with which I completely agree. We can 
certainly use, I believe, transportation investments to strategically 
leverage community and economic development. 

Can you share with me and Mem.bers of this Committee your vi- 
sion of the type of project that might qualify for funding under this 
program and how will projects complete and what criteria will be 
used to judge them? 

Mr. Linton. Let me just say that in our view, we need to change 
the way that we rebuild America. Over the last several decades, we 
have built a country that has created dependency on automobiles 
through our economic development policies, through our land use 
policies. It is something that we have supported with Federal, 
State and local resources. I think a situation like the earthquake 
in Los Angeles illustrates how the sprawl that has been created 
and the reliance on highways has created a dependency on the 
automobile somewhat to the detriment of livable communities. 

This is a proposal that, if we had discretionary money currently 
as we have had this past fiscal year, we could follow up on that 
without any change in statute. So even though the proposal is list- 
ed in our budget as a separate item, that is just to give pro- 
grammatic emphasis. We believe we can do it without any changes 
in the legislation. 

What we are trying to do with this proposal is highlight the use 
of land use planning around transit properties, and begin to use 
joint development to encourage people to use transit. 

One of the things that we have looked at is that there is a reluc- 
tance of, for instance, single parents, mothers who may have to go 
to a day care center, to use a transit facility if that daycare center 
is located so far from the transit facility that they have to make 
multiple exchanges and multiple stops. 

You begin to reduce the reliance on automobiles when you put 
such facilities in close proximity to the transit facilities. In that re- 
gard, you begin to foster an increasing ridership. We also want to 
look at issues such as pedestrian walkways that will encourage 
people to use bicycles and walk in proximity to places where they 
live. 

We have seen some examples of that right here in the Washing- 
ton metropolitan area. The Ballston station and others on the 
Metro system have encouraged high density housing, condomin- 
iums, retail establishments, others within close proximity of the 
transit station. 

I use a station myself as I reside in the Washington area, the 
Rosslyn station, where I do not have to go an3rwhere else to go 
shopping. There is a supermarket that is close by. So I reduce the 
number of trips that I have to take, but I also continue to have de- 
pendence on transit because all the amenities are there close to 
those stations. Those are the kinds of projects that we hope to en- 
courage through our livable communities proposal. 
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Mr. FOGLIETTA. It is an admirable goal and I wish you well with 
it, and pledge to you my support because I believe very strongly in 
it, and thank you so very much. 

Mr. Linton. Thank you. 

Mr. Carr. Mr. Wolf. 

Mr. Wolf. Thank you, Mr. Chairman. 

Mr. Linton, I want to welcome you, especially as a former Phila- 
delphian. Mr. Foglietta was the councilman for my family back in 
Philadelphia, and of course I used to take the 36 into work at the 
Curtis Publishing Company, and went to John Bartstrom High 
School, so I appreciate having a Philadelphian and now you have 
come to Virginia, followed in my path. 

TRANSIT SAFETY 

Things are not nearly as good here as they are in Mr. Foglietta's 
area. A couple issues that you raised in your testimony and then 
a couple that I have. 

What about the safety of the system? There is a growing concern, 
I know in Philadelphia, the safety in the PTC or SEPTA now as 
you call it, there is a concern with the crime. That has become a 
growing concern in this area. I am sure it is around the country. 

From people that I know in New York City, there are certain 
stops they are very worried about taking. Do you want to com- 
ment? Do you have an office or do you have at FTA dealing with 
the safety issue that you can exchange what is being done in cer- 
tain places that is working well and 

Mr. Linton. Let me just say that as I noted in my opening state- 
ment, we are going through and have gone through a strategic 
planning effort with our agency, and in that effort, we have come 
up with eight vision strategies. 

Number one vision strategy that my staff and I have come up 
with addresses the area of safety and security. That is an area that 
we will be putting increasing emphasis on. When you do customer 
surveys around transit properties and you ask those who use the 
systems across the country what are their concerns, what are the 
issues that may prevent you or discourage you from using transit, 
one of the top issues that we have noted in a number of those sur- 
veys is security, personal security. 

Unlike some modes, there is not a large degree of concern regard- 
ing accidents. However, when you begin to talk to people around 
the country, patrons who are using the system or those who choose 
not to use the system, safety, personal security, becomes a major 
issue. 

We hope to have a regional conference highlighting experts from 
around the country to begin to look at the kind of safety techniques 
that we can employ at our transit systems to make sure that they 
are more secure for our users as well as those who work there. 

We are also looking to utilize new technology, both information 
and communication technologies that provide a secure presence in 
those facilities. We want to encourage that. We are using the Ad- 
vanced Research Projects Agency (ARPA) projects as well as others 
in our own research efforts to try to maximize use of the new tech- 
nology. 
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We want to make sure that our systems begin to put in place 
some safety management and security planning techniques and 
also have drills to prepare for incidents and accidents that may 
occur. We have a series of action objectives that we would like to 
implement over the next year or two in working towards improving 
safety on transit properties. 

BUYOUT vs. INCREASED STAFF 

Mr. Wolf. That is good. I haven't heard a lot of talk from FTA 
about that. It is good you are looking at it because this is a major 
issue. You talk to people in New York City. That is one of the rea- 
sons they don't like to ride the subway at certain hours. It is the 
same way in Philadelphia. It is the same way in Washington, D.C., 
certain areas, certain stations, so I think that is very, very good. 

And I would like to personally be kept informed, perhaps the 
committee too, to be kept informed of what you are doing. Because 
we can invest all this money in the capital cost and develop sys- 
tems that people are afraid to ride. 

In your testimony on page 6, you say at the bottom, to do these 
things, Mr. Chairman, we need additional staff. On page 7 then 
you talk about Vice President Gore's National Performance Review, 
which I personally have serious questions about, having been with 
the government for a number of years. I sense — are you going to 
be firing people or RIFing people or "bujdng out" people and then 
hiring them back again? How do you direct that? And where do you 
target? 

Because much of what Gore is tr3dng to do is going after the mid- 
level, and you can strike mid-level and put middle age, and there 
is a direct result And as I talk, there has never been a more un- 
happy time that federal employees are experiencing than they are 
now. 

An administration that they thought would be overly friendly, 
they have found has not been particularly friendly. Can you tell me 
what you plan on doing with regard to page 6 versus page 7, and 
how you plan on fitting that out? Briefly and then if it has to be 
in more detail, I 

Mr. Linton. Sure. We would be glad to provide you and Members 
of the Committee with additional information on the details of that, 
but let me just start by saying that we were one of the agencies 
that were very happy to have the buyout provision that the Mem- 
bers of Congress supported. 

[The information follows:] 

No, we are not going to fire or RIF employees. FTA is using the voluntary separa- 
tion incentive program to reduce the number of senior level managers (SES, GS- 
14/15) positions in headquarters staffs in compliance with the Office of Management 
and Budget Biilletin 93-08. Our plan is to use buyouts and other attrition to reduce 
headquarters staffing by 8 FTE and to increase regional staffing by 28 FTE. We ex- 
pect the 28 new staff to be hired at significantly lower grades than the 8 positions 
being reduced in headquarters. 

Mr. Wolf. Could you show us a list of the people that took ad- 
vantage of the buyout, and were they critical people to the agency's 
mission? 

Because I hear all this talk and some of the people that I am see- 
ing taking advantage of the buyout are some of the more critical 
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people in the agencies, and people that I personally know have 
taken advantage are really people that I am really not so sure that 
you wanted to lose. 

So could you elaborate, and particularly on the record, I would 
like to see by category of who did buy out and — I don't need their 
names, but what they actually did and how you plan on replacing 
them. But now go ahead. 

Mr. Linton. Mr. Congressman, I don't think I want to give you 
the names if you think they are insignificant. 

Mr. Wolf. No. Let me take issue with you. I did not say that 
and I want the record — no, I want the record to show I did not say 
that. In fact, as the record should say just the opposite. 

My sense is that — and now you got my dander up. My sense is 
that what the Clinton administration is saying is that many of 
these people are insignificant and therefore we can get rid of them. 
I question that they are. 

I think they are very significant and the people that I know are 
people that I am not so sure that you are doing such a great job 
getting rid of. 

Mr. Linton. Let me apologize. That was not meant to understate 
anything that you had said, and I apologize for that. 

Mr. Wolf. There is no need, but I have some deep, deep concerns 
about it. 

Mr. Linton. Let me respond to your question. We have targeted 
primarily the Senior Executive Service people (SESs) and General 
Manager/General Schedule — 15's (GM/GS-15's) in our agency. In 
the buyout proposal or the proposal for reduction of staff, the tar- 
gets that we were asked to reach was reduction in those upper lev- 
els. So we have opened our buyouts to staff within those areas, the 
SESs and the GM/GS-15's. 

There are some areas within our agency where we can afford to 
lose some staff. So I think to that degree, we have an opportunity. 
On the other hand, as you stated earlier, on page 6 we made ref- 
erence to the need for increased staffing. My deputy and I have 
met very long and hard on this from the very moment that we 
came to this agency. It is clear to us that the new responsibilities 
under ISTEA will require us to both restructure our agency so that 
we can better comply with them, and also to make sure that we 
have staff at our regions. 

So what we have tried to do as a result of our strategic plan and 
in compliance with the FTE reduction that is required, we have put 
in place a plan, and it is represented in this budget, to increase our 
FTEs by 20 and to allocate those FTEs to our regions so that we 
can be involved with the planning that is going on at the Metro- 
politan Planning Organizations (MPO's), so that we can work more 
closely in terms of oversight for our programs. Thus we have staff 
that are empowered in the field so they are closer to our customers 
and to the problems that we see arising there. 

We think that by having the buyout we will be able to avoid any 
Reduction in Force (RIF). We will be able to strategically look at 
our agency in the areas of GM/GS-15's and SESs in areas we think 
we can afford to lose some staff. 

Mr. Wolf. Okay, well I appreciate that, and I can't second guess 
you because you are operating the agency. I think you should be 
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a little sensitive about who goes and if people are being sort of 
forced out. 

There are many people that are leaving now because they see 
that they are really not wanted, and I am seeing a lot of people 
that I think are really the critical people, and frankly, I think over- 
all, the SES people have done a very good job in the government 
agencies, and I am really concerned that we are pushing these peo- 
ple out solely because they are at a salary level whereby you get 
the bigger bang for the buck and they may be the very people that 
are critical in operating the agency. 

EARMARKING 

Let me ask you two other questions. I have a lot of others I have 
I will get on a second round, but I agree with you, and I share, and 
the Chairman has been, I think, very, very good on this, with re- 
gard to not earmarking as much. 

I personally would even prefer that we not earmark at all. If 
there were a vote in the Committee not to earmark, because I don't 
think that we quite have the expertise that you have or your tech- 
nical people have. If no projects were earmarked and the funding 
stayed constant, would you be putting money into those projects 
that were moving ahead? Would you continue to fund those that 
have moved, or would you drop them? How would you work that? 

Mr. Linton. Well, I had a recent experience in the 1994 budget 
that the Committee passed. In that budget, we had approximately 
$74 million in section 3 bus, for example, and in making the deci- 
sions to allocate those funds, we looked at some of the language in 
ISTEA that asked us to look at compliance with ADA, Clean Air 
Act, those kind of issues. 

We also tried to geographically distribute those dollars and we 
had rankings that were provided through our regions with our re- 
gional administrators looking at the properties and trying to assess 
the needs. Those are the bases on which we made those decisions 
and we were able to, I think, obligate 29 projects with the $74 mil- 
lion. 

Mr. Wolf. That made a lot of sense. So you would be inclined, 
if — the fewer earmarks — I don't know the Committee would go to 
no earmarks. 

So you are basically telling us that the more money that is not 
earmarked, the more inclined you would be to put money on the 
ongoing projects? You would use your own judgment of course, 
but 

Mr. Linton. Yes, and the judgment is based upon sound informa- 
tion. We tried to focus on projects that were ready to go and 
projects that had been ranked throughout our regions based on our 
regional administrators working closely with those properties in 
their regions. 

We assessed those rankings and verified those rankings and also 
compliance with ADA, clean air, and we use all of those 

Mr. Wolf. When is the last time that there were no earmarks 
in it at all? 

Mr. Linton. There was no significant bus earmarking before fis- 
cal year 1992. 
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FUEL CELL BUS PROJECT 



Mr. Wolf. One last question. Well, two really fast ones. One is 
more detail. I got a letter today. You don't have to answer this for 
the record, but I would like to get it in the record and if you have 
a comment, fine. Otherwise you can give it back to me. I received 
a letter bringing to my attention a matter that the writer thought 
may be of interest in the coming DOT appropriations. The Federal 
Transit Administration and DOD has funded a fuel cell engine- 
powered bus project since 1987, $30 million has been spent to date 
and a request for $30 million or more is on the way. So far one pro- 
totype bus has been produced according to this letter. 

Guess who got to make the fuel cell engine for it after all? Fuji Electric of Japan. 
Fuji has been involved in the beginning and became the best beneficisiry of this 
project. Who can now make a fuel cell bus? The Japanese. 

Could you look at this? Again, it didn't happen on your watch. 
It is not something you necessarily have to be aware about in the 
past, but certainly in the future, can you tell me if Fuji is the only 
one with regard to that. 

And I have been concerned about technology transfer leaving, 
money that goes in IVHS and others, whereby it goes abroad and 
if we lose that similar to losing television technology, the VCR and 
others, we will be making these components and making things 
abroad, and now it is very difficult as you know in the transit busi- 
ness — it used to be Budd. Budd was probably in your district, 
wasn't it? 

Mr. Linton. It wasn't in my district, but it was a very strong 
company in the city of Philadelphia. 

Mr. Wolf. My uncle used to work for Budd. A lot of my family. 
Now that plant is gone. Is there anything even there where the 
Budd plant was? 

Mr. Linton. I was looking for Congressman Foglietta, that is in 
his district. 

Mr. Wolf. You can see my concern. I want to make sure that 
we do these things for American jobs, whether it be in Detroit or 
Philadelphia, probably wouldn't be in my area, but just to make 
sure that if we are putting American taxpayer dollars in it, the job 
go to Americans. 

Mr. Linton. I could have Larry Schulman respond to that. 

Mr. Wolf. Sure. 

Mr. Schulman. Unfortunately, in the project that you are refer- 
ring to, Fuji did end up as being the producer of the three fuel cells 
for the three buses. That is the earlier project. 

It didn't start out that way. The firm that was selected was a 
firm called Englehardt. They went out of the fuel cell business in 
the middle of the program, and it turned out that Fuji was the one 
that purchased their assets and continued in the program. 

There is now a follow-on program which is specifically dealing 
with a domestic manufacturer in the United States, and they are 
the company that is developing the production model for the U.S. 
production model bus. 

Mr. Wolf. So is Fuji out? 

Mr. Schulman. Fuji will be out when the first project is com- 
plete. 
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Mr. Wolf. Don't they have a problem with Buy American? 

Mr. SCHULMAN. Not under the demonstration program. As I said, 
it was not the way that the program began. It is the way 

Mr. Wolf. So Fuji, they get this technology now. So maybe we 
will be driving — we will see buses in Japan based on taxpayer 
funded money. Is there a chance of that? 

Mr. SCHULMAN. I would imagine that there could be a chance, 
but it ended up more accidentally than by purpose. 

TAXPAYER FUNDED TECHNOLOGY BENEFITING FOREIGN FIRMS 

Mr. Wolf. But a lot of times these Japanese companies will come 
in and buy a company out for that very, very thing, to get the re- 
search and the technology, and I think this industrial technology 
is a very, very difficult problem. We raised this last year before 
FAA. FTA did not get involved. 

I mean, the French, DDSE, secret police, had targeted a whole 
series, and I will send you a list, of high-tech technology, much of 
it funded by this committee, and their purpose was to get the GPS 
and many of these others, and we are transferring technology, and 
I can assure you, the person in north Philadelphia or south Phila- 
delphia, or Shenandoah County or Fairfax County, really doesn't 
mind Japan developing, but they don't want to see American tax 
dollars go in, and particularly then to lose this technology where 
somebody from Michigan or Texas or Philadelphia could operate it. 
If you could look at that and be sensitive. I just don't want any 
Japanese company to be involved in this with American taxpayer 
dollars. 

Mr. SCHULMAN. Mr. Congressman, we certainly would agree with 
you on that, but I just would like to make one last point. The do- 
mestic company, which is now developing the new bus, the 40 foot 
bus which we are going to be demonstrating for production use in 
the United States, is using a good deal of that research. So there 
will be a significant beneficiary in the United States, we would 
hope, but we do recognize your concern, 

LABOR COST COMPARISON 

Mr. Wolf. The last question is, and this is too long to take the 
Committee's time up. If you could generally think about it, maybe 
make a comment. I have been a strong supporter, and am, of mass 
transit. I wasn't joking. My mom didn't even drive. My mom took — 
my mom made sandwiches in the Philadelphia-Baltimore Stock Ex- 
change downtown. Took the trolley car every day. I took the trolley 
car every day. When I graduated, I worked for a couple years be- 
fore I went to college. I took the 36 in every day. Everybody in my 
family did. I believe in it, strong, strong supporter. 

Also the Metro system here in Washington. I am a little bit con- 
cerned though about the operating cost and the wage rates that I 
am beginning to see, and I am not anti-union. I come from a blue 
collar family too. My dad helped start the Fraternal Order of Police 
in Philadelphia. 

But I look at the Washington wage rates for instance, and like 
the Washington wage rate was $17.54 and then in this year — 5/95, 
next year, they get a 70 cent raise. They are going to be number 
two or three in the country. 
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I look at Philadelphia, $14, and I look at Houston — I didn't look 
at Houston's. I can. I look at Houston, $23. No, $13. But of 
course — Houston, they are $13, and Baltimore is $15, and I just 
wanted to know if you have any thoughts. 

There is going to be an effort to extend Metro, and I am not 
against it at the right time. Do you have any thoughts about how 
Metro could get costs down? Do you think it merits opening the 
compact up to look at binding arbitration? Because if you get a sin- 
gle parent that lives in Oakton and has to pay $2.50 to park and 
$2.90 to come in and $2.90 to go back out, and then have the child 
at a day care center, I think we are beginning to reach a point 
where people say I am just not going to ride it anymore. I am real- 
ly worried that Metro and some of the other systems may be hit- 
ting that point, and I am more concerned about Metro because al- 
though there are no Metro stops in my new congressional district, 
I want to continue to support it. Do you have any thoughts about 
what we can do with regard to that? 

Mr. Linton. Mr. Chairman, Members of the committee and Mr. 
Wolf, let me just say that as a rule, we in the federal government 
don't get involved in those kinds of local decisions that transit 
properties make. 

In fact, there is an element of our statute that actually prohibits 
us from making those kinds of interventions. However, you know, 
I can say that there is no question that in order to maintain rider- 
ship, that one has to have competitive costs, and that one has to 
do all that one can do to keep those costs competitive. I can say 
it not necessarily in defense of Metro 

Mr. Wolf. It is a well-run system. I am not criticizing. It is a 
very well run 

Mr. Linton. That is also a system right now that has about 70 
percent fare box recovery from their rail system, which is pretty 
phenomenal around the country. 

Mr. Wolf. That is true, but what you are finding, sir, is that the 
bus system now, in Fairfax County, they have just opted out of the 
bus system, and what I am afraid of is as localities opt out here, 
then they put pressure in Montgomery County. Pretty soon you are 
going to have a Metro rail system without buses and 

Mr. Linton. And I am aware of that issue of some of the local 
communities trying to decide on whether they are going to break 
off from the Metro system. 

RIDERSHIP COSTS 

Mr. Wolf. I don't want to put you on the spot, and I was not 
aware of that. If maybe sometime your experts could come by my 
office, and we won't take the Committee's time, just talk about, 
without you getting directly involved, what can be done as a friend 
of Metro, not coming in as a critic. 

Mr. Linton. Sure. 

Mr. Wolf. But what can we do to make sure we make the rider 
cost — Mr. Downey said that the rail system in New York, $1.50, 
that is really doable. I think the more people we can get to ride 
on mass transit, the better. 

But there has got to be some sort of formula your people have 
when you reach a certain point, there is a diminishing return and 
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the ridership collapses. When that happens, it is going to be bad 
for the region and bad for other places too. 

Again, I welcome you before the Committee. Appreciate it very, 
very much that President Clinton had the ability to appoint some- 
body from Philadelphia. 

Mr. Carr. Thank you, Mr. Wolf. We have been called to a meet- 
ing at noon so we are going to take a recess right now. We will be 
back at two o'clock. We will take a recess until two o'clock. 

Thank you. 

[Recess.] 

DETROIT TRANSIT 

Mr. Carr. We will resume our hearing and by way of advising 
you, I guess our meeting, we won't go beyond 4:30 today. We have 
another meeting that we have to go to, so that is by way of every- 
one being able to plan what is going to happen today. 

Let me ask you a few questions about my own home area. I hope 
you have had an opportunity to — if you haven't had an opportunity, 
we would like to have you up to southeast Michigan to let you 
know of what some of the transit plans are up there. 

As you know, southeast Michigan is one of the few areas of the 
country that doesn't have a consolidated system. We have a Detroit 
department of transportation and then we have Southeast Michi- 
gan Area Rapid Transit, or regional transit I guess we call it. 

Now, over the years, there has been a move to try to consolidate 
those two systems and with our new mayor, Mayor Dennis Archer 
and with the relatively newly elected executive, Al Brooks Patter- 
son and with our county executive, Ed McNamara, and the County 
Board Chairman in Macomb County, they have been moving to 
consolidate the system for the first time, and it will take maybe a 
few years to get that done as each of the entities have various com- 
peting interests that they are trjdng to protect. 

But right now they are making some very good progress toward 
an agreement to consolidate some services on some lines, and I 
have already spoken to the Secretary, and I hope we can get your 
agreement that if we get some paper coming from southeast Michi- 
gan in a timely fashion for section 3 application, it will be fairly 
considered. One of the barriers to consolidation is that the fare 
boxes, for example, on the buses for Detroit are not the same as 
the fare boxes for the suburban system. 

There are a variety of differences in the maintenance base of 
each system and there are some minor — they are not major, but 
they are significant capital costs. If they are to operate one sys- 
tem's bus lines to reduce duplicative service, it seems they are 
going to have to be able to use each other other's farecards and the 
like. 

So what I have been told from people in the region is that they 
are going to put together a proposal to FTA, and it would be a mod- 
est proposal to get some money for the capital expenditures nec- 
essary to merge these two systems and finally get southeast Michi- 
gan on a road to transit improvement that most other areas of the 
country have been on for better than a decade. 

So I wonder if you have had any communications from them or 
if you have any comments on my observations. Not really a ques- 
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tion I guess. It is just by way of saying that there is something out 
there that is happening after decades of delay that might be impor- 
tant and it might be important for FTA to encourage those move- 
ments with some modest capital funds to accomplish the consolida- 
tion. 

Mr, Linton. Mr. Chairman, let me respond, if you will. I have 
read with some interest some of the comments of the new general 
manager of the Detroit system who I believe spent some time with 
the Suburban Mobility Authority for Regional Transportation 
(SMART) system before coming there 

Mr. Carr. Right. 

Mr. Linton. And expressing his interest in the consolidation. I 
think it would bode well for federal interests if there was a regional 
system there, and you get some operating efficiencies when you are 
able to do that. 

I think we would look very favorably on trying to assist them in 
that consolidation. We would be looking favorably towards an ap- 
plication where we could provide some resources, providing those 
resources are there to provide, because I think there are a lot of 
operating efficiencies there that can occur as a result of that con- 
solidation. 

Mr. Carr. Well, I thank you for that response. I will look forward 
to working with you in the next few months. I have already dis- 
cussed these matters with the affected people in the region. One of 
my goals for the entire region of southeast Michigan is that we 
modernize our transit system and bring it up to the standards that 
every other community in America has achieved, that we work co- 
operatively with local officials to try to make sure that we have at 
least as good a transit system as other areas of the country, and 
when we have done our job and the people at the Federal level can 
have some confidence in the performance of the system in south- 
east Michigan, maybe we can even move on to some of the larger 
projects which people in other parts of the country have enjoyed 
and which Michigan has largely been left out because of its own — 
because it has been mired in its own political difficulty. 

But I think that day is over and the support and cooperation of 
the FTA in helping us move to this new phase would be greatly ap- 
preciated. 

ATLANTA OLYMPICS 

There is one other matter that I wanted to raise with you and 
that had to do with Atlanta. I see my good friend, Mr. Price, is 
here. I have been briefed by our former colleague, Lindsey Thomas, 
who now is the director of federal and state government relations 
for the Atlanta Committee for the Ol3rmpic Games. As the host of 
the Olympics, Atlanta will have an extraordinary need for a very 
short period of time for a very large addition to its bus capacity. 
We talked about this a little bit last year in trying to encourage 
some kind of an efficiency between buses that are either already 
acquired by existing agencies or may soon to be acquired by exist- 
ing agencies to be used in Atlanta for a brief period of time, and 
to try to figure out a reasonable program where Atlanta's bus fleet 
could be temporarily augmented in a way that would lessen the 
cost to all concerned. 
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They have obviously been working with you. They have told me 
that they have worked with you and that you are either near or 
at an agreement on a proposal. Perhaps you could speak to that for 
a minute. 

Mr. Linton. Thank you, Mr. Chairman. We have been working, 
as has been indicated, with the Atlanta Committee for the Olympic 
Games (ACOG) and all those in Atlanta to try to make sure that 
their needs for the 1996 Olympics can be met. 

In that regard, starting in January, we met with some of the 20 
largest transit properties around the country trying to, one, explain 
to them what the needs were in Atlanta and, two, try to solicit 
their support in helping us to get 2,000 buses to the Olympics in 
Atlanta for 1996. 

We have also met with the associate members of APTA, i.e., the 
bus manufacturers and suppliers, to see if we can try to expedite 
the manufacturing of buses that will be taking place over the next 
year or two in order to have them there in Atlanta for the 1996 
Olympics. More recently we have met with the major unions to so- 
licit their support. We are trying to make sure that we touch base 
with as many people as possible to make sure we have a successful 
Olympics in 1996. 

We think that we have a good process in place to solicit support 
in encouraging all of the transit properties around the country to 
help us towards the 2,000 buses. Since the meetings, we have had 
discussions as well as commitments from transit properties to send 
buses from their properties to Atlanta for 1996. 

We have also had some discussions with ACOG about insurance, 
transprotation costs, and maintenance costs once the vehicles are 
in Atlanta. We are planning to work with 0MB to see if we can, 
in our fiscal year 1996 budget submission, provide some allocations 
to support those vehicles once they arrive there. 

We will continue to work with the Atlanta Olympic Committee 
to that end and with you and Members of your Committee as well 
to see if we can make sure that this is a successful event. 

We think it is a real opportunity to showcase what we can do in 
transit in this country. We think the opportunity to have two- 
thirds of the world viewing the activities in Atlanta is a real chance 
for all of us to show what we can do in a short sphere of space in 
moving a tremendous amount of people in a very efficient way. We 
are taking it as a challenge and an opportunity to do the best for 
the country in Atlanta in 1996. 

Mr. Carr. Are there any outstanding issues that have to be re- 
solved that you might want to highlight that we pay attention to? 

Mr. Linton. We have talked with many of the general managers 
and transit properties, and they have concerns about insurance for 
their vehicles once they are delivered. 

We are still trying to work out agreements for alternative fuel 
vehicles to make sure that we have in place the alternative fueling 
stations that will be necessary, so we are working with a number 
of companies around the area to provide support for alternative 
fuels. We also have worked with a group out of Chattanooga, Ten- 
nessee to make sure that we have some electric buses that will be 
there as well. So I think some of those issues are being resolved. 
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There are other issues regarding transportation of the vehicles to 
Atlanta, and what will happen with the extension of the warranties 
for the buses for the period that they are there. I think the Olym- 
pic Committee is working on some of these problems, and we will 
have a solution to those concerns of the transit properties once we 
get the final applications in the hands of the Committee for deliv- 
ery of the buses. 

Mr. Carr. I wonder, I would like to clarify a little bit. I think 
you indicated 1996 allocations for this? 

Mr. Linton. For the 1996 budget. I checked with the Atlanta 
Olympic Committee, and they pretty much indicated to me that the 
fiscal year 1996 budget process would be able to accommodate their 
needs. 

If we were able to get the budget passed in I guess the latter 
part of 1995, between 1995 and the beginning of 1996, that would 
give them the dollars they would need to handle the maintenance, 
the insurance, and the cost of getting the buses there. 

Mr. Carr. Well, we might want to have some further discussions 
with you. Our information is that that might be a little too late. 
Has that been raised to you at all? 

Mr. Linton. No, it hasn't been. 

Mr. Carr. Let's have a further discussion at some point. 

Mr. Linton. Sure. 

Mr. Carr. To have maximum impact, we may need to have some 
allocation in 1995. That was our concern. Anyway, I know that Mr, 
Price has an interest in this area, Mr, Price, would you like to ask 
a question or two? 

Mr. Price. I want to commend you for working with the Olympic 
Committee and encouraging cooperation from transit systems 
around the Country. 

That is one of the most encouraging aspects the way the local 
transit systems have prove flexible and worked with Atlanta to 
meet this extraordinary short-term need. It is not an opportunity 
that comes around too often. Enhancing the transportation in At- 
lanta will reflect well on our entire transportation system, our en- 
tire Country. We look forward to working with you on that. 

Mr. Linton. Thank you, Congressman Price. I think that is ex- 
actly the way we viewed it, and the transit properties that we have 
approached have viewed it the same way. 

It is their opportunity to contribute to the Atlanta event, not just 
because it is in Atlanta, but because it is a national event. It is our 
Olympics. It is our opportunity to showcase what we can do in 
America, and I think they have responded because of that. 

RIDERSHIP ESTIMATES 

Mr. Price [presiding]. Good. I will preside until the Chairman 
returns. 

I would like to raise a matter the GAO discussed this morning, 
on the efforts underway to improve anal3rtical capacity at the FTA. 

The GAO referred to the 1990 report, Urban Rail Transit 
Projects, Forecasts Versus Actual Ridership and costs. In that re- 
port, the FTA track record was not too impressive on ridership and 
cost estimates, the information on which some of these allocations 
were based. 
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The estimates' reasonableness have a lot to do with the reliabil- 
ity of the processes local decision makers use to develop and choose 
among alternative transit projects. They also have a lot to do with 
our funding decisions here. 

How has the FTA addressed the recommendations in this report, 
whether you have seen improvement, whether your ridership and 
cost estimates have improved since that 1990 report and specific 
examples you could give us of this. I raised with the GAO how this 
attempt to improve our analytical capacity, how that fit with the 
new planning process ISTEA established which of course involves 
a lot more players, a lot more sources of input, but does that plan- 
ning process pose special challenges? 

Does that pose special challenges to your attempt to improve the 
anal3rtical basis on which transit decisions are made? 

Mr. Linton. Thank you. The ISTEA legislation and the metro- 
politan planning organizations' (MPOs') new responsibilities, the 
new processes created through the joint planning regs signed by 
myself and Administrator Slater, are moving closer to where, at the 
local level, they are going to have to make more difficult and pre- 
cise decisions in terms of deciding which mode of transportation to 
use in the various corridors in the various areas of the country. 

It is a challenge because it now involves a number of new players 
who were not in this process before who also have new responsibil- 
ities. 

We had a number of outreach hearings around the country, 
meeting with mayors, MPOs, transit properties and others to try 
to examine how the ISTEA implementation process is going on in 
the various areas to see if we can learn from some of the trials and 
tribulations currently going on, and to see what we can do across 
DOT to respond to needs for improvement in those areas. 

It is also pretty clear that some MPOs are better prepared to 
handle the new responsibilities than others. There is probably a 
need for additional modeling techniques and tools so that they will 
have better precision tools for assessing ridership and being able 
to assess the impact of various transportation decisions that they 
will be making. We are hoping to support them in that regard. 

We are also looking to regroup and improve on our own invest- 
ment techniques. We are exploring making some investments in 
the Transportation Analysis and Simulation System (TRANSIMS) 
modeling to try to see if we can improve on our own modeling tech- 
niques. What we did learn from the 1990 study is that there is a 
need and also hopefully an opportunity to use resources to improve 
on that, and that we have a ways to go. 

It is pretty early now to determine whether or not the techniques 
that we have put in place since then and are continuing to put in 
place have resulted in better numbers. But we realize that there 
is a need for that, and we are working very hard in that direction. 

RIDERSHIP ESTIMATE IMPROVEMENTS 

Mr. Price. Can you point to improvements in those numbers? 

Mr. Linton. No, I cannot. I can only say that some of the more 
recent systems that have been up and running in — St. Louis, for 
one, have had some phenomenal results in terms of ridership num- 
bers. 
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We recognize the need for improvement and are putting in place 
a number of apparatuses and making investments of our research 
dollars as well as our planning dollars to try to see if we can shore 
up that area. 

PEER REVIEW 

Mr. Price. The GAO report put a good deal of stock in peer re- 
view efforts. How much of this is going on in-house? How much is 
contracted out? 

Mr. Linton. We are doing peer reviews on a number of specific 
projects. One that is very familiar to me is the Chicago circulator 
project where we have recently had two peer reviews. 

One recent review gave them some recommendations on align- 
ment of their routes and other changes that they can make that 
will make the system more cost effective and more responsive. We 
are using that in a number of corridors, particularly as people are 
beginning to do analysis on new systems. 

Maybe someone from my staff might be able to answer some oth- 
ers. 

Mr. McManus. We actually, Mr. Price, are doing peer reviews for 
every major new system project that is in the planning stage. 

Mr. Price. Is that new? 

Mr. McManus. Well, it has been going on for the past few years. 
What was not mentioned by the GAO this morning that I think is 
equally important is that we also retained a team of expert contrac- 
tors who review the ridership forecasts that are currently being 
produced and critique them. 

So in addition to peer reviews of folks from other properties, we 
also have expert contractors who are looking at the nitty-gritty and 
the detail to see to it that grantees are using the state-of-the-art 
in their demand forecasting. 

We do the same thing for cost estimation. So we have tried to 
hit at both variables that were called out in the Pickrell research 
in that way. 

ridership estimates' EFFECT ON PROJECTS 

Mr. Price. Now, as projects get closer to construction and oper- 
ation, the ridership and cost estimates become more realistic, more 
accurate. FTA has the authority to withdraw federal participation 
throughout the process. Has FTA withdrawn federal participation 
as ridership and cost estimates became both more accurate and 
more pessimistic? 

Mr. Linton. I guess I have to turn to someone who has a little 
more history than mine to respond to that question. To my knowl- 
edge, I am not aware of them. Perhaps Mr. McManus will respond. 

Mr. McManus. Well, we hold up the progression of the work 
from one development phase to another if we are not satisfied that 
the quality of work is up to snuff. We do that in the planning 
phase, and also in the design phase and the engineering phase. 

I can recall in the St. Louis project, for example, it was not plan- 
ning, it was the design phase where we held up work until they 
had adequate resources in place to produce the quality of prelimi- 
nary engineering that we wanted. So there is constant surveillance 
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by expert advisors to the agency as well as oversight by our own 
staff. 

Mr. Price. I am not suggesting pulling the rug out from under 
a project. We need to have accurate estimates from the beginning 
and to know what we are getting into as we go through the various 
stages. 

Mr. McManus. Well, we try to help. What we are trying to do 
is get the best use of our grant dollars by making sure that there 
is sufficient oversight to see that that happens. 

DISCRETIONARY GRANTS 

Mr. Price. Let me ask Mr. Linton to address the recommenda- 
tions for discretionary grants. You are experiencing budget dis- 
cipline. The discretionary grants have to come in under these 
spending caps, and so you are talking about a considerable reduc- 
tion, down 15 percent in the overall category from last year. 

But you are doing more than just reducing the spending in this 
area. You are also making priority decisions within the category. 
What kind of thinking went into those trade-offs? 

Rail modernization funding, $760 million, the same as fiscal year 
1994. New starts funding proposed at $400 million. That is a 57 
percent reduction from fiscal 1994. The bus money is down $30 mil- 
lion at $327 million, down $30 million, and you are emphasizing 
the section 9 funding for buses. What kind of thinking went into 
that allocation within the discretionary grant category? 

Mr. Linton. Let me just say that what you have described as the 
1995 budget areas for discretionary grants other than new starts 
is the same as it was in 1994. The $30 million difference in the sec- 
tion 3 bus has just been programmed differently in the area of liv- 
able communities, but is still in essence a section three. 

Mr. Price. Programmed differently in what sense? 

Mr. Linton. In terms of emphasis area. We want to emphasize 
investments in livable communities projects. They technically are 
still eligible for the same funding line, but that is just an emphasis 
area. 

So in that regard, the budget is pretty much similar to what it 
was in 1994. 

As you probably see, there has been a change in the area of new 
starts. Four hundred million dollars, which is our proposal, will en- 
able us to fund those projects that currently have full funding 
grant agreements in place. That is how we are currently utilizing 
those dollars. It is our feeling that those are projects that we have 
to emphasize so we use the $400 million to do that. 

We also recognize that there are some other projects that are in 
the pipeline. There are unobligated earmarks that are available for 
those projects that are not the five new start projects that we have 
identified for the $400 million. 

The biggest emphasis that we have provided is our belief that 
when you move towards fuller funding with section 9 money, that 
you provide the kind of capital support and expenditures that 
makes the section 3 bus application not as significant. When you 
put that money in formula grants, you provide an equal distribu- 
tion across the Nation where there is some dependable capital, ver- 
sus section 3 bus which normally tends to be targeted in response 
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to specific problems. By that infusion in section 9, we are in es- 
sence making a much more strategic investment. 

In the area of rail mod, we think that with that increased money 
in section 9, when you look at how section 9 money is spent across 
the country, significant amounts of that is also spent for rail modi- 
fication. So we think that we will help those areas with the in- 
creased money in section 9. 

LIVABLE COMMUNITIES 

Mr. Price. You are saying that the discretionary grants category 
shouldn't be looked at in isolation. It needs to be looked at with 
what you are doing in section 9. When you look at individual items, 
the trade-offs may not be what they appear. 

You mention this livable communities initiative. You say that 
picks up some of what we have done with the bus money earlier. 
What is the trade-off there? What is the link between them? What 
is new about this livable communities initiative? 

What is to be gained by packaging it this way and organizing the 
budget as you propose? What is new about the way you are doing 
it? 

Mr. Linton. Let me elaborate. What we have done by listing our 
budget this way with livable communities is putting programmatic 
emphasis on the allocation of those section 3 dollars. 

Case in point, if in fact I had this year $74 million of discre- 
tionary money left in our budget, we could have, in fact, packaged 
projects from that $74 million of discretionary money and adminis- 
tratively just programmed those dollars to emphasize livable com- 
munities projects. 

But what we are seeking to do here is to increase awareness of 
this approach, and to solicit the support and endorsement of the 
Congress for this policy direction that we would like to pursue in 
the FTA and Department of Transportation. 

JOBLINKS PROJECTS 

Mr. Price. Finally, let me ask you about a small program this 
Subcommittee supported, the Joblinks projects. I know this Admin- 
istration has emphasized improving the American's economic situa- 
tion, especially encouraging people to move off welfare and into the 
work place and to become self-sufficient. 

In many communities, transportation is an important ingredient, 
and often the critical element in a person's becoming self-sufficient 
and being able to take a given job. 

I would like you to give us a status report on that effort. There 
was a $1.5 million appropriation to start this national employment 
and transportation demonstration program. 

The idea was to test innovative ideas for helping underemployed 
and unemployed people get jobs through job training through im- 
proved transportation. Can you tell us where that effort stands? Do 
you plan to move it forward in this budget submission? 

Mr. Linton. Sure. We have, I think, identified — I think there are 
13 cities, for the Joblink projects. In fact, that was just done re- 
cently, I believe, and so we are in the process now of continuing 
negotiations towards the projects in those 13 cities. 
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We think the Joblinks Initiative, as you indicated, is very much 
aUgned with the administration's approach to providing opportuni- 
ties for emplojrment, access to job training, and as you indicated as 
well, we believe that transit plays a major role in that. 

So therefore we think this project, in concept, and we would hope 
£ifter it totally gets implemented, would definitely demonstrate that 
it is worthwhile, a good investment, and something that we would 
look to do as we continue over the next year or two. 

Mr. Price. What are the funding implications for this effort? 

Mr. Linton. I am willing to look at the project that we currently 
have in operation and entertain some thoughts to see whether or 
not, through our section 26 program, if we can accommodate that 
within our budget. 

Mr. Price. I would appreciate your furnishing for the record an 
update, as you did in last year's hearing, about the contract ar- 
rangement under which you are operating with the Community 
Transportation Association of America, the contracting organiza- 
tion, the sites that have been selected and details on the tech- 
niques and strategies you are experimenting with in different set- 
tings. 

I understand you are talking about some urban settings, some 
rural settings and some in between. We are eager to work with you 
on that. 

Mr. Linton. We would be glad to provide the information to you 
and the other Members of the Committee and we look forward to 
continuing to work with you. I know of your interest in this area 
and we think, as you do, it is a good project and we look forward 
to providing you with that information. 

[The information follows:! 

The Joblinks Review Board has selected the final grantees for funding in the 
Joblinks Emplojmient Transportation Initiative. The selected sites have been for- 
warded to the Department of Labor for 13(c) certification. CTAA has been working 
with Amalgamated Transit Union (ATU) in order to expedite this process. We are 
hopeful that this effort of cooperation between CTAA and ATU will be a break- 
through in our effort to speed up the 13(c) certification process. The proposals cover 
a broad range of activities such as volunteer van, brokerage, and van pool projects. 
These projects will be demonstrated in urban, suburban and rural areas. Although 
FTA has dealt with these concepts in the past, we have seldom worked with social 
services agencies, etc., in connection with job training programs. 

The sites selected are: 

North Carolina: Cities — Raleigh, KannapoUs and Concord; Counties — Cabarrus, 
Cleveland, Polk and Rutherford. 

Oregon: City — Portland; County — Douglas. 

Arkansas: Cities — Pine Bluff and Blytheville; Counties— Jefferson, Chicot, Desha 
and Lincoln. 

California: City — Fresno; County — Los Angeles. 

Kentucky: City — Louisville; Counties — Harlan, Jackson, Knott, Leslie, Letcher 
and Perry. 

Michigan: City— Detroit; Counties— Chippewa, Mackinac, Alger, Delta, Marquette, 
Schoolcraft and Luce. 

We are currently working with the Department of Labor to expedite section 13(c) 
clearance. 

HEALTH CARE ACCESS 

Mr. Price. I just think transportation is a critical link in these 
emplo5rment efforts, just as it is in our health care efforts. So often 
we find that the missing link is that people simply can't get where 
they need to go to take advantage of what is available to them. 



724 



Mr. Linton. Absolutely. I think the Surgeon Greneral made ref- 
erence recently to the point that when we talk about national 
health care in this country, that it is access to that health care that 
is so vital for many parts of our nation. Transportation, and espe- 
cially in the rural areas, is a major link to medical facilities as well 
as doctors. Transit has to be an integral part of access to health 
care in this country. 

Mr. Price. I would say especially in the rural areas that has cer- 
tainly been our experience in North Carolina. 

Mr. Wolf. 

WAGE AND BENEFITS COMPARISON 

Mr. Wolf. Thank you, Mr. Chairman. Hello again, Mr. Linton. 
Welcome back. I have some questions. To follow up on a question 
I was asking with regard to Metro, if you could be helpful or your 
staff could give us comparison data of wages — and I am sure you 
have this all so it probably won't be very difficult, but as quickly 
as possible, wages, benefits in addition to salaries, and give us 
maybe in the top 100 — ^the list that I was reading goes down to 
maybe more than that. 

This may actually be your list. 

If we could get the hourly benefit package because the benefit 
package could be very important. This great debate on health care, 
I think people want good health care, all these things. So when I 
meet with Metro, I can talk to them just to kind of get a better 
sense. 

I would not like to put this burden on Metro because they would 
have to go out to the other transit systems that you already deal 
with. 

Mr. Linton. Sure, Mr. Congressman. 

Mr. Wolf. Also if we could look at the cost per ride of— now, that 
may be a little difficult. For instance, on the SEPTA system, if you 
get on at 74th and Woodland and take it all the way in and then 
transfer and go all the way up to Olney, is that one price as well 
as 

Mr. Linton. One fare plus probably a transfer. 
' Mr. Wolf. What would that cost? Roughly. You don't have to 
give me the — ^that is not important. I am just trying to get a sense 
of how that would compare if somebody from Oakton getting on the 
Vienna stop going up, and then be working in New Carrollton, just 
sort of get some sense. 

And I know you will have a little difficulty because different sys- 
tems go per mile and things like that. 

New York I think has a flat rate. Mr. Downey told me that. But 
if I could get some kind of comparison there, I would appreciate it. 

[The information follows:] 

One way to make a clear comparison is to look at the amount of fare revenue col- 
lected per passenger mile. This is an indicator of the overall level of fares being 
charged, and controls for the number of transfers required (and whether transfers 
are free or require a separate payment), different fares being charged on different 
modes, and distance based fares. The following table compares the average fare rev- 
enue per passenger mile in 1992 for transit operators with more than 250 vehicles: 
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Operator 


Number of 
Vehicles 


Fare Revenue 


Passenger Miles 


Fare Revenue 

Per Passenger 

Mile 


NJ Transit (Contract) 


487 


$67,656,950 


258,012,200 


$0,262 


Buffalo-NfFTA 


331 


$22,624,014 


92,561,200 


$0,244 


NY-MTA-MSBA 


253 


$28,104,866 


119,302,100 


$0,236 


NY-MTA-NYCTA 


7,973 


$1,596,292,337 


7,487,981,100 


$0,213 


Port Authority-PATH 


285 


$55,678,792 


268,417,300 


$0,207 


Philadelphia-SEPTA 


1,964 


$262,736,751 


1,268,755,100 


$0,207 


Chicago-RTA-CTA 


2,957 


$352,161,594 


1,725,945,200 


$0,204 


New Jersey Transit 


2,251 


$339,466,461 


1,754,210,900 


$0,194 


Milwaukee-County 


458 


$29,459,784 


155,765,300 


$0,189 


Baltimore-Maryland DOT 


859 


$67,504,611 


358,604,900 


$0,188 


Washington-WMATA 


1,970 


$293,144,852 


1,558,737,700 


$0,188 


New Orleans-RTA 


418 


$34,730,389 


193,962,000 


$0,179 


San Francisco-Muni 


844 


$82,508,400 


462,553,600 


$0,178 


Pittsburgh-PAT 


820 


$50,124,332 


281,427,900 


$0,178 


San Diego Transit 


273 


$23,710,726 


149,649,500 


$0,158 


Cleveland-RTA 


749 


$37,970,769 


243,226,100 


$0,156 


Miami-MDTA 


747 


$53,869,679 


348,896,700 


$0,154 


Madison-MMT 


283 


$5,174,792 


33,979,100 


$0,152 


Kansas City-KCATA 


282 


$8,046,732 


53,392,600 


$0,151 


NY-MTA-Metro-North RR 


706 


$231,373,350 


1,581,016,500 


$0,146 


Minneapolis-St. Paul-MTC 


869 


$41,028,539 


286,341,900 


$0,143 


LA-OCTA 


646 


$28,941,254 


207,151,600 


$0,140 


Oakland-AC Transit 


614 


$33,766,516 


244,097,500 


$0,138 


Boston-MBTA 


1,848 


$167,049,788 


1,216,482,000 


$0,137 


LA-SCRTD 


1,933 


$222,108,058 


1,641,705,700 


$0,135 
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Operator 


Number of 
Vehicles 


Fare Revenue 


Passenger Miles 


Fare Revenue 

Per Passenger 

Mile 


Columbus-COTA 


298 


$11,347,399 


86,480,800 


$0,131 


Detroit-SMART 


367 


$10,158,731 


78,166,400 


$0,130 


NY-MTA-LIRR 


947 


$282,844,440 


2,230,412,200 


$0,127 


St. Louis-Bi-State 


620 


$22,921,328 


180,806,700 


$0,127 


Portland-Tri-Met 


533 


$27,061,419 


224,415,200 


$0,121 


Chicago-Metra/C&NW RR 


277 


$56,561,529 


498,516,100 


$0,113 


Detroit-D-DOT 


474 


$31,394,374 


279,459,500 


$0,112 


Dallas-DART 


804 


$21,723,511 


196,214,900 


$0,111 


Chicago-RTA-Metra 


416 


$67,199,120 


629,877,400 


$0,107 


San Francisco-BART 


450 


$98,541,870 


935,522.900 


$0,105 


AUanta-MARTA 


729 


$60,249,281 


574,172,000 


$0,105 


SF-SamTrans 


270 


$10,629,995 


104,319,200 


$0,102 


Chicago-RTA-Pace 


993 


$20,363,182 


208,176,100 


$0,098 


Houston-Metro 


1,113 


$45,641,981 


469,091,900 


$0,097 


Dayton-RTA 


250 


$5,181,623 


54,105,800 


$0,096 


SF-Golden Gate 


250 


$15,745,554 


165,210,600 


$0,095 


Seattle-Metro 


1,724 


$45,926,680 


482,460,200 


$0,095 


Denver-RTD 


686 


$22,749,599 


240,549,500 


$0,095 


Phoenix-Phoenix TS/ATC 


274 


$12,154,014 


133,324,100 


$0,091 


San Jose-SCCTD 


449 


$18,701,794 


217,994,800 


$0,086 


Tacoma-Pierce Transit 


257 


$4,740,478 


57,963,600 


$0,082 


Cincinnati-SORTA 


351 


$11,557,046 


142,350,800 


$0,081 


San Antonio- VIA 


690 


$12,965,021 


161,862,600 


$0,080 


Austin-Capital Metro 


350 


$6,445,505 


90,588,500 


$0,071 


Louisville-TARC 


275 


$5,108,524 


72,025,200 


$0,071 


Salt Lake City-UTA 


464 


$7,927,261 


134,870,300 


$0,059 


Honolulu-DOT 


415 


$19,537,823 


341,986,200 


$0,057 
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INSPECTOR GENERAL REPORTS 

Mr. Wolf. The other question is more a request than a question 
and we talked about it and I appreciate Secretary Pefia — I under- 
stand he has followed through on this, but I think it is important 
that you read all the IG reports that come in because a lot of them 
are good. So I think that would be helpful if you or your top people 
look at them. 

ATLANTA OLYMPICS 

The third thing is on the Atlanta request, and some people came 
by to see me, former Congressman Lindsey Thomas was here ear- 
lier, I am sure he had to leave. Originally, I had heard the concept 
was new buses and now they are trying to sell a different approach 
for the Ol5rmpics. 

They seemed to indicate that you were somewhat supportive of 
that. Could you give the Committee the details? Is that the best 
way to go? If we want to help them out, is that the best way to 
go or 

Mr. Linton. I will comment for you, Mr. Congressman. The ques- 
tion was asked earlier but 

Mr. Wolf. I am so sorry. 

Mr. Linton. I can talk about the Olympics all day long, so I am 
very happy to do that. 

Mr. Wolf. It sounds like you have a pretty good plan. 

Mr. Linton. I think we do. We are working very closely with 
them on an ongoing basis. We will try to get transit properties 
around the country to deliver 2,000 buses to Atlanta. A substantial 
portion of those buses will be new buses. A small portion of those 
buses will be nearly new buses, but all in top flight shape so that 
we can be very proud when two-thirds of the world is watching 
what is going on in our country. 

To date we have gotten tremendous support from both general 
managers as well as the associate members of APTA, i.e., the man- 
ufacturers and suppliers. We have also been working and having 
discussions with many members of the unions as well, because we 
also need about 3,000 drivers and over 150 mechanics in addition 
to the 2,000 buses. 

So we are working very strongly to make sure that we all can 
be proud of what goes on in Atlanta in 1996. I think we have a 
good approach, and I see some real signs of success. 

Mr. Wolf. But specifically what are they asking for? And do you 
agree with what they are asking for, the specific way of putting it 
together? They are asking for basically an earmark of $15 million. 
Or are you prepared to take it out of your — I am just trying to see 
how can we help. 

I think from what they told me, there are some good rationale 
to it and they make a good case. I am just trying to think of how— 
what is the best way to do it to make sure that we limit the liabil- 
ity, limit the government's responsibility, and do as much as we 
possibly can to make sure that the taxpayer is protected, should it 
be approved and I haven't made up my mind whether I am for it 
or not. I just want to gain the expertise of FTA on it. 
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Mr. Linton. At this point we are working with OMB to try to 
move towards our 1996 budget, to accommodate some of the costs 
that are going to be involved in this project. 

It is clear that by getting the cooperation from the transit prop- 
erties around the country and having them in essence lend 2,000 
vehicles, the costs and the numbers that we are looking at are 
much less than they would be if we made any effort to try to pur- 
chase or lease or whatever would be necessary to provide that kind 
of transportation service. 

I think the approach is a sound one. The Atlanta Oljrmpic Com- 
mittee are indicating they need to supply funds for insurance for 
the vehicles while they are there, monies to operate the buses, and 
maintenance costs for the vehicles while they are there. We have 
to make sure that we have transportation costs, if vehicles have to 
be transported from their properties to Atlanta and returned. 

I think all of the costs that they are discussing are reasonable 
ones, but we will be working with OMB to make sure that we have 
a proposal to the Congress and hopefully that will make that event 
successful. 

Mr. Wolf. So you don't look for this cycle, this budget year to 
deal with that issue then? 

Mr. Linton. We are not at this point. Our 1995 budget as we are 
presenting it at this point does not provide for resources for the 
Olympic games in 1996. 

Mr. Wolf. Well, but if you didn't do it in this cycle, would they 
be able to catch it in time? 

Mr. Linton. Congressman Carr raised some concerns early on 
about whether or not 1996 would be timely. So in my discussions 
with the representatives of ACOG, I expressed my belief that we 
would probably have to do this in 1996. They felt, based upon what 
the costs were for, that they would be able to operate with a 1996 
budget. 

Mr. Wolf. I didn't know. I didn't know that. 

Mr. Linton. But I do understand that Congressman Carr has ex- 
pressed some other concerns. 

ATLANTA OLYMPICS BUSES 

Mr. Wolf. Okay. Well, you probably ought to talk to the Com- 
mittee as well as OMB. The longer you are here, you are going to 
dislike OMB more and more as the time goes on. I used to be with 
a Cabinet Secretary and Friday afternoons at 4:30 or 5 o'clock they 
always were changing things. So the Committee probably ought to 
be involved a little bit with what you are talking with them on. 

It was a different approach than what I originally thought they 
were talking about, getting all new buses before they are delivered, 
having them come down there. They have apparently changed it. 
Before I support it — again, I am not for it and I am not against it — 
I want to hear from FTA as to your feelings, is this the very, very 
best way? 

How do we reduce the liability? What do we do to make sure the 
taxpayer is protected if this is even done? And I think if you do it 
in that following fiscal year, you are really going to have a problem, 
but maybe that would be okay. But if you could be talking to us. 
Have they given you any paper to look at? 
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Mr. Linton. Sure, and we have been reviewing their plans and 
making suggestions as well, and I and my staff would be very 
happy to come meet with you or any other Members of the commit- 
tee and give you a personal briefing on what we are doing. 

Mr. Wolf. Once you finish with them, maybe you could do that, 
just tell us how it looks and tell us what you think the costs will 
be and if there is a way for it to be done that you feel comfortable 
with. 

Mr. Linton. Okay. 

NEW TECHNOLOGY 

Mr. Wolf. The last question is kind of an open-ended question. 
Is there anything new and exciting taking place out there that we 
are not reading about as far as a new system that is developing, 
or is there any new technology that is being worked on, either here 
in the U.S. or abroad that would have the effect of reducing capital 
costs and moving more people, safer, cleaner, more efficient? Is 
there anything happening? 

Mr. Linton. I think there are a number of things that we are 
excited about. One is there is a lot of discussion about GPS, global 
positioning systems. It is basically a satellite and defense tech- 
nology, but it is being used a lot now in terms of fleet management, 
and we have some properties that are beginning to experiment 
with that. 

It would be very helpful in giving riders real time information on 
when vehicles are going to arrive at locations. We are looking 
to 

Mr. Wolf. How would you do that? The fact is, there was some- 
thing I was going to raise with Metro tomorrow and maybe you 
could help us and be part of that. It seems that when the Metro 
train is leaving downtown Washington and pulling up at the West 
Falls Church stop, about a minute before it pulls up to the West 
Falls Church stop, the buses, the commuter buses leave to go to 
Reston, and it just seems to happen that way over and over and 
over. If there could be some communication and s3rnchronization 
through rVHS that the train is coming in the station, so the bus 
leaves five minutes after the train or three minutes after the train, 
because when they get off the Metro, they just rush down there 
and get on. 

Something like that could save a lot of money, save a lot of time, 
and increase ridership, because now you get off and have a 15 
minute wait on the ramp. You say, it is not worth it; I will get 
somebody to pick me up. Maybe I will drive tomorrow. 

Do you have any ideas? Maybe we could use Metro as pilot or 
something like that. 

Mr. Linton. That is exactly the kind of information that can be 
provided through both the GPS, global positioning systems, as well 
as the Advanded Public Transportation Systems (APTS), which is 
the public transportation aspect of Intelligent Vehicle-Highway 
Systems (IVHS). It provides real-time information, centralized co- 
ordination. 

It gives the transit properties a way of making sure that they 
have very reliable and precise fleet management. We do have sys- 
tems now who are beginning to adopt that. We are spending our 
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research money in pursuing a number of projects in that area. We 
think it has major benefits for us. 

Another project that I think is going on along right here in 
Washington, D.C. is the use of proximity cards. 

Mr. Wolf. What are they? 

Mr. Linton. Farecards that are put close to a device that can 
read and deduct fares from the card. 

Mr. Wolf. So you would get a $100 card? I don't follow you, 

Mr. Linton. You have a proximity card that you can hold up to 
the device that reads the card. 

Mr. Wolf. Rather than putting it in the farecard — similar to all 
cards going into toll booths? 

Mr. Linton. And right here in WMATA, I think they are starting 
this month, in fact, with a proximity card that will allow one to go 
from the parking lot to the rail system to the bus with one card, 
and the card will deduct the fare from each one of those venues 
each time you use it. 

Mr. Wolf. System wide? 

Mr. Linton. Yes, sir. 

Mr. Wolf. Will you be able to put it in somewhere and see how 
much you have left on it, some way to read it? 

Mr. Linton. That is right. Even in fact if you were to lose the 
card, the amount that was registered in the card at the time it was 
lost, they would know and it can be replaced. 

Mr. Wolf. If somebody else hasn't used it. 

Mr. Linton. I think you can call and they can cancel. 

Mr, Wolf. Like a credit card? 

Mr. Linton. So that is something that we have. They will be 
starting I think this month in the demonstration and expansion 
here in the WMATA system, and we are doing those kinds of 
projects in other places in the country as well. 

Mr. Wolf. If you have any other ideas, or any of your staff, with 
regard to what could be done, particularly I think we have 
WMATA here, and we would certainly put a sufficient amount of 
money in there, but if there are some ideas — we are not talking 
about dollars frankly, but ideas that they could be doing that are 
being done in other areas that move people quicker, that make 
mass transit safer, more efficient, things like that, I would appre- 
ciate knowing. 

And if you think you actually have a significant number, al- 
though I am sure they have good people following what is going on, 
we can get your people and WMATA people to sit down together. 

I think that is basically it. I have a couple other questions I will 
submit for the record, but I appreciate your testimony very, very 
much and appreciate your staff, 

Mr. Linton. Thank you. 

grants management 

Mr, Wolf. The GAO identified serious shortcomings in the FTA's 
oversight of grantees that allowed waste, abuse, and mismanage- 
ment in its active grants. As a result, in 1992, FTA initiated an ac- 
tion plan to correct the pervasive problems in its oversight func- 
tion. 



731 



In a January 1992 report to the Grovernment Operations Commit- 
tee, GAO expressed its frustrations with FTA by stating that: "FTA 
has allowed this waste and mismanagement to continue. However, 
GAO's work shows that the problem goes much deeper — to FTA's 
laissez-faire oversight philosophy and its unwillingness to enforce 
corrective actions." 

Would you please bring the Committee up to date on the status 
of this action plan. 

[The information follows:] 

Since 1989, FTA has made a number of changes in its oversight program that 
have improved our oversight and we believe satisfy the OIG and GAO concerns. 
FTA is working with 0MB, the GAO and the Office of the Secretary to implement 
an organization-wide structural and procedural change that addresses OMB's one 
remaining concern in order for the agency to be eligible for removal from the 0MB 
High Risk category. A task force has been estabUshed to address the reorganization 
and they have been instructed to report by midsummer. Some of the actions taken 
since 1989 to address the OIG and GAO concerns include: the dedication of more 
than the equivalent of 79 full time employees through contractor resources provided 
under section 23; increased the resources devoted specifically to oversight functions 
with the reassignment of 40 FTE staff positions in the regions; and instituted a 
grantee risk determination process to assess the relative risk to each grantee's po- 
tential noncompliance with statutory and administrative program requirements. In 
order to not lose momentum, FTA has established several programs to prepare 
grantees for triennial reviews, financial management oversight reviews and to pro- 
vide technical assistance in competitive procurement procedures. 

SAVINGS OR RECOVERIES 

Mr. Wolf. Are you able to quantify any successes you may have 
achieved through any recovered funds or savings? Do you have any 
benchmark examples which could provide the Committee some 
comfort level that FTA is getting its arms around this problem? 

[The information follows:] 

Just some of the examples of FTA's recovery of funds include: The Greater Cleve- 
land Regional Transit Administration recently refiinded FTA $379,824 to cover the 
early retirement of buses; in September 1993, BART paid $863,344 in interest 
charges for an erroneous drawdown — the principal had been paid long before; and 
$86,851 was recovered from the MTDB in October 1993 for premature removal of 
buses fi"om service. Examples of recoveries that resulted from the triennial review 
include $1,000,000 at AC Transit. The $1,000,000 will be used to reduce federal dol- 
lars in new bus buys and $15,725 at Tri-Met of disposal for excess property. In the 
PMO program, more than $2,000,000 have been saved as a result of finding project 
costs not eligible for FTA participation at the E. St. Louis Metorlink. While these 
examples are not benchmark, they are routine and demonstrate FTA's commitment 
to the issue. 

GRANTEES' ACCOUNTABILITY 

Mr. Wolf. Has the above cited "laissez-faire" approach been re- 
placed with one that firmly holds grantees accountable for adher- 
ence to grant provisions? 

[The information follows:] 

We share your concern with ensuring compliance with federal requirements and 
the proper use of funds. Although PTA's past oversight was fiilly consistent with ap- 
plicable laws, regulations and other federal directives, we have enlisted our avail- 
able resources to greatly and effectively improve our oversight in the grants man- 
agement area. For example, in the area of the triennial review, we have developed 
a handbook that may be used by contractors or regional staff in the performance 
of the triennial review that provides in-depth descriptions of the statutory and ad- 
ministrative requirements covered by the reviews. Additionally, the handbook re- 
quires sampling and testing in the areas that have been of concern to the OIG and 
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the GAO such as competitive procurement, inventory control and maintenance. The 
issue of documentation is covered in the handbook by providing a list of common 
examples. Additionally, FTA has developed draft guidance for the regional staff on 
the use of remedies or sanctions to bring grantees into full compliance with statu- 
tory and administrative requirements. FTA's current initiatives are consistent with 
the philosophy that recognizes the integrity of local officials performing their legiti- 
mate roles in meeting transportation needs. 

CONGESTION RELIEF 

Mr. Wolf. In your budget justifications, you indicate that of the 
total $2.69 biUion requested for section 9 Urban Formula Grants, 
10 percent will be set aside from each area's apportionment for a 
new program, "Congestion Relief Transit Incentive Grants." You in- 
dicate that qualifying grantees will have to certify that the funds 
will be used for congestion mitigation activities. 

Can you tell the Committee exactly what types of activities 
would be eligible for funding under this program, or perhaps even 
give some examples? 

[The information follows:] 

These funds will be made available to each urban area or state if the area or state 
can demonstrate that the proposed project will contribute to decreased traffic con- 
gestion in the urban area. The criteria are types of projects that are pairt of the traf- 
fic congestion strategies are required by 49 CFR Part 614, management and mon- 
itoring systems; DOT interim rule. Examples of a traffic congestion strategy include, 
but are not limited to: (1) transportation demand management measures; (2) meas- 
vu-es to encourage high occupancy vehicle (HOV) use, i.e., ridesharing/vanpooling; (3) 
public transit capital improvements; and (4) purchase of systems to improve transit 
operations, i.e., traffic signal preemption for buses. 

Mr. Wolf. How exactly will this program work? 10 percent of 
each urban area's section 9 allocation will be set aside, correct? 
And what agency will make the grant award — FTA, the state, the 
local MPO? 

[The information follows:] 

Yes, the 1995 apportionment notice published in the Federal Register will show 
a 10 percent set-aside from each urbanized area over 50,000 in population, or the 
appropriate governors apportionment by state. Incentive grant funds can be used for 
any eligible section 9 project that would alleviate traffic congestion in the urban 
area. Grants will be awarded by FTA and each grantee will certify as part of its 
section 9 grant application that the project proposed for funding will contribute to 
decreased traffic congestion in the urban area. 

ADA COSTS 

Mr. Price. The question of ADA compliance costs has come up 
today generally in connection with the budget proposals for transit 
operating costs. I would like to revisit that. 

Determining the true cost of complying with the Americans With 
Disabilities Act remains an elusive task. Responses to questions in 
last year's hearing indicate total estimated compliance costs for the 
next five years of $945 million, including approximately $700 mil- 
lion for paratransit. 

The American Public Transit Association has estimated ADA 
compliance costs are between $693 million and $1 billion. The Gen- 
eral Accounting Office in March 11th, 1994 report estimates the 
compliance costs to be $920 million annually for the five-year phase 
in period. 
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Based on your analysis of transit agencies updated paratransit 
plans, what is your best estimate of the cost to comply with the 
Americans with Disabilities Act? 

Mr. Linton. I think the best numbers that we currently have re- 
flect an annual cost of about $932 million. That includes both oper- 
ating as well as capital, and I think the capital area approaches 
$279 million and the operating is $653. 

Mr. Price. The GAO determined the average cost of a para- 
transit trip for the 12 agencies they visited to be $11.63. That com- 
pares to a national average of $1.75 for a fixed route service trip, 
according to an APTA estimate. Do those figures sound accurate? 

Mr. Linton. I am not sure about the per trip cost. I know that 
for paratransit, the annual operating costs that we are projecting 
are in the area of $700 million, and approximately $600 million of 
that is in operating and $100 million in capital. 

The paratransit cost is much costlier than the fixed route of 
course, and I think one of the things that we need to encourage and 
one of the things that will happen as a result of increased invest- 
ment in the capital side is that we will have fixed route systems 
that will be better lift equipped. Many of the properties will now 
be even purchasing low floor buses. Hopefully with that, some of 
those who are using paratransit can be diverted to the fixed route 
system. 

I know that was always an effort on our part when I was on the 
board of SEPTA to try to reduce the paratransit by trying to en- 
courage as many people as possible to use fixed route systems, and 
as you update the equipment on those systems, they can better ac- 
commodate those individuals. 

Mr. Price. As you review this, if it turns out those estimates 
vary considerably from the figures you are using to estimate overall 
costs, I would appreciate your furnishing that information for the 
record. 

APTA has also estimated the additional cost to comply with the 
Clean Air Act will further burden transit agencies by about $57 
million annually, mostly for fuel expenses. Does that sound about 
right? 

Mr. Linton. Well, I think our current efforts indicate about $265 
million will be the total annual effort on the Clean Air Act. 

operating assistance reduction 

Mr. Price. You see where we are going with this. At the same 
time the federal government has placed these generally unfunded 
mandates on transit agencies the administration budget would re- 
duce operating assistance. 

Now, it is all relative. Had Mr. Kasich's budget passed, we would 
have wiped out operating assistance altogether. Still, the Adminis- 
tration's proposal is going to pose a considerable difficulty for sys- 
tems struggling to cope with these costs. One might have expected 
to see some increase in operating assistance to offset the additional 
requirements. 

You have stated the logic that goes into the trade-off you have 
posed between operating and investment funding. What do we say 
to local agencies struggling to keep up with essentially federal re- 
quirements? 
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Mr. Linton. Mr. Chairman, I wish I could have a very nice and 
quiet and easy answer to that question. All I can say is that we 
understand the costs that have occurred in regards to this and that 
agencies are going to have to make tough choices. As I said to your 
colleague, Representative Foglietta, we had to make tough choices 
as well, and I wish that we didn't, but it is clear that we have 
budget caps that we have to respond to, and we also are trying 
once again to be consistent with the President's mission of invest- 
ing in the infrastructure. There was no other way we could ap- 
proach this from our view in terms of accomplishing both of those 
challenges without the approach that we took. 

As I said, I sat on the board of a transit property and had to 
struggle with decisions that we had to make regarding budget cuts, 
trying to accommodate reductions. They are tough, and they were 
tough for me to make, but I made them and 

PARATRANSIT COSTS 

Mr. Price. Let's turn to choices for local systems. The GAO re- 
port says. 

Officials at nine of the twelve transit agencies visited told us that higher para- 
transit costs in the absence of new funding could force them to reduce existing fixed 
route service or delay planned service expansion in order to make additional funding 
available for paratransit service. In the absence of additional funds from federal, 
state or local sovirces, transit officials said they would also have to request options 
such as, (1) restricting paratransit service to those persons who meet the ADA's cri- 
teria; (2) requesting a waiver to delay full compliance with the ADA, and (3) increas- 
ing fares for all service. 

How likely is this? How seriously do you take the possibility that 
the transit agencies would have to resort to one or niore of these 
options? 

Mr. Linton. I think what was not mentioned in those comments 
was pursuing the options of making trade-offs. They mention the 
absence of having additional state or local or federal funds, but 
what we are providing is additional federal funds. 

Some of the properties will have to make, as I indicated earlier, 
trade-offs with some of the other partners who are responsible for 
subsidies. That includes local and state government. There may be 
possibilities for increased operating support from local governments 
in exchange for the infusion of dollars that we are providing in cap- 
ital. They could try to restructure their budgets in that way. 

All our buses that are now being purchased are lift equipped. As 
you begin to purchase low floor vehicles, it is my belief that some 
of the estimated costs of the paratransit service will also be re- 
duced. 

Over the years, we have gotten closer to the numbers and looked 
at the plans that the properties are presenting to us. There has 
been some fluctuation in those costs, and I think we will continue 
to see some as fluctuation. 

ADA waiver requests 

Mr. Price. How many transit agencies have already requested 
waivers from full and timely compliance with the ADA. 
Mr. Linton. I don't have that offhand. 
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Mr. McManus. For paratransit plans we have only had two re- 
quests because they are not at the point where they need to re- 
quest waivers. They have until 1997 to comply, and we have had 
requests for time extensions for compliance with the accessibility 
requirements of the key stations, but not waiver requests. 

Mr. Price. How many might be considering requests for waivers? 

Mr. McManus. Not yet, no. 

Mr. Price. It is an option some of these agency officials fear they 
may have to resort to. They take it pretty seriously. 

Responses to questions asked during last year's hearing said 
ADA compliance costs appear to fall disproportionately on smaller 
transit systems. According to the FTA information, ADA compli- 
ance costs, both capital and operating, range from two to six per- 
cent for systems with populations greater than one million. For 
smaller systems, those serving populations under 50,000, compli- 
ance costs range from ten to 20 percent of total costs. 

As you pointed out very effectively this morning, smaller systems 
are the ones most dependent on Federal operating assistance. Does 
this raise further questions about the proposal to cut these operat- 
ing subsidies? 

Mr. Linton. One of the areas of our budget where there has been 
a significant increase has been for the small systems, section 18. 
They will get a significant increase, and we have an increase of $24 
million over our fiscal year 1994 budget. 

That is an area of money in which they can use for both operat- 
ing as well as capital and they, in fact, would get some help in the 
area of providing additional services for ADA compliance. 

PARATRANSIT TRIPS 

Mr. Price. Does ADA limit the number of paratransit trips an 
individual may request? 

Mr. Linton. I don't think there are any. 

Mr. McManus. It has to be comparable to the regular service. 

Mr. Price. The FTA noted in last year's hearing, on page 954 of 
the transcript, an individual who averages only six to seven para- 
transit trips per month costs the transit authority almost $1,000 
per year. 

Would transporting an individual to and from work each day cost 
the transit authority more than $6,000 or $7,000. 

Mr. Linton. I don't know if the figures are accurate, but I can 
say that there are no limits on the number of trips that an individ- 
ual can make on paratransit. We don't impose any limits. 

Mr. Price. Mr. DeLay, welcome back. 

HOUSTON metro 

Mr. DeLay. Thank you. Thank you very much. I am terribly 
sorry I missed this afternoon. 

These Committee hearings are all going on at the same time. I 
have been over at VA/HUD appropriations and EPA is up there, 
and I have got a Superfund site, so it is very important for me to 
be over there too. This is also important, and I wanted to ask you 
a couple of questions on the Houston Metro, and then ask you a — 
sort of a philosophical question. 
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Your 3(j) report finally arrived at my office this past Monday 
afternoon. After reviewing it with our Metro general manager, Bob 
MacLennan, there is, I think, a misstatement that should be clari- 
fied. The FTA states that Houston's capital financing commitment 
is rated medium, and the FTA contends, and I quote out of the re- 
port, "Metro is being asked to pay for an increasing amount of non- 
transit tasks, such as city police work and street construction and 
the Metro board chairman has announced that Metro's reserves 
will be reduced from $503 million in 1993 to $68 million in 1997. 
Nevertheless, Metro should be able to finance the project and its 
existing system without incurring any debt," close quote. 

Now, yesterday in a letter to you, Mr. Linton, General Manager 
MacLennan pointed out that this wasn't the case, and I quote, for 
the record. 

The fact is that $330 miUion, or 76 percent of the $435 million reduction in the 
capital reserve account referenced in this sentence is for the implementation of the 
regional bus plan. The regional bus plan is being fiinded at a net 50 percent local 
share and the drawdown of the capital reserve account reflects Metro's substantial 
local funding commitments to its mass transit program. Indeed, the capital reserve 
was created to provide the local match for such transit-related activities without 
borrowing and it is being used for this purpose. Further, Metro always has and re- 
mains committed to and is financially capable of fully funding all operating and 
maintenance costs of its transit systems with local revenues. 

Would you care to comment on MacLennan's clarification? 

Mr. Linton. I would like to meet with the general manager. I am 
kind of surprised by that because from my understanding the pro- 
files of our 3(j) reports were provided to the properties for com- 
ment, and I would have thought if that process is being honored, 
that this information would have been provided once those profiles 
were provided. 

Mr. DeLay. Well, I would have to check and see what was pro- 
vided and why we had the cross communication. 

Mr. Linton. But I would like to examine that discrepancy and 
find out what the problem is, and see if we can 

Mr. DeLay. I would appreciate that. And could you provide the 
answer for the record? 

Mr. Linton. Sure. 

[The information follows:] 

Although Houston Metro has an extremely large capital reserve, FTA continues 
to be concerned over Metro's ability to pay for 50 percent of the $1 billion Regional 
Bus Plan (RBP) and therefore continues to believe that a rating of "medium" is ap- 
propriate for both the capital financing plan and the stability and reliability of the 
operating plan. FTA is concerned because Metro has made significant commitments 
to fund the capital costs of non-transit projects such as local street improvements 
and to fund non-transit services such as police salaries which could impact Metro's 
ability to pay for the capital and operating costs of the RBP. Between 1993 and 1997 
operating cots of Metro's transit and non-transit commitments wiU exceed incoming 
revenues, which wdll require Metro to use capital reserves to pay for the unfunded 
gap in operating costs. 

In 1993 Metro had $503 million in capital reserves. By 1997 these capital reserves 
will be reduced by $435 million to $68 million. Metro's general manager has stated 
that $330 million of the reduction in reserves will go for the RBP including those 
elements which will receive FTA funding, the rest will go for other transit and non- 
transit capital and operating costs. After 1997, in order to complete its $500 million 
local share of the RBP, Metro will need an additional $170 million for capital costs 
of the RBP, but only $68 milUon wovild remain in reserves. Therefore, if current 
trends continue, Metro will not be in a position to ftind the rest of its commitment 
to the RBP. 
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3(j) REPORT RATINGS, ON NEW STARTS AND EXTENSIONS 

Mr. DeLay. I would appreciate it. I have got a chart here out of 
the 3(j) report. This is it here, Table 2. It is very interesting. I no- 
ticed the — there are relatively few ratings of high in this chart, the 
summary of 1995 new start ratings where you have high, medium 
and low or low, medium and low. 

In fact, out of the 50 that actually have a financial commitment 
rating, only nine have a rating of high. This is less than 20 percent 
of all the projects on the books to date. 

Now, Houston has a dedicated one percent sales taix. It asks for 
absolutely no federal operating subsidies. It has a cost per new 
rider index of $2.64, which is the lowest of all the projects, I think, 
looking at this, and has a 50 percent federal match, and yet Hous- 
ton is still rated as medium. 

Could you explain to me how the FTA derives these classifica- 
tions and explain why Houston rates medium rather than high and 
is there a reason for handing out so few ratings of high? 

Mr. Linton. Excuse me a minute. Let me see if I can ask Mr. 
McManus to respond to that. 

Mr. McManus. Well, I think we always get some comeback on 
the high, medium, low appellations that are used in these ratings. 
I am a little surprised that Houston is complaining because we 

Mr. DeLay. No, I am complaining. Houston is not complaining. 
I am complaining. 

Mr. McManus. All right, sir. It is just a literal representation of 
the criteria that are listed at the bottom of the table. That is all 
it is. It is a judgment within the parameters of those criteria. 

With respect to the progress of the project itself, why, we are pro- 
gressing right through the development phase with them, and the 
report has a very favorable outcome with respect to the project. 

Mr. DeLay. I was just interested. It seems to me that if you are 
going to have that rating system, and I didn't go through all 

Mr. McManus. It is fine print, but it does describe how that — 
how those adjectives are judged. 

Mr. DeLay. But nowhere in your judgment is there the cost-effec- 
tiveness? 

Mr. McManus. Yes, that is also on the table and of course Hous- 
ton rates very well. All your comment pertained to was the finan- 
cial commitment and stability and reliability part of the tabulation. 

There also is a cost effectiveness consideration, and Houston 
rates very well there. 

Mr. DeLay. Is part of your list a local dedicated tax? Do you get 
credit for that in your ratings? 

Mr. McManus. Yes, with respect to stability and reliability. 

Mr. DeLay. Well then, I guess the other way to ask it is, how 
did Houston get pulled down from a high? What is it they need to 
improve? 

Mr. McManus. To be honest about it, I am surprised. I hadn't 
focused on that because I had thought of Houston as being a 
project that we had listed in our report among those that we would 
consider next for full funding grant agreements. 

Mr. DeLay. Well, okay. I won't belabor that, but I would be in- 
terested. I just don't understand. I guess it is just like a Texan, al- 
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ways wanting to be at the top. It got to me that we are only me- 
dium. I want Metro to be "high". We always try to be the best. 
Mr. McManus. Well, you are winning. 

HOUSTON FULL FUNDING AGREEMENT 

Mr. DeLay. Talking about the full funding agreement, what is 
the current status and the future time frame for Houston's full 
funding agreement? Would you tell me? 

Mr. Linton. We are in negotiations. I think there are some is- 
sues regarding the scope of the project that we are still having to 
resolve. 

Mr. McManus. It is just a case of identifjdng the scope. 

Mr. DeLay. For the record, the FTA counseled Metro that a full 
funding grant agreement was neither a necessary nor advisable 
way before your watch and that created this problem, particularly 
with your new language that you are going to have. 

What kind of assurance could you give me that the language in 
your budget is not intended to penalize those of us that relied on 
FTA's prior statements that a full funding agreement was not nec- 
essary? 

Mr. Linton. We don't intend to penalize. The $400 million re- 
flects this year's budget, or 1995's budget for the five projects that 
have the full funding grant agreements (FFGA's). But we are plan- 
ning to continue to work with projects such as Houston where we 
know that we have unobligated earmarks which we continue to 
provide to them, and we continue to work towards the full funding 
grant agreement. 

So we don't anticipate that lack of an FFGA would delay our 
working with them to complete the project. 

PRIVATE ENTERPRISE 

Mr. DeLay. Mr. Chairman, I know you got a vote pending and 
you probably want to clean up some things. I just — ^very briefly, in 
your grantee flexibility, in your statement you mention your — an 
administrative reform such as grantee flexibility and issuing grant 
contracts are precisely what Vice President Gore has in mind for 
his National Performance Review, and I don't know if you saw it, 
but there was a piece written by Heritage on this and they are 
making the case that what you are talking about is basically going 
to end participation of private enterprise, and that this is contrary 
to Gore's NPR. 

In fact, there were, I think, two people in this administration, 
David Osborne, senior adviser to the NPR, who had written the 
Secretary pointing out that the private enterprise policy is indeed 
a model program and that eliminating it would be a mistake, and 
that I think they have in the past written to people saying that 
eliminating private enterprise policy is not consistent with the 
NPR. 

How do you respond to charges that the FTA is hanging private 
sector transit out to dry with the new so-called flexibility policy? 

Mr. Linton. We are still at this point in a rulemaking proceeding 
and have not finished with our final rules to the Federal Register, 
so I have to keep that in mind as I respond to this. 
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But it is still my commitment to include and involve private sec- 
tor participants in transit. I have said this repeatedly, that the 
unmet demand of transportation users cannot be provided by the 
public sector alone, and that if we don't continue to have private 
sector participation, we will not be able to meet that demand. 

Also in response to the Congress, ISTEA has directed, through 
the MPO process, through the state and metropolitan Transpor- 
tation Improvement Programs (STIPs and TIPs), the joint planning 
regs that we have passed or signed, Rodney Slater and I — all of 
this is encouraging local participation, and local decision-making. 
We want to allow that to occur, but at the same time we recognize 
that we have regulations in place that will allow us to continue to 
monitor the effort to include private sector participation. 

I was on the Appropriations Committee in the Pennsylvania 
house, and we had both of the gentlemen who wrote the book come 
to discuss with us ways to approach Reinventing Government, even 
in Pennsylvania. The books are somewhat like the Bible, in that 
you can turn to any page you want to and find evidence to support 
your own claim. We think what we have done is consistent with 
putting the power back closest to those who need to make those de- 
cisions. 

Mr. DeLay. Thank you, Mr. Chairman. 

LIVABLE COMMUNITIES 

Mr. Price. Mr. Linton, we are going to wrap up here. We will 
have a number of questions for the record. I want to bring up one 
matter. I was struck earlier by your linking the $30 million reduc- 
tion under the discretionary grants for bus money to the $30 mil- 
lion initiative for livable communities. 

I have been looking at some of the material on the livable com- 
munities initiative, and it leaves me with some questions. Let me 
just say briefly what those are, and then we probably will need to 
get you to respond for the record. 

The activities described under this livable communities initiative 
include capital grants for such activities as pedestrian walkways, 
bike racks, landscaping and so forth, stimulating greater involve- 
ment in local planning and design processes by neighborhood orga- 
nizations, small and minority businesses, and other stakeholders 
who are not current participants, serving as a companion program 
to the President's empowerment zones, enterprise communities, 
and rural investment initiatives. 

They sound like worthwhile activities, but I am not clear how di- 
rectly transportation related those are. In fact, some of it sounds 
more like it might come under the Housing and Urban Develop- 
ment Department rather than the Transportation Department. It 
raises a question to me what the focus of this program is. 

How much discretion will the Administrator or the Secretary of 
Transportation have in determining the mix of activities. How 
much discretion will the administrator or the Secretary have? Will 
these livable community grants be freestanding Federal grants? 
Will they require non-Federal contributions, matches from local- 
ities and so forth? 
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Let me ask you to briefly respond. We will submit a fuller set 
of questions on this program and several other items for your at- 
tention. 

Mr. Linton. Sure. Part of some of the descriptions that you re- 
ferred to, the planning and some other areas, will come out of other 
sections of our program, section 26 and others. That will not come 
out of the section 3 area where the $30 million is. 

Those planning grants and those other kind of grants would have 
to come out of that area, but we can, under section 3, provide pro- 
grams that we think directly benefit the increase of transit usage, 
and as long as we tie those projects into that, we can do that. 

I would submit that some of our section 3 projects that are prob- 
ably already being done by transit properties would conform with 
livable communities. 

We plan to do nothing that goes beyond the scope of our statute 
and is not consistent with our ability to tie those projects directly 
to increasing transit ridership. That is the objective. 

Mr. Price. We appreciate your colleagues and your testimony 
and patience. 

We appreciate the work you have done pulling this agency to- 
gether and getting it on a good course. We look forward to working 
with you. 

Mr. Linton. Thank you. 

[Clerk's note. — Additional questions submitted for the record 
follow:] 

PROPOSED OPERATING SUBSIDY REDUCTION 

Mr. Carr. Under the administration's proposed budget, the 25 
percent reduction in operating assistance would be applied on an 
equal proportional basis to all communities receiving such assist- 
ance; is that correct? 

[The information follows:] 

Operating assistance will be reduced across the board for the section 9 program, 
which applies to all areas greater than 50,000 in population. This is proposed be- 
cause it is equitable to all areas, and it follows the direction established by the 
House Appropriations Subcommittee during the 1994 appropriations process. The 
reduction will be offset by a large increase in capital assistance. In both small and 
large areas, the increase in capital assistance will allow modernization of equip- 
ment, faster replacement of over-age vehicles, and more rapid repairs of older facili- 
ties. Newer vehicles require less maintenance, are more fuel efficient, are accessible 
to persons with disabilities, and are cleaner burning (in fact, a 1994 diesel bus en- 
gine when compared to an eatrly 1980's engine by tJie same manufacturer cuts pol- 
lutants by 93 percent for particulates, 96 percent for hydrocarbons, 91 percent for 
carbon monoxide, and 58 percent for nitrogen oxides). 

Mr. Carr. Is the Federal Transit Administration looking at more 
equitable ways of distributing the proposed operating subsidy re- 
duction? 

[The information follows:] 

No. The distribution of operating assistance involves many complex issues, and 
any attempt to make changes in the way it is allocated wovild likely divert attention 
from the more important goal of reallocating funds from operating to capital assist- 
ance. 

In addition, section 12(d) of the Federal Transit Act, as amended, precludes FTA 
from regulating "rates, fares, tolls, rentals, or other charges fixed or prescribed for 
such system by any local public or private transit agency". Any attempt to develop 
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new distribution criteria would likely influence issues related to passenger fares, 
service levels, or employee compensation. 

Mr. Carr. Which of the alternatives appears most fair? Do you 
intend to ask the Congress to consider a specific alternative? 
[The information follows:] 

We are considering several changes to the Federal Transit Act as part of ovu" re- 
view of the legislation in preparation for reauthorization of ISTEA. Operating assist- 
ance will be a key part of this review. However, it is too early to tell exactly what 
changes might be proposed. We are aware of the impact of reductions in operating 
assistance. For example, we are aware that providing capital assistance while reduc- 
ing operating assistance could have a negative effect on the maintenance of feder- 
ally-assisted assets. Our review of the legislation will focus on ways to avoid such 
potential problems. 

Mr. Carr. What guidance or controls does the Federal Transit 
Administration place on the transit agencies in the use of the oper- 
ating assistance funding? 

[The information follows:] 

FTA places no special controls on transit agencies in the use of operating assist- 
ance other than those described in section 9 of the Federal Transit Act, as amended. 
Transit agencies must follow normal grant guideUnes and use funds for eligible op- 
erating expenses. 

Mr. Carr. Especially among the mid and smaller sized urban 
areas, the different percentages represented by federal assistance 
are astounding. For instance, why should 69 percent of Da3rton, 
Ohio's and 67 percent of Jacksonville, Florida's operating costs be 
paid by the federal government while only 3 percent of Hartford, 
Connecticut's and 9 percent of Lansing, Michigan's operating costs 
are borne by the federal government? 

[The information follows:] 

We must admit that you have pointed out the only problem identified with the 
charts developed entitled, "Federal Transit Administration — Comparison of fiscal 
year 1994 and fiscal year 1995 Section 9 Urban Formula Grant Program (All Areas 
@ 25% Reduction)," which showed the percentage of each urbanized area's total op- 
erating expenses are federally funded. In the sorting process two sets of cities got 
out of sequence when two data bases were sorted ana merged. These are Dayton, 
OH and Daytona Beach, FL, and Jackson, MS and Jacksonville, FL. The corrected 
figures for Dayton and Daytona beach are 7.8 percent and 18.5 percent, respectively. 
The corrected figures for Jackson and Jacksonville are 29.8 percent and 9.7 percent, 
respectively. Therefore, Dayton, OH at 7.8 percent and Jacksonville, FL at 9.7 per- 
cent are in line with Hartford, CT and Lansing, MI. 

Mr. Carr. Does the current formula for determining amounts of 
transit operating assistance accurately reflect needs across the na- 
tion? Do you have any suggested changes in the allocation of oper- 
ating assistance funding? 

[The information follows:] 

The section 9 formula is simply designed to deliver a subsidy for transit, a subsidy 
which may be used either for capital investment or operating expense, except that 
there is a cap on the amount whach may be used for operating assistance. The for- 
mula for areas over 200,000 population is based on transit system service character- 
istics (vehicle revenue miles, fixed guideway route miles), population, and popu- 
lation density. For areas under 200,000 population it is based on population and 
population density. We believe it is a good formula, and an excellent delivery system 
for the federal subsidy. There is no lapsing of funds, there is flexibihty in the use 
of the ftinds, and a Governor's transfer abiUty is utilized. We believe the formula 
should be left intact. 

The operating limitation, that is, the cap on the amount of the section 9 formyila 
apportionment that each urbanized area or Governor can use for operating assist- 
ance, is based on a percentage of the urbanized area's fiscal year 1982 section 5 ap- 
portionment, with large areas receiving 80 percent of the fiscal year 1982 amount, 
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medium 90 percent, and smaller areas 95 percent. The section 5 apportionments 
were based almost entirely on population and population density, unlike the newer 
section 9 formula which includes service factors. The operating limitation for areas 
which became newly urbanized under the 1980 or 1990 censuses is based on an 
amount equal to % of their first year's section 9 apportionment. All areas limitation 
amounts are pro-rated each year so that all individual caps can be accommodated 
within the legislatively established national operating cap. We believe it is more im- 
portant at this time to focus efforts on the reallocation of funds from operating to 
capital assistance than to change the factors on which the individual urbanized area 
operating limitations are established. 

COST OF ADA COMPLIANCE 

Mr. Carr. Determining the true cost of compliance with the 
Americans with DisabiUties remains a difficult task. 

Based on analysis of updated paratransit plans received from 
transit agencies, what is your best estimate now of the cost to com- 
ply with the Americans with Disabilities Act? 

[The information follows:] 

Based on the plan submissions to FTA, our latest estimate on the total cost to 
comply, for the 1995 to 1998 period, is $932 million per year. The breakdown of 
these annual costs is $700 million for paratransit ($100 million for capital and $600 
milUon for operating); $100 million in capital for key station modifications, $15 mil- 
lion for railcars, $64 million in capital for adding lifts/ramps to buses and vans, and 
$53 million in other related costs, such as Uft maintenance and personnel training. 

Mr. Carr. The GAO determined the average cost of a paratransit 
trip for the 12 agencies they visited to be $11.63. This compares 
with a national average of $1.75 for a fixed route service trip, ac- 
cording to an estimate prepared by APTA. Do both of these figures 
sound reasonably accurate to you? 

[The information follows:] 

From our rough calculations on the data provided in the 1993 updates, the $11.63 
is in the ballpark for average operating costs, excluding capital (vehicle) costs. Be- 
cause of missing or incomplete 1993 data, we have not been able to compute a defin- 
itive national average per trip cost. Based on 1993 update projections, we think it 
is around $14-15 per trip for all costs, operating and capital combined. This $14- 
15 per trip figure is based on $700 miUion a year for ADA paratransit spread over 
45 to 50 million trips each year. As noted previously, these 1993 cost and trip esti- 
mates are very preUminary and subject to uncertainty and significant revision. 
However, in the larger cities, where most trips would occur, the $11.63 level would 
be low. For example, in the 1993 updates, the cost of purchased ADA paratransit 
transportation in Chicago was $17 per trip. In New York City, it was $29 per trip. 
Dallas was $21, and Boston was $19. 

Based on rough calculations, APTA's $1.75 operating cost per average fixed-route 
trip is also in the ballpark. In 1992, based on section 15 data, total operating costs 
in transit were roughly $15.6 billion to provide about 8 bilUon trips. That is just 
under $2 per trip in operating costs. On a rough basis, adding vehicle and other cap- 
ital costs would raise the fully allocated cost to around $2.60 per trip. 

In summary, ADA paratransit service is expensive, specialized service. Using our 
rough calculations, there is about an $11 total cost differential between an ADA 
paratransit trip ($14) and a bus trip ($3). 

Mr. Carr. APTA has also estimated that the additional cost to 
comply with provisions of the Clean Air Act will further burden 
transit agencies by about $57 million annually, mostly for fuel ex- 
penses. Do you agree that this is the magnitude of the impact of 
the Clean Air Act on transit agencies? 

[The information follows:] 

We estimate that fuel costs alone related to Clean Air Act compliance would be 
about $50 million annually due to the higher cost of low-sulfur diesel fuel as well 
as alternative fuels Uke CNG. At this point, it is probable that bus engine manufac- 
turers will be able to certify new diesel engines as meeting the stringent 1996 par- 
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ticulate matter standard. If diesel engines continue to dominate the market, then 
APTA's estimate is reasonable. If, however, alternative-fueled vehicles gain greater 
acceptance, there will be significant additional costs. On the off-hand assumption 
that approximately half the vehicles purchased over the next five years are alter- 
natively fueled, we estimate the incremental capital cost for bus purchases at about 
$50 million per year. There are also facility conversion costs even if only a small 
number of a city's bus fleet is converted to alternative fuels. We have not made an 
estimate of facility conversion costs. We would note, though, that the difTerential 
cost between conventional diesel buses and altemative-fiieled buses has decUned 
over the last few years and will probably continue to drop as more experience is 
gained by the manufacturers. 

Mr. Carr. According to the General Accounting Office report, 
"Officials at 9 of the 12 transit agencies visited told us that higher 
paratransit costs and the absence of new funding could force them 
to reduce existing fixed-route service or delay planned service ex- 
pansion in order to make additional funding available for para- 
transit service. In the absence of additional funds from federal, 
state, or local sources, transit agency officials said they would also 
have to consider options such as (1), restricting paratransit service 
to those persons who meet the ADA's criteria, (2), requesting a 
waiver to delay full compliance with the ADA, and (3), increasing 
fares for all service." 

How likely do you think it is that transit agencies will have to 
resort to one or more of these options? How many transit agencies 
have already requested waivers from full and timely compliance 
with provisions of the ADA? 

Are you aware of other transit agencies that may be considering 
requests for waivers? 

[The information follows:] 

From the 1993 plan update submissions, it is clear that most transit systems plan 
to choose the first option. In 1993, a majority of the systems planned to provide ex- 
pensive paratransit services only to ADA eligible individuals, and not offer para- 
transit service to seniors without a disability. By 1997, based on the preliminary 

1993 update data, three out of every four paratransit trips made available by these 
systems would be an ADA paratransit trip. These plans have not changed in the 

1994 updates we have reviewed. It shovild be noted, however, that many of the larg- 
er systems did not offer any paratransit service at all prior to passage of the ADA. 
And further, it should be noted that these outyear plans are still based on very un- 
certain assiunptions of travel demand. 

With respect to waivers fi-om the paratransit requirements, the FTA has only re- 
ceived two requests. At this time, the FTA is not aware of any additional or poten- 
tial waiver requests. With the allowable 5-year phase-in of ADA paratransit service, 
a waiver should not be required. However, these waiver requests may increase as 
we approach the end of the 5-year phase-in of service in 1997. 

Mr. Carr. Response to questions asked during last year's hearing 
indicated that ADA compliance costs appear to fall disproportion- 
ately on smaller transit systems. According to the PTA information, 
ADA compliance costs, both capital and operating, range from 2 to 
6 percent for systems with populations greater than 1 million. For 
the smallest systems, those serving populations under 50,000, com- 
pliance costs range from 10 to 20 percent of total costs. Those 
smaller systems are also the ones most dependent upon Federal op- 
erating assistance. Doesn't this situation further call into question 
the wisdom of the administration's proposal to reduce federal oper- 
ating subsidies? 

[The information follows:] 



744 



No, we are proposing an increase in the amount of federal dollars that can be 
used for either capital or operating assistance in urbanized areas under 50,000 in 
population under the section 18 program. 

Mr. Carr. During last year's hearing the FTA was asked what 
the average impact of ADA compHance would be on a transit 
authority's operating costs. The response was that the FTA had 
asked for that information, but it was not yet accumulated. One 
year later, has it been accumulated? Do you estimate now for the 
average impact of the ADA on a transit authority? 

[The information follows:] 

At full implementation, the FTA currently estimates total ADA operating costs to 
be about $653 million per year. Based on the preliminary estimates provided in the 
1993 updates, ADA paratransit operating costs total $600 million. To these operat- 
ing costs should be added an estimated $53 million in ADA operating costs for lift 
maintenance, ADA training, and other related costs. 

For 1992, total industry operating costs were about $15.6 billion. Therefore, using 
these macro-totals, the FTA estimates that the ADA would comprise an average of 
about four percent of 1992 total transit costs. For small properties, however, as we 
reported last year, ADA paratransit costs alone can account for twenty percent of 
total costs. Further, it should be noted that this should not be interpreted as a full 
four percent operating cost increase. Many properties provided paratransit sei^ce 
to persons with disabilities prior to enactment of the ADA, while other properties 
plan to replace current paratransit service to non-ADA eUgible persons with ADA 
paratransit service. 

Mr. Carr. Under ADA guidelines, is there any limit to the num- 
ber of paratransit trips an individual may request? 
[The information follows:] 

No, there is no ceiling or limit to the number of ADA paratransit tarps that an 
individual may request. The ADA is civil rights legislation, not a transportation 
service requirement 

ENERGY INTENSIVENESS OF TRANSPORTATION MODES 

Mr. Carr. The Annual report of National Transportation Statis- 
tics printed last September contains much very interesting infor- 
mation. The section on energy intensiveness indicates that school 
buses and intercity buses are among the most efficient methods of 
transportation, requiring 800 and 997 BTUs per passenger mile, re- 
spectively. By way of comparison, Amtrak averages 2,025 BTUs per 
passenger mile, motorcycles average 1,829 BTUs and cars average 
3,558 BTUs per passenger mile. The most interesting aspect of the 
data presented is that local transit buses use more energy per pas- 
senger mile than do passenger cars. Yes, according to the data pub- 
lished by the Bureau of Transportation Statistics, transit buses use 
3,771 BTUs per passenger mile while cars use 3,558 BTUs per pas- 
senger mile. 

In addition, the trend is unmistakable and not in favor of transit 
buses. For example, in 1974, BTUs per passenger mile for auto- 
mobile peaked at 5,085 and has shown a consistent decline to 3,558 
BTUs in 1991. That contrasts with BTUs per passenger mile for 
transit buses which increases steadily from 2,742 in 1979 to 3,771 
in 1991. In percentage terms, BTU usage in automobiles has de- 
creased by 30 percent during the past 17 years while BTU usage 
in transit buses has increased by 37 percent in the past 12 years. 

Do you agree that the data presented by the Bureau of Transpor- 
tation Statistics are accurate? 

[The information follows:] 
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Yes, the data should be accurate since the source for much of the BTS data is, 
indirectly, FTA's Section 15 program. Historically, the primary source of transpor- 
tation energy data has been the Transportation Energy Data Book prepared by the 
Oak Ridge National Laboratory for the U.S. Department of Energy. The Data Book 
also uses Section 15 data, and computes the energy efficiencies of rail. The most re- 
cent version, the March 1993 edition, contains the following data: 

Passenger miles — mil- Load factor — persons/ Energy intensity — Btu 
lions vetiicle per pass, mile 

Intercity bus 23.000 23.2 944 

Motorcycles 13,401 1.4 1.783 

Intercity rail 6,057 20.1 2.609 

Commuter rail 7,207 33.8 3.011 

Transit rail, heavy/light 12.046 21.5 3,453 

Transit bus 21.127 9.8 3.735 

Automobile 2,424,592 1.6 3,739 

Air carrier, cert, route 345,763 87.2 4,811 

Personal trucks 444.227 1,5 6,042 

This comparison is based on overall national averages. A more accurate compari- 
son would focus on urban areas, where auto fuel efficiency is lower due to congested 
conditions, and on peak periods when auto occupancy is lower (1.4 rather than 1.6). 
Further, this analysis does not take into account the fact that transit supports more 
compact urban areas where less auto travel is required. 

FTA staff analysis indicates that in metropolitan areas having significant rail 
transit services, 1,000 fewer vehicles miles are traveled per person per year. Since 
88 million people live in these areas, this translates into a savings of 88 billion vehi- 
cle miles traveled per year, or 4.8 percent of the total 1.8 trillion vehicle miles trav- 
eled in 1990. 

Mr. Carr. Would you agree that the data suggest that people are 
driving smaller and more fuel efficient cars now than 20 years ago? 
[The information follows:] 

Yes. From 1970 to 1990, automobile energy use per vehicle mile improved 2.2 per- 
cent per year on average, while energy use per passenger mile improved 1.9 percent 
per year on average. Therefore, the gains in automobile energy efficiency are the 
result of more fuel efficient cars. 

Mr. Carr. Would you agree that the data also suggest that bus 
ridership is falling off, and that many buses are carrying very few 
passengers? 

[The information follows:] 

No. The energy efficiency data does not suggest that transit motor bus ridership 
has fallen off. Transit ridership has remained fairly constant over the past 20 years, 
ranging from 5.5 to 6.1 billion unlinked trips per year. Passenger miles have also 
remained stable, ranging from 20 to 21 billion miles traveled per year. The data 
does indicate, though, the effects of stable ridership combined with 1) a lack of 
gains, until recently, in vehicle fuel efficiency, and 2) increasing levels of service, 
both in vehicle hours and miles operated. 

Between 1970 and 1990, transit motor bus energy use per vehicle mile increased 
0.7 percent per year on average. This decrease in vehicle fuel efficiency is primarily 
due to greater demands placed on buses to improve service quality (air conditioning) 
and meet environmental and energy concerns (air emission standards and alter- 
native fuels). However, vehicle fuel efficiencies began improving in 1989, when they 
increased 6 percent over the previous year. And testing of a 1994 diesel engine at 
the Pennsylvania Transportation Institute shows that fuel consumption of a 1994 
engine delivers a fuel economy of 4.7 miles per gallon compared to 4.1 miles per 
gallon or less for older buses. 

Energy efficiency is also dependent upon load factors, which in turn are influ- 
enced by the many variables and policies that influence transit service and rider- 
ship. The increase in commuter services (long distance routes serving suburban 
areas) may have led to decreased load factors since these routes t)T)ically have lower 
rider turnover than local, central city routes. Also, since one of the key missions of 
transit to provide for basic community mobility needs, service may be operated in 
locations and times of the day in which ridership is low. 
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Mr. Carr. Does the data possibly also suggest that too many 
transit properties continue to rely on large, full size buses when 
smaller, less energy intensive vehicles would be more than ade- 
quate? 

[The information follows:] 

The choice of vehicle type and size is a local decision. However, we are seeing a 
greater mix of vehicles of all types and sizes in use across the country. For example, 
in 1983, small buses accounted for 3.5 percent of the national bus fleet; by 1992, 
the small bus share had increased to 7 percent of the bus fleet. This would indicate 
that operators are indeed responding to diverse community needs and the concern 
for energy efficiency. 

Mr. Carr. Is the Federal Transit Administration taking any ac- 
tion to address this situation and hopefully reverse the trend of the 
past dozen years? 

[The information follows:] 

FTA has and continues to support a wide range of research and technical assist- 
ance programs, policies and other initiatives designed to improve the performance 
of transit. For example, the 1995 budget contains $30 million for a new "livable com- 
munities" initiative that would promote transit/pedestrian-oriented development, 
and $250,000 to investigate an advanced technology transit bus to develop low-floor, 
light-weight vehicles intended to reduce the cost of operation and increase user con- 
venience and comfort. FTA is also working to implement several new policies de- 
signed to give people greater incentive to take transit, including the cash-out policy 
under the global warming initiative and the congestion pricing pilot program. These 
and many other FTA initiatives should help increase transit ridership, vehicle per- 
formance, and service quality. 

Mr. Carr. The 1993 Transit Fact Book published by the Amer- 
ican Public Transit Association in November 1993 estimates that, 
based on Department of Energy data, fuel efficiency of transit com- 
pared to the average commuter automobile indicates that one bus 
with seven passengers equates to one automobile. Examining this 
data with the BTS data would seem to indicate that, on average, 
buses are carrying fewer than seven passengers; do you agree? 

[The information follows:] 

No. The average number of passenger miles per revenue vehicle mile in 1992 was 
11.2. The average load factor, a statistic used to compute energy efficiency, reflects 
usage of transit buses over the entire day. During peak periods loads are much 
higher, up to 70 representing the maximum capacity. 30 percent of all transit riders 
never have a seat regardless of time of travel, according to the National Personal 
Transportation Survey. 

TRANSIT COSTS AND REVENUES 

Mr. Carr. The March 1994 issue of the ITE Journal contains an 
interesting article written by L. David Shen and Jeffrey G. Mora. 
Shen is an associate professor and chairman with the Department 
of Civil and Environmental Engineering at Florida International 
University. Mora is a transportation systems manager with the 
Federal Transit Administration. Their article includes a table 
showing costs and revenues per passenger mile for selected transit 
systems in the country. Among the large systems listed, the costs 
per passenger mile range from 20 cents for the Chicago system to 
44 cents for the South Eastern Pennsylvania Transit Authority. 
Revenue per passenger mile ranges from 10 cents in Boston to 15 
cents in New York City. 

Does the FTA issue any guidelines to properties regarding cost 
and revenue per passenger mile? 
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[The information follows:] 

No. These are local matters which reflect the results of local decisions on transit 
service levels, deployment patterns, fare levels, labor compensation rates, etc. The 
Federal Transit Act expressly prohibits FTA from regulating fare levels, or other 
such factors. 

Mr. Carr. Why should there be a difference of more than 100 
percent between the cost per passenger mile for the Chicago and 
Philadelphia systems? 

Do you know why the Philadelphia system has such high costs 
per passenger mile? 

[The information follows:] 

We can only speculate as to the differences because we are not privy to the labor 
agreements, cost allocation methods, service pattern, and other fundamental cost 
and operations information. There are several differences between the commuter 
rail systems which may account in part for the cost differential: 

(1) Chicago's system has bi-level equipment on all its lines, except the small fleet 
operated by the Northern Indiana Commuter Transportation District which services 
the Chicago-South Bend, Indiana corridor. The bi-level equipment has an approxi- 
mate 25 percent higher seating capacity than the single level equipment used in 
Philadelphia; 

(2) Chicago's fleet is about 85 percent unpowered coaches pulled by diesel loco- 
motives, whereas Philadelphia's is about 85 percent self-propelled electric multiple 
unit coaches, which require more maintenance than unpowered coaches; 

(3) Chicago's average trip distance is nearly twice Philadelphia's, which means 
generally a higher fare per passenger. 

(4) A major part of Philadelphia's commuter rail network was shut down for three 
summers for major infrastructure rehabilitation — the Railworks Project. Ridership 
dropped on the system as a result of the disruption. 

Mr. Carr. Does the FTA maintain any data on cost and revenue 
per passenger mile for various transit systems? 
[The information follows:] 

Yes, under section 15 of the Federal Transit Act, as amended, mass transit finan- 
cial and operating data are reported and maintained by FTA through the uniform 
system of accounts and records and reporting system. Reported data are processed 
and published in annual publications that are available to the public. These data 
include transit operating statistics for passenger miles. 

APTA FUNDING NEEDS SURVEY 

Mr. Carr. Last month the American Public Transit Association 
published a document depicting transit needs for the next five 
years. The data is based on a summary of an APTA membership 
survey. It reveals an estimated average annual need for operating 
revenue of $22.7 billion, and an annual need for capital investment 
of $14.3 billion. 

Are you in basic agreement with the results of the APTA needs 
survey? 

[The information follows:] 

Our 1992 section 308 Report on Transit Conditions, Performance, and Needs esti- 
mated that the capital investment required to improve transit conditions and per- 
formance was $7.5 billion per year. At this level of investment, all of the current 
backlog of transit investment needs could be addressed, and additional transit ca- 
pacity provided to handle a share of the increased travel demand which the Federal 
Highway Administration estimated could not be handled by new highway construc- 
tion. We are now working on our 1994 estimates, which we anticipate will be sub- 
mitted to Congress this summer. We expect that this estimate will be substantially 
higher than the 1992 estimate, because of more complete treatment of recapitaliza- 
tion costs, and because the linkage to highway needs will be drawn more closely 
than in the 1992 report. We did not make an estimate of operating costs in our 1992 
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report, but will do so in the 1994 report. We cannot yet draw a comparison of our 
1994 estimate to the APTA estimate. 

Mr. Carr. In prior years, transit needs as determined by the 
FTA and by APTA have not been very close. Why have the esti- 
mates been so divergent? Do APTA and the FTA use different as- 
sumptions in the conduct of their needs projections? 

[The information follows:] 

The approaches used by FTA and APTA differ in one key respect. APTA uses a 
bottom-up approach which takes the results of a survey of its membership and 
scales the result up to be representative of transit as a whole. FTA uses a top down 
approach which is based on Uie national inventory of transit assets and services 
available from the section 15 data system, and other sources of information on the 
current conditions and performance of transit assets. FTA then assesses the costs 
of achieving two conditions and performance scenarios: maintaining current condi- 
tions and performance and improving conditions and performance. In both cases, 
FTA defines specific levels of conditions (based on characteristics of the physical 
condition of transit equipment and facilities) and performance (defined as a certain 
amount and level of service). FTA then calculates the cost of achieving these objec- 
tives. We believe that our estimates are more reliable because they are based on 
a defined benchmark. APTA's estimates do not use such a benchmark and thus in- 
clude widely varying service levels, depending on the specific goals and plans of 
each system participating in the survey. 

APTA'S TRANSIT RIDERSHIP INITIATIVE 

Mr. Carr. The American Public Transit Association recognizes 
the following problems in our nation's transit systems: There are 
400 million fewer transit riders in 1992 than there were in 1989; 
transit's market share of commuters dropped 1.2 percent from 1980 
to 1990; the number of people driving by themselves to work in- 
creased by 35 percent from 1980 to 1990. 

Do you agree with these statistics? 

[The information follows:] 

Section 15 data approximately agree vidth the APTA estimate. We put the de- 
crease at about 300 million from 1989 to 1992. We attribute the decrease in patron- 
age to the recession, in part because there were substantial increases until 1989. 

Decennial census data indicate a reduction in transit's share of the commuter 
market of about 1.2 percentage points and that the number of people driving by 
themselves to work increased by 35 percent from 1980 to 1990. 

However, preliminary commuter traffic flow data suggest that since 1970 transit 
has sharply increased patronage among commuters who reside in suburban areas 
and work in central cities. In so doing, transit has approximately retained its share 
of this important, and often congested, traffic flow between residential suburbs and 
central city economic activities. 

Mr. Carr. Is the FTA taking any active role in APTA's transit 
ridership initiative? 

[The information follows:] 

FTA has been discussing with APTA ways in which FTA could support the APTA 
ridership initiative. Financial constraints in FTA's research budget have been a fac- 
tor in those discussions. 

Mr. Carr. Press reports have indicated the FTA intends to help 
the transit industry improve ridership while providing more cus- 
tomer-friendly service. Does the FTA have any initiatives of its own 
to boost transit ridership? Is the FTA conducting any research 
aimed at increasing transit ridership? 

[The information follows:] 

Improved patronage is an outcome of FTA's capital, operating, and planning as- 
sistance programs, although by itself transit patronage is not a very good indicator 
of success. 
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FTA has completed preliminary empirical studies of the discrete functions transit 
provides to communities. The findings demonstrate that, in congested corridors, 
transit improves the travel times on parallel highways, thus reducing the need to 
add highway capacity. 

The studies also demonstrate the diverse functions transit serves in local commu- 
nities, namely congestion management, basic mobility, and making communities 
and metropolitan areas more livable with less dependency on automobiles. 

When transit is well supported in performing its fiinctions for the community, it 
produces patronage increases, and we have seen very large increases in patronage 
on transit rail services, for example. But patronage in and of itself is a poor indica- 
tor of whether transit is providing basic mobility for 80 million Americans without 
cars and for 40 million with cars who occasionally need transit as a back-up. 

For managing traffic congestion, it is the ability of transit to set the pace of adja- 
cent highways during the rush hour that counts more than patronage as such. 

In making communities more livable, transit is performing well when more people 
are able to run errands on foot and do without that first or second car, and these 
are not necessarily reflected in patronage increases. 

FTA is committed to increasing transit's ability to serve these functions and, in 
so doing, demonstrate its success through increased patronage. 

HIGHWAY/TRANSIT ISSUES 

Mr. Carr. During the annual meeting of the American PubHc 
Transit Association last August, the administrator made some in- 
teresting comments concerning the relative costs and benefits of 
automobile driving and transit systems. According to news reports 
of your remarks, he made the following comments: "Cars have be- 
come part of America's culture, and we need to adjust our behavior; 
adjustments can be made by pricing gasoline to reflect the cost of 
driving more closely; the countr^s changing tolerance toward 
smoking is an indication that long-held habits can be overcome. 
The techniques that have changed smoking habits can be used to 
change driving habits." 

These comments make it sound as though he views driving to be 
some type of unethical or unhealthy behavior. Are the press reports 
accurate? 

[The information follows:] 

The above quotations are generally correct. I would Like to elaborate by sajdng, 
first, that of course I do not view driving as unethical, antisocial, or unhealthy in 
any way whatsoever. 

I believe the lack of appropriate pricing for auto use has discouraged alternative 
solutions. Underpriced highways result in traffic queues as predictably as 
underpriced consumer goods would result in queues at retail stores. If our urban 
areas were designed more around pedestrian access rather than automobile access, 
for instance, we all would be less dependent on the automobile for even the smallest 
errand. If congestion pricing, which the Department of Transportation is experi- 
menting with, were assessed on congested highways, the pricing would help to regu- 
late demand and also provide funding for alternative transit services. 

Commuters are now more supportive of transit investments as they experience 
high quality transit and the relatively auto-independent livable communities that 
grow around transit stations. 

Mr. Carr. What costs of driving are not being recouped with the 
current price of gasoline? What should be the price of gas to reflect 
the costs fully? 

[The information follows:] 

The costs of highway travel are not nearly covered by the gas tax. Few economists 
would dispute this fact. Federal and state motor fuel taxes are designed to pay the 
national cost of acquisition of rights of way, highway construction and maintenance 
as a national average amount. Some might argue they do not even achieve that. But 
direct costs are much higher in highly urbanized congested corridors and motorists 
driving on these highways pay the same gas tax per gallon as people who never use 
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congested roads. The former are undercharged and the latter are overcharged. As 
a result, there is no incentive for motorists to avoid the more costly travel patterns. 

In addition, the cost of congestion itself, essentially the lost time of all the people 
affected by a congested stream of traffic, is not paid by the motorist. In the absence 
of real pricing, the individual does not avoid costs by alternative commuting solu- 
tions and, in fact, may pay a penalty in the form of high transit fares. So, there 
is every incentive to drive even with the congestion. 

Moreover, there are many other highway costs not paid for by the gas tax, includ- 
ing highway policing, emergency services, air and water pollution, and degradation 
of the quality of life. There are even strategic defense and other costs associated 
with maintaining the international flow of oU to support our auto culture that are 
not reflected in gas taxes. 

If all these costs were captured by the gas tax or a combination of emission fees, 
congestion pricing, road tolls (for higher direct costs), gas taxes, cashed-out parking 
benefits, and other prices related to auto use, people would make more discriminat- 
ing use of their autos, thereby saving money for themselves and resulting in more 
economical use of our resources and environment. In such a market-oriented world, 
of course, transit would be competing equally and would perform accordingly. 

Mr. Carr. In its most basic form, do you view transit as a means 
of transportation or as a tool for social engineering? 
[The information follows:] 

Transit has never been a tool for social engineering and few see transit that way. 
Transit grew up, and continues to grow, from the demand for the efficient and inex- 
pensive movement of large numbers of people in congested corridors and pedestrian- 
oriented cities and for basic mobility for people without cars. Transit has achieved 
its successes in transportation markets in which transit is extremely disadvantaged 
by impUcit subsidies to auto use. The employer paid tax-free parking program by 
itself is a subsidy that far exceeds total public subsidies to transit. 

The case for social engineering might more effectively be made for highways and 
complex financial and institutional support with which we have harmed lu-ban 
neighborhoods and subsidized the growth of suburban areas at the expense of 
central cities. 

ATLANTA OLYMPICS 

Mr. Carr. The summer Olympics will be held in Atlanta, Geor- 
gia. The local transit authority, MARTA, estimates that it may 
need up to 2,000 additional buses for a four to six week period at 
the time of the Olympics to meet the increased demand. 

Can you please bring the Committee up to date on this issue? 

[The information follows:] 

Since January 1994, the administrator met with the largest transit agencies in 
the country, transit bus and equipment manufacturers, and transit unions asking 
for their support in providing 2,000 new and nearly new buses for the Olympics. 
Five hundred of the buses would remain in Atlanta for the Paralympic Games that 
follow the Olympics by two weeks. The response was overwhelming with agencies 
making pledges to provide buses; the manufacturers forming an Olympic Task Force 
to support the bus program; and transit unions pledging cooperation and support 
on labor issues. The administrator in the process of obtaining firm commitments 
from transit agencies. The responses have been outstanding, and we do not antici- 
pate any problems in obtaining commitments for the 2,000 buses. 

Mr. Carr. What do you see as the biggest stumbling block to 
working out a solution? Is it the liability issue? 
[The information follov/s:] 

We do not see any major stumbling blocks. The Atlanta Committee for the Olym- 
pic Games will take out liability insurance to cover the buses during the Olympic 
Games. 

Mr. Carr. What is the estimated cost to the federal government 
of a program to loan buses to Atlanta for the Olympics? 
[The information follows:] 
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The estimated cost to the federal government is approximately $16 milUon. The 
funds also support the Paralympic Games in Atlanta which follows the Olympics by 
approximately two weeks. The ninds will pay for transportation of the buses to and 
from Atlanta, preparation and cleanup costs before and after, and administrative 
costs for the Paralympic Games. 

Mr. Carr. Is there anything in the 1995 budget for the Federal 
Transit Administration deaUng with the Atlanta 1996 bus issue? 
[The information follows:! 

There is no request in the 1995 budget to support cost associated with providing 
2,000 buses for the Olympics. 

FUNDING FLEXIBILITY UNDER ISTEA 

Mr. Carr. The U.S. General Accounting Office has concluded 
that the use of ISTEA's flexibility provisions has been limited. Do 
you agree with this assessment? 

[The information follows:] 

No, we don't think the use of ISTEA's flexibility provisions has been limited. 

As of March 31, 1994, $1,031.4 million has been transferred to FTA to fund 269 
transit projects in 42 states. Of this amount, $877.3 miUion has been obUgated. 
These obligations represent 248 projects in 40 states. FTA estimates that by the end 
of fiscal year 1994 more than $1.2 billion in highway authorizations will have been 
made available for transit projects, of which more than $1 billion will have been ob- 
hgated by FTA. A summary of the transfers follows: 

TRANSFERS FOR TRANSIT PROJECTS— AS OF MARCH 31, 1994 

[In millions of dollars] 

Fiscal year CMAQ STP Interstate transfer FHWA earmarks FAUS Total 

1992 177.0 25.2 100.0 1.4 02 303.8 

1993 298.4 146.9 0.1 23.8 0.0 469.2 

1994 168^ 807 0^0 97 0_0 25M 

Total_ 6414 252^8 lOOJ 34^9 02 1.031.4 

Mr. Carr. In each of fiscal years 1992 and 1993, how much fund- 
ing did the states use of highway funds for mass transit or non- 
traditional projects? 

[The information follows:] 

In fiscal year 1992, $303.8 miUion was transferred to FTA for transit projects; 
$469.2 miUion was transferred in fiscal year 1993. 

Mr. Carr. Do you think this represents a commitment to transit 
and intermodal transportation as much as the realization that 
there was no other way to spend the CMAQ funding? 

[The information follows:] 

We are encouraged by the use of these funds, and expect an increase in transfers 
to FTA for transit projects as local transit needs become known. 

Mr. Carr. What is the total amount of transit funding that has 
been transferred to highway projects since the passage of ISTEA? 
[The information follows:] 

Due to the high ongoing demand for transit funds, none of the available funds 
has been transferred fi-om FTA for highway related activities. 

Mr. Carr. How many states have either laws, regulations or 
other procedures that preclude the flexible use of funds between 
highways and transit projects? 

[The information follows:] 
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We do not have information on how many states have laws, regulations or other 
procedvires that preclude flexing funds between highway and transit projects. While 
all these constraints would affect the ability of state and local officials to flex federal 
funds, it is our opinion that the larger issue is the availability of dedicated state 
revenues that coiUd be used for both highways and transit. States are more likely 
to be even handed in assessing projects for flexible funding if the local mateh is 
available from dedicated state revenues for any type of transportation investment. 
Currently, 29 states have dedicated state highway user revenues which may be used 
only for highway projects; while in only 21 states may dedicated highway revenues 
be used for transit or highway purposes. 

Mr. Carr. Does the FTA have any organized effort to assist the 
states with understanding the flexibiUty provisions of ISTEA? In 
other words, do you think you are doing enough to educate the 
states on exactly what their options are? 

[The information follows:] 

The FTA has been aggressively assisting all the major players (states, metropoli- 
tan planning organizations, and transit operators) that determine project funding 
sovu"ces, including utilization of the flexibility provisions of the ISTEA. 

For the past three years, the FTA has issued "Flexible Funding Opportunities for 
Transit". This pamphlet has been distributed to all states, metropolitan planning or- 
ganizations (MPOs), and transit operators throughout the nation. The pamphlet pro- 
vides a state-by-state summation of available flexible funds for the current fiscal 
year as well as project eligibility information. The most recent pamphlet also pro- 
vided ten abbreviated case studies which identified the factors/strategies employed 
to access flexible funds. 

The ten FTA regional offices convene annual workshops with grantees (states and 
transit operators). A consistent agenda item has been the flexibility provisions of the 
ISTEA and what these options are. FTA has a joint working agreement with the 
American Public Transit Association to sponsor a series of workshops throughout 
the nation for the transit community and non-traditional transportation providers 
on federal planning and programming policies and procedures, and on the flexible 
programs themselves. 

Mr. Carr. Information supplied to the Committee by FHWA in 
response to questions asked during our hearings last year indicated 
the following uses of highway funding for transit or non-traditional 
projects: California, CMAQ, Operating assistance $2,740,100, Con- 
necticut, CMAQ, Bridge replacement $14,173 million, New Jersey, 
STP, Historic rail station, $4 million, Ohio, CMAQ, Bicycle storage 
lockers, $650,000, Virginia, CMAQ, Commuter rail station expan- 
sion, $4,508 million. 

Do you think buying bicycle storage lockers should be a legiti- 
mate expense for congestion mitigation activities? 

[The information follows:] 

Bicycle facility improvements are specifically authorized by ISTEA as eligible for 
funding under the Congestion Mitigation and Air Quality Improvement (CMAQ) 
program. Based on the statutory language, neither FHWA nor FTA may disallow 
the use of CMAQ funds for bicycle promotion activities. There is, however, a wide 
array of opinion concerning the congestion relief benefits of such projects. In our 
view — a view which is shared by several national environmental organizations — bi- 
cycle improvements at transit stations are legitimate candidates for CMAQ funding 
if residential development in an area is sufficiently dense to make bicycling to a 
transit station an attractive alternative. We would also support this use of CMAQ 
funds if the area did not yet have sufficient density but had adopted land-use plans 
and zoning to create denser development around stations. 

Mr. Carr. Are you aware of any states other than California that 
use CMAQ funding for operating assistance? 
[The information follows:] 

Guidance issued by FHWA and FTA for the CMAQ program (October 16, 1992) 
allows CMAQ fiinding for transit operating costs in very limited cases. Only new 
or significantly enhanced service qualifies and the guidance places a two-year limit 



753 



on eligible transit operating costs. Nationwide, there have been very few grants ap- 
proved utilizing CMAQ funds for transit operations. This is due to the fact that the 
CMAQ guidance does not allow existing costs to be displaced by CMAQ. funds and 
also does not allow a deeper subsidy of existing operations with CMAQ funds. We 
are aware of CMAQ-funded projects involving new transit service in New Jersey, 
Minnesota, and Rhode Island in addition to California. 

Mr. Carr. What oversight does the FTA perform regarding the 
approval of projects using the flexible funding provisions of ISTEA? 
[The information follows:] 

FTA's oversight of flexible funding requests occurs during the review of the state 
transportation improvement program and metropolitan transportation improvement 
program, at which time we evaluate the eligibility of proposed projects for funding. 
While we do not advocate that any specific project utilize flexible funding, we do 
encourage transit agencies to seek flexible funding rather than rely on unrealistic 
expectations regarding the availability of section 3 discretionary funds. With respect 
to the CMAQ program, there are special eligibility considerations related to air 
quality improvement which are handled at the STIP/TIP review stage. Once a 
project is transferred to FTA under the transfer procedures we have established 
with FHWA, the project must meet all applicable requirements of the Federal Tran- 
sit Act and is administered by FTA according to section 9 or section 18 program re- 
quirements. 

Mr. Carr. What impact will recent changes in federal transpor- 
tation planning regulations have on the use of ISTEA's flexibility 
of funds provisions and how will the Department of Transportation 
ensure that states and localities jointly cooperate in making the de- 
cisions required in these regulations? 

[The information follows:] 

The joint FHWA/FTA statewide and metropolitan planning regulations, issued on 
October 28, 1993, were carefully structured to emphasize and promote the flexibility 
provisions of ISTEA. This levels the playing field since highway and transit projects 
are now subject to the same process. The regulations require that specific sources 
of funding be identified to implement projects contained in the transportation im- 
provement programs at the metropohtan and statewide levels. This requirement, to- 
gether with the publication issued annually by FTA on "Flexible Funding Opportu- 
nities for Transit", ensures that the state and local officials are well aware of the 
opportunities for flexible use of highway and transit funds, and are making plan 
and program decisions in a manner unbiased by federal program structure and ad- 
ministration. 

We intend to review the actual implementation of these provisions as part of our 
joint administration of the ongoing comprehensive transportation planning process. 
States and metropolitan planning organizations are required to self certify that the 
metropolitan planning process is being conducted in accordance with all applicable 
requirements. In addition, in transportation management areas, FTA and FHWA 
must themselves jointly certify, no less often than once every three years, that the 
process is being carried out in accordance with all applicable requirements. As part 
of this ongoing oversight and certification action, we will determine if states and lo- 
calities are indeed cooperating in making the decisions in the objective and open 
way envisioned in the joint planning regulations. 

METROPOLITAN PLANNING ORGANIZATIONS 

Mr. Carr. Last year's budget submission included a one-time 
provision that would have allowed metropolitan planning organiza- 
tions to receive additional funding to deal with additional respon- 
sibilities required by ISTEA and other factors. The House bill as 
reported by the Committee contained that provision, but it was 
struck by a point of order raised by the Chairman of the authoriza- 
tion committee on the House Floor. That provision has not been re- 
newed in the 1995 budget submission; is that correct? 

[The information follows:] 

Yes, that is correct. 
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Mr. Carr. Are MPOs having a difficult time without the addi- 
tional funding, or have they had to tap other resources to make up 
shortfalls? 

[The information follows:] 

FTA staff has spoken with MPO executive directors and their staffs at the nine 
national outreach meetings conducted to explain the joint FTA and FHWA statewide 
and metropolitan planning regulations, the EPA conformity regulation, and the 
management systems interim final rule. Though it is too soon to determine the fill 
effect of implementing the new planning regulations, we do know that the costs of 
air emissions analyses, financial planning, major investment studies and expanded 
public involvement processes are primary financial concerns for MPOs and states. 
At the present time we believe that FTA planning funding in conjunction with in- 
creased FHWA funding provides sufficient resources to carry out the mandates of 
the regulations. 

Mr. Carr. Acting Administrator McManus' statement last year 
included the following observation: "Without question, the trans- 
portation planning requirements in the Clean Air Act — particularly 
the new air quality conformity requirements — are straining the 
budgets of many metropolitan planning organizations. The MPOs 
must have augmented funding in order to meet these new require- 
ments." 

The conformity regulation and the mission planning regulation 
were both issued last autumn. What has been the effect on the 
MPOs, especially in the absence of the augmented funding? 

[The information follows:] 

The planning and conformity regyilations have placed substantial new require- 
ments on MPOs. MPOs, in cooperation with the otner transportation agencies, are 
now expected to develop transportation plans and programs for metropolitan areas 
of the nation and to evaluate the projects therein in terms of the planning factors 
listed in ISTEA; assess air quality impacts of ftitxire transportation scenarios using 
highly detailed and sophisticated transportation computer models; participate in the 
design and development of the various management systems; broker the negotia- 
tions for flexible finds among the numerous agencies and other interests involved; 
and reach out to the public in a manner that results in meaningful public involve- 
ment in the transportation planning process. However, ISTEA anticipated these de- 
mands on MPOs and authorized an increased level of planning funds for MPOs from 
both FHWA ("P.L. funds") and FTA (section 8 funds). Actual appropriations have 
resulted in dramatic increases in PL funding for MPOs, while Section 8 appropria- 
tions have resulted in more modest increases. To date, however, the combined fund- 
ing levels for MPOs have been deemed as adequate since both FHWA and FTA have 
managed these funds as fungible resources. In addition, ISTEA expanded the eUgi- 
ble activities of several capital funding programs to include planning functions, and 
some MPOs are considering requesting additional funding from these flexible title 
23 sources. 

We, together with FHWA, plan to monitor carefully the implementation of these 
requirements as part of our joint stewardship of the ongoing transportation plan- 
ning process, and will make appropriate recommendations for funding these activi- 
ties in future budget requests. 

Mr. Carr. Do you see any improvements in statewide transpor- 
tation investment decisions as a result of the conformity and mis- 
sion planning regulations? 

[The information follows:] 

While it is difficult to identify specific improvements in investment decisions at 
the project level at this early stage in the statewide transportation planning process, 
we are none-the-less quite confident that the requirement for a coordinated, com- 
prehensive, and cooperative process at the state level will result in greatly improved 
decisionmaking, particularly with respect to the use of flexible funding resources. 
We plan to carefully monitor the implementation of these requirements at both the 
metropolitan and statewide levels to ensure that local decisionmakers are being pro- 
vided the information necessary to make informed decisions regarding the use of 
limited transportation resources. To a large degree we will depend on me active in- 
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volvement of the public to ensure that a full range of options are actually analyzed 
and the relative merits of various alternative forms of transportation are evaluated. 
This will lead to the selection of the most cost effective and environmentally sen- 
sitive transportation projects for implementation, and will appropriately focus the 
decisionmaking responsibility at the state and local level. 

We can say at this time that the vastly increased amount of flexible funding deUv- 
ered by FHWA through the states for public transportation facilities is an indication 
of more serious consideration being given to a fuU range of alternatives during MPO 
and state planning and programming. 

RIDERSHIP PROJECTIONS 

Mr. Carr. During last year's hearing we had a discussion of rid- 
ership projections, and the problems caused by many of the first es- 
timates being so promotional in nature. The Acting Administrator 
indicated the FTA was collaborating with the Federal Highway Ad- 
ministration and the Environmental Protection Agency and the Of- 
fice of the Secretary of Transportation in a project to improve the 
state of the art in demand forecasting. 

What is the status of this effort? 

[The information follows:] 

The FTA, FHWA, EPA, and the Office of the Secretary have continually been 
working together to improve the travel demand models to develop more useful tools 
for travel demand forecasting and Clean Air Act conformity. As part of this effort, 
the cooperating agencies have selected the Los Alamos National Laboratory and 
have each allocated funding for the development of advanced travel demand models 
known as the Transportation Analysis and Simulation System (TRANSIMS). The 
project is intended to be completed over the next five years at a total cost of $27 
milUon between the cooperating agencies. 

The result will be a travel demand model much more sensitive to complex travel 
decisions because it will model the behavior of each individual traveler, instead of 
the current approach of modeling the behavior of groups of travelers in a system. 
This will lead to a much more effective way to estimate transit riders and the im- 
pacts of a broad variety of transportation emission control measures. 

Mr. Carr. We also discussed whether it might be time for the 
Volpe Transportation Center to do an update to the Pickrell Report 
issued in 1990. Do you have any thoughts on the matter? 

[The information follows:] 

The FTA has taken steps to address the recommendations of the 1990 Pickerell 
Report. We have updated our project planning guidance manual and created other 
planning process guidance. This guidance, in part, advocates better quality control 
at the local level during planning studies through such means as peer reviews of 
the forecasting methods used. FTA has also developed technical reports, training, 
a manual of best practices, and other assistance for cities planning new start 
projects. 

While these efforts have been substantial and should result in better forecasts of 
ridership and costs, none of the projects developed with these revised procedures 
has yet become operational. Thus, an update to the PickreU Report would be pre- 
mature at this time. If such an update were to be undertaken, we would urge that 
it be broader in scope so as to include other related types of infrastructure invest- 
ments in addition to transit. 

TRANSIMS 

Mr. Carr. The Federal Highway Administration is the lead agen- 
cy on a research effort with the Los Alamos National Laboratory 
called Transportation Analysis and Simulation System, or 
TRANSIMS. What has been the involvement of the Federal Transit 
Administration to date in the TRANSIMS effort? 

[The information follows:] 
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FTA has been working closely with FHWA and OST in both monitoring progress 
to date and developing a work program for future work. FTA will continue to be 
involved in the project by contributing to its funding, helping to manage the work, 
and insuring that the models developed can acciirately estimate transit ridership. 

Mr. Carr. Was the FTA consulted on the merits of the 
TRANSIMS project before the first contract was awarded? 
[The information follows:] 

Yes, FTA staff reviewed the first year's work and reviewed the proposal with 
FHWA and OST and found it was a sound methodology. Therefore, we concurred 
in the decision to award the contract and are in the process of contributing follow- 
up funding. 

Mr. Carr. What is the status of, and FTA involvement in, the 
strategic plan for the next generation of modeling techniques? 
[The information follows:] 

FTA has been deeply involved in the strategic plan for the next generation of 
modeUng techniques. We have been working with the other agencies in the Depart- 
ment of Transportation, the Department of Energy, and the Environmental Protec- 
tion Agency on the Transportation Model Improvement Program (TMIP). The 
TRANSIMS project is one component of the overall strategic TMIP effort to coordi- 
nate transportation, air quality, energy, economic growth, and land-use planning per 
the intent of ISTEA. 

GRANTS MANAGEMENT OVERSIGHT 

Mr. Carr. The Office of Management and Budget again lists the 
Federal Transit Administration's grants management oversight as 
high risk and inadequate. With $35 billion in active grants, 0MB 
figures $300 to $500 million is at risk. However, the 0MB does 
mention some improvements were made last year. 

What is your assessment of the improvement made in 1993? 

[The information follows:] 

FTA has greatly and effectively improved our oversight in the grants management 
area. For example, we are mid-year in the second year of the grantee risk deter- 
mination process that assesses the relative risk of each grantee's potential non- 
compliance with statutory and administrative program requirements. Through this 
process, regional officials and staff must annually review each grantee and complete 
a risk assessment form to determine the rating for each grantee and develop a 
grantee oversight plan. This is a very substantive action to effectively reduce the 
degree of risk associate with grants management. Additionally, FTA has greatly im- 
proved the triennial review process with the development of a triennial review 
handbook that can be used by both contractors and regional staff. The handbook ad- 
dressees many of the concerns of the OIG, GAO and others by providing for the 
sampling and testing in areas such as competitive procurement, inventory control 
and maintenance. Additionally, FTA had dedicated more than 40 regional staff and 
the equivalent of more than 79 full time employees in contractor assistance to our 
oversight functions. 

Mr. Carr. Is the FTA on schedule to transmit revised single 
audit compliance requirements to 0MB this month? Will they be 
issued in July? How much oversight assistance do you think the 
single audit compliance requirements will provide? 

[The information follows:] 

The single audit reqmrements for FTA were transmitted to 0MB on February 3, 
1994. 0MB plans to issue the revised compliance requirements in July. We believe 
that while the revised compliance requirements are a vast improvement over those 
currently in use, there remains concern that the A- 128 single audit may not provide 
the level of oversight assistance necessary for grants management. However, the Of- 
fice of Inspector General continues to work on improving oversight of the quality 
of the single annual audits and we beUeve these efforts will provide further im- 
provements. 
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Mr. Carr. How far along are you with the organization-wide 
structural and procedural changes planned to be implemented? 
When will you finish this effort? 

[The information follows:] 

On April 13 an organizational review task force was established responsible for 
developing restructuring/reprogramming proposals in accordance with the FTA stra- 
tegic planning goals for the National Performance Review. This group expects to 
spend up to 50 percent of its time on this assignment and provide me with a fin- 
ished project within 120 days. The group has commenced its activities and will ad- 
dress the allocation of resources among oversight and other activities of the agency. 

Mr. Carr. Last year's testimony indicated that the FTA has 10 
active project management oversight contracts costing about $10 
million annually monitoring about $27 billion in projects, correct? 
Are any of the firms performing contract management oversight for 
the FTA also under contract with the FTA for the design, engineer- 
ing or construction of any FTA project? 

[The information follows:] 

Under the recent procurement, FTA currently has 14 active project management 
oversight contracts costing about $10 million annually monitoring approximately 
$27 billion in projects. FTA does not have any direct contracts to design any feder- 
ally funded projects. Most of the firms providing PMO services to FTA do provide 
engineering services for FTA funded projects. However, FTA avoids any conflicts or 
potential conflicts of interest with any of its PMO contractors and grantees. Con- 
flicts of interest are prohibited under federal guidelines and avoided by assigning 
PMO contractors to only those grantees with whom they have no current contracts. 
If a conflict is found after the initial assignment, FTA selects another contractor 
from its group of 14 PMO contractors to replace the contractor in conflict. 

Mr. Carr. According to the Acting Administrator's statement last 
year, the FTA now has a risk assessment program that requires 
the regional staff to rank each grantee annually as potentially 
high, medium or low. For the past year, how many grantees were 
ranked with potentially high risk? 

[The information follows:] 

The FTA risk assessment program was established in fiscal year 1993 for the pur- 
pose of enabling FTA to identify the degree of potential risk that each grantee poses 
to the overall integrity of FTA programs. The program acts as an umbrella in that 
it is used to identify and develop a grantee oversight plan that recognizes and as- 
signs a potential risk rating to each grantee. In fiscal year 1993, 48 grantees were 
ranked as potentially high risk while in fiscal year 1994, 58 grantees were so 
ranked. 

Mr. Carr. What factors are considered in the risk assessment? 
[The information follows:] 

The risk assessment form is categorized to present questions regarding risk fac- 
tors in financial, technical, procurement, inventory and other management controls 
to differentiate potential grantee noncompliance with Federal requirements or im- 
proper use of grant funds. Regional officials and staff" complete a risk determination 
form for each grantee. This involves performing a thorough review and analyses of 
information relating to each grantee such as the size and complexity of the transpor- 
tation improvement program or project that the grantee has or will have underway 
as well as the amount of Federal funds vested with the grantee. 

The information gleaned from each oversight activity includes the results of au- 
dits conducted by the Office of the Inspector General, General Accounting Office, 
state, internal, A128 and/or any other relevant report(s). The review includes re- 
ports from triennial reviews, project management oversight, financial management 
oversight, procurement and safety reviews and grantee financial and quarterly re- 
ports. Other sources such as grant appUcations, site visit reports, media reports and 
grantee minutes of meetings are also reviewed. 
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Mr. Carr. How many grantees received a worse risk assessment 
this year than last year? 
[The information follows:] 

Risk assessment of each grantee is a continuous, ongoing process and subject to 
reevaluation throughout the program year to determine that the risk assessment re- 
mains appropriate. Since grantee risk evaluations are done a minimum of three 
times a year, it is not unusual for a grantee to fluctuate between rankings. At the 
end of last fiscal year 48 grantees were ranked as potentially high risk while 58 
are so ranked mid year of this fiscal year. 

Mr. Carr. What technical or other assistance does the FTA pro- 
vide to those grantees with either high or worsening risk? 
[The information follows:] 

In the event that a grantee is ranked potentially high risk or receives a worsening 
risk ranking, a triennial review or a special audit may be performed. If the grantee 
management deficiency is known, outside contractors with specialized expertise will 
be called upon to provide technical assistance to the grantee in areas such as: 
project management, financial management, procurement, safety or civil rights. 

Mr. Carr. For the record provide a list showing the risk assess- 
ments of all grantees ranked by the FTA. 

[The information follows:] 

[Clerk's note. — The requested information was not provided in 
time to be printed in the record.] 

FEDERAL TRANSIT ADMINISTRATION STRATEGIC PLAN 

Mr. Carr. What is the status of the strategic plan under develop- 
ment in the Federal Transit Administration? 
[The information follows:] 

FTA began its strategic planning process in November 1993. Since that time all 
employees have been involved in the process in a series of outreach sessions either 
as members of cross-cutting teams or as contributors through office teams. Agency 
vision and mission statements have been developed. Our next task is to prioritize 
our vision strategies, action objectives, and performance measvu-ements. This should 
be completed by mid-May and to print shortly thereafter. 

Mr. Carr. How do the goals of the FTA's strategic plan mesh 
with the Department's strategic plan unveiled earlier this year? 
[The information follows:] 

With the issuance of the FTA strategic plan, the future direction of FTA and how 
that supports the seven goals of the Department's plan will be described. Not only 
are we ready to meet the challenges that have been laid out by the Secretary, but 
we are already taking a leadership role in making many of them happen. 

One of the tools that will help us achieve these goals is our own agency's strategic 
planning process. It will be a very adaptable tool that can help us change as our 
programs and the factors affecting them change as well. 

The Secretary has asked all the administrations to develop action plans that iden- 
tify milestones for reaching the goals in the Department's strategic plan. Although 
we are in the process of developing our strategic plan, it generally appears that 
many of the goals and actions called for in the Department's plan are already ad- 
dressed in our draft documents. 

Mr. Carr. Is the fiscal year 1995 budget submitted in February 
divergent in any significant way from the Federal Transit Adminis- 
tration's new strategic goals? 

[The information follows:] 

No. The fiscal year 1995 budget request for the highest overall funding level in 
FTA history will help us implement the FTA strategic plan by improving the lives 
of our customers — from transit riders to grantees. Our budget and our strategic plan 
is strong in infrastructure investment for economic growth and job creation. 
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TASMAN CORRIDOR PROJECT LOI 

Mr. Carr. Mr. Administrator, on March 14 you sent notice to the 
Congress of your plan to send a letter of intent (LOI) to fund the 
Tasman Corridor project to Santa Clara County. Why did you de- 
cide to send an LOI for the Tasman project at this time? 

[The information follows:] 

Section 3032(c) of ISTEA states that ". . . not later than 90 days after the date 
of completion by [Santa Clara County Transit District] SCCTD of preliminary engi- 
neering, the Secretary shall . . . execute a multiyear grant agreement . . . with 
SCCTD for the construction of the Tasman Corridor Project". 

FTA and SCCTD began negotiations on a full fiinding grant agreement (FFGA) 
for the project in July 1993. However, final execution of the FFGA must await a 
decision by the California Supreme Court on the constitutionality of the 1992 Viz 
cent sales tax that would provide half of the 50 percent local share for the project. 
A court decision is not expected before March 1995. 

Because of the legal difficulties with the project's non-federal financing, FTA de- 
cided to issue an LOI to indicate to the Congress our intent to meet the ISTEA man- 
date. 

Mr. Carr. Didn't the California State Court of Appeals strike 
down the proposed sales tax that Santa Clara County was counting 
on to provide the necessary non-federal revenues? 

[The information follows:] 

Measure A, the Vt. cent sales tax that would provide half of the 50 percent local 
share for the Tasman Corridor Project, was invalidated by the Sixth District Court 
of Appeals on November 10, 1993. However, in February, the State Supreme Court 
agreed to review Measiire A on appeal. Santa Clara County Transit District seeks 
a favorable ruhng prior to the new tax's effective date of April 1, 1995, to enable 
it to execute a full fiinding grant agreement by June 1995. 

Mr. Carr. Isn't it true that at this time Santa Clara County has 
not yet developed an alternative financing scheme, and that, in the 
words of the draft letter of intent, "several financial concerns must 
be resolved before a full funding grant agreement can be executed?" 

[The information follows:] 

Yes. A full funding grant agreement cannot be executed until either the vedidity 
of Measure A is established, or an alternative local funding source is identified. 

Mr. Carr. With all the uncertainty currently surrounding the 
Tasman project, why is there such a rush to send a letter of intent 
to Santa Clara County? 

[The information follows:] 

There has been no rush to issue a Letter of Intent (LOI) for the Tasman Corridor 
Project. The purpose of the LOI is to inform the Congress of FTA's intent to carry 
out the provisions of ISTEA, once the financial capacity issue associated with the 
sales tax challenge has been satisfactorily resolved. Except for the coiort challenge, 
FTA would proceed immediately to conclude negotiations on and issue a full funding 
grant agreement for the project. 

The LOI provision was introduced in FTA's authorizing legislation some years ago 
to provide a formal vehicle for FTA to notify the Congress of the administration's 
intent to obligate funds under an existing authorization, subject to appropriations. 
The total amount of LOI's cannot exceed the current authorization for new starts 
project. 

LETTERS OF INTENT FOR SECTION 3 PROJECTS 

Mr. Carr. How many letters of intent has the Federal Transit 
Administration issued in the past ten years? 
[The information follows:] 
Three letters of intent have been issued over the past ten years: 
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Project Date Amount (millions) 

Tasman Corridor 4/14/94 $179.3 

San Jose LRT 3/30/84 183.8 

Tri-MetLRT 9/30/91 1.0 

Mr. Carr. Haven't several projects, including those in Los Ange- 
les, Dallas, New York, and St. Louis, received full funding grant 
agreements without first having received a letter of intent? 

[The information follows:] 

Yes. However, a letter of intent (LOI) is not needed for every fiill funding grant 
agreement (FFGA). In fact, in the majority of cases, the FTA does not need to use 
this provision of ISTEA. An LOI is an intermediate step in the project development 
process, available for use prior to award of an FFGA should circumstances warrant. 

Mr. Carr. Of the ten projects in the preliminary engineering 
stage as profiled in last year's section 30(j) report, why was the 
Tasman project the only one singled out for a letter of intent? 

[The information follows:] 

Of the projects listed in the May 1993 3(j) Report as being in the preliminary en- 
gineering stage of project development — Baltimore/LRT Extensions; Chicago/ 
Central; Honolulu/Rapid Transit; Houston/Regional Bus; Orange County/ 
Transitway; Pittsburgh/Busway Extension; Salt Late City/South LRT; and the San 
Francisco/BART Airport Extension and Tasman Corridor Projects — only the Tasman 
Project has reached the appropriate level of project development to allow for the is- 
suance of a letter of intent. 

Mr. Carr. As a practical matter, the letter of intent for the 
Tasman project has no intrinsic value; isn't that correct? In other 
words, the project could proceed to a full funding grant agreement 
and receive additional federal funding without the letter of intent, 
could it not? Conversely, the project could get the LOI, but not get 
its financial problems resolved, not get a full funding grant agree- 
ment, and might not receive additional federal funding, correct? 

[The information follows:] 

It is certainly possible that the Tasman Corridor Project could eventually proceed 
to a full funding grant agreement and concommitant federal funding without an 
LOI. It is also possible that future financial capacity problems could result in the 
lack of an approvable project. However, this by no means indicates that the letter 
of intent has no intrinsic value. 

As stated earlier, the LOI provision was introduced in FTA's authorizing legisla- 
tion some years ago to provide a formal vehicle for FTA to notify the Congress of 
the Administration's intent to obligate fiinds under an existing authorization, sub- 
ject to appropriations. In addition, the LOI is a notice to the transit agency and to 
the Metropolitan Transportation Commission (the metropolitan planning organiza- 
tion in San Francisco that programs federal transit funds and flexible title 23 funds 
for the area) that a certain level of section 3 new start funding can be expected. 
This notification allows the agency to seek additional funding fi-om flexible title 23 
or other funding resources, if necessary, and to scope the project accordingly during 
subsequent phases of project development. 

Mr. Carr. Isn't the bottom line on this and other letters of intent 
that they are not required by law or regulation, they do not commit 
the government to providing additional funding, they have little or 
no value in the bond markets, and about all they do is further raise 
the expectations of project proponents and sponsors? -> 

[The information follows:] 

Section 3(a)(4) of the Federal Transit Act authorizes the Secretary of Transpor- 
tation to announce an intention to obligate for a project under this section through 
the issuance of a letter of intent (LOI) to the applicant. An LOI is not an obligation 
nor is it an administrative commitment. It is an announcement of intent to obligate 
from future available budget authority specified in law. The purpose of an LOI is 
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to notify Congress of the intent of the Executive branch to commit authorization. 
As such, the Secretary is required to notify Congress in writing at least thirty days 
prior to the proposed issuance of a LOI. A letter of intent also notifies the transit 
agency and local authorities that a certain level of Section 3 new start funding can 
be expected. This notification allows the agency to seek additional funding from 
other resources, if necessary, and to scope the project accordingly during subsequent 
phases of project development. 

Mr. Carr. Your letter of March 14 contains a very interesting 
statement. The final paragraph reads as follows: "The LOI to be is- 
sued for the Tasman project will be for the final project approved 
under procedures currently in place. All future projects will be sub- 
ject to the President's Infrastructure Executive Order which takes 
effect March 15, 1994." 

Does this mean if the notice for the letter of intent had not been 
sent on March 14, 1994, that the Tasman project would also be 
subject to the provisions of the President's Infrastructure Executive 
Order? 

[The information follows:] 

No, the kind of project evaluation called for in the President's Infrastructure Exec- 
utive Order is performed during the planning, preliminary engineering and environ- 
mental assessment of the proposed project. Because the Tasman project had com- 
pleted these steps and a record of decision had been issued, it would not be subject 
to reevaluation under the provisions of the Executive Order even if the notice for 
the letter of intent had been sent after March 15, 1994. 

Mr. Carr. Could the Tasman project qualify for federal funding 
under the terms of the President's new Executive Order? 
[The information follows:] 

The Executive Order called for the development of plans for its implementation 
by March 15, 1994. FTA's plans for implementation call for an updating of our new 
starts evaluation approach to explicitly reflect a broader array of criteria. It is not 
possible to know specifically how the Tasman project would fare under the new 
broader criteria, however, it is likely that its relative federal investment merit in 
terms of the new criteria wovild not be substantially different from that in terms 
of the existing FTA criteria. 

Mr. Carr. The Executive Order specifically states that each 
agency is to use the principles contained in the Order to justify 
major infrastructure investment programs, beginning with the fis- 
cal year 1996 budget submission. How do you respond to the obser- 
vation that the letter of intent appears to be an attempt to exempt 
the Tasman project from the more stringent criteria embodied in 
the President's new Executive Order? 

[The information follows:] 

FTA's rationale for issuing a letter of intent for the Tasman project can be found 
on pages 19 and 20 of the fiscal year 1995 Report on Funding Levels and Allocations 
of Funds (Section 3(j) Report). In summary, the project is part of a Program of Inter- 
related Projects for which the section 3 share is less than 30 percent. The significant 
degree of local financial support for transit is a major reason for FTA's support of 
the project. Because the Section 3 share is less than Va, the program of projects is 
exempt from the new start criteria contained in Section 3(i) of the Federal Transit 
Act. In addition, Section 3032(cXl) of ISTEA specifically directs the Secretary to ap- 
prove the construction of the locally preferred alternative for the Tasman Corridor 
Project. 

FULL FUNDING GRANT AGREEMENTS 

Mr. Carr. The administration's proposed 1995 budget for the sec- 
tion 3 discretionary program includes funds only for those projects 
that have already entered into full funding grant agreements with 
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the Federal Transit Administration. Apparently, this is to be the 
administration's new litmus test. Only those projects that have 
such agreements will be included for funding in future budget re- 
quests; is that correct? 
[The information follows:] 

Not necessarily. The principles for allocating new start funds among the various 
new start projects seeking funding are laid out in the Department's "Report on 
Funding Levels and Allocations of Funds" issued April 7, 1994, as required by Sec- 
tion 3(j) of the Federal Transit Act. These principles estabUsh first priority for 
projects with existing or pending full funding grant agreements (FFGA). Once exist- 
ing commitments are fulfilled, we would consider other projects that meet the 
project justification, finance, and process criteria established by section 3(i) of the 
Federal Transit Act. 

Mr. Carr. Several projects are either in the process or about to 
begin the process of negotiating full funding grant agreements. 
How will the FTA decide which projects should be considered first 
and be candidates for agreements? 

[The information follows:] 

The decision as to which projects would be considered first as candidates for 
FFGAs will depend on each project's progress in the development process, and its 
relative merits under the criteria laid out in section 3(i) of the Federal Transit Act. 

Mr. Carr. Does the Federal Transit Administration have any 
strategic plan for the consideration of full funding grant agree- 
ments, based either on geography, or demographics, or cost benefit 
analysis, or other factors? 

[The information follows:] 

Again, the principles set forth in the section 3(j) report establish the basis and 
priorities for issuance of full funding grant agreements. Any project being consid- 
ered for a FFGA should meet the project criteria established by section 3(i). Further, 
firm funding commitments, embodied in FFGAs, should not be made until prelimi- 
nary engineering is completed, including completion of the final environmental im- 
pact statement, since costs, benefits, and impacts are not accurately known until 
this level of engineering has been completed. Funding should be provided to the best 
projects, in terms of cost-effectiveness, financial commitment, and other justification 
criteria, in an order which is based on the degree to which each project meets these 
criteria, and allows these projects to proceed through the process on a reasonable 
schedule. 

Mr. Carr. What is the FTA schedule for negotiating full funding 
grant agreements for the balance of fiscal year 1994 and for fiscal 
year 1995? Indicate by project and by anticipated negotiation start 
and finish dates. 

[The information follows:] 

In addition to making recommendations for fiscal year 1995 new start funding, 
the April 7, 1994 Section 3(j) report goes beyond this to indicate which projects are 
on the horizon for funding commitments. Eight projects are Usted in the report as 
candidates for full funding grant agreements (FFGAs) and letters of intent (LOIs). 
They are: 

FFGA Candidates: Baltimore/LRT Extensions; Houston/Regional Bus; New Jersey/ 
Urban Core; Pittsburgh/Busways. 

LOl Candidates: Boston/Piers; Chicago/Central Area Circulator; DaUas/RAIL 
TRAN; San Francisco/Airport & Tasman. 

Discussions have begun with all of the candidates for FFGAs. We anticipate com- 
pletion of FFGA negotiations by the end of calendar year 1994. It is also conceivable 
that other projects in the new start pipeline could reach the point of development 
where they would also be prepared to begin negotiation of a FFGA. 

Mr. Carr. Do projects that are required by ISTEA to have full 
funding grant agreements entered into by certain dates receive any 
preferential treatment in the queue for agreement negotiations? 
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[The information follows:] 

Virtually all of the new starts projects earmarked in ISTEA have specific dates. 
Most of these dates could not be met based on the project's status at the time of 
the legislation. We are working with all prmects currently in the new starts pipeUne 
that have completed alternatives analysis. Projects are subject to satisfjang tne stat- 
utory requirements, such as section 3(i), and other basic requirements, including en- 
vironmental process, unless the project qualifies for exceptions to these require- 
ments. 

Mr. Carr. In previous years, many grantees received federal 
funding for alternatives analysis and preliminary engineering. How 
does the new FTA policy regarding budgeting only for those 
projects with full funding grant agreements affect projects in these 
stages of development? 

[The information follows:] 

FTA has always objected to using section 3 funds for alternatives analysis and 
preliminary engineering, even though the law permits it. We prefer grantees to use 
section 9 authority and flexible funds for these phases of development. This remains 
our policy, although it has ofl«n been overridden by congressional mandates. 

LOS ANGELES METRO PROJECT 

Mr. Carr. Last summer media reports surfaced indicating poten- 
tial problems with the construction and safety of parts of the walls 
of the Los Angeles subway. It is the Committee's understanding 
that the reviews have been completed and no major structural or 
safety problems have been discovered; is that correct? 

[The information follows:] 

Yes. A panel of independent experts conducted a review and evaluation of the 
structural integrity of the operating Los Angeles subway tunnels (the Red Line). 
The panel concluded that the tunnels are structurally adequate and are capable, in 
their present condition, to support the ground loads and accommodate the antici- 
pated ground motions imposed by the design earthquake with substantial reserve 
capacity. 

Mr. Carr. How many feet of subway tunnel are involved in the 
dispute? How many feet of reinforcing steel have been added to the 
subway walls? 

[The information follows:] 

The expert panel performed a review and evaluation of the structural integrity 
of the entire operating Los Angeles Metro tunnels (the Red Line) which consist of 
28,796 feet. The panel s review and evaluation did not result in any additional steel 
being added to the tunnels. Prior to the panel's work the Metropolitan Transpor- 
tation Authority did place a total of 57 linear feet of steel plate in the tunnel at 
three locations. 

Mr. Carr. Is it accurate to state, however, that design and con- 
struction specifications were not always followed in parts of the Los 
Angeles subway system constructed several years ago? 

[The information follows:] 

Yes. It is accvu-ate to state that design and construction specifications under pred- 
ecessor organizations to the Metropolitan Transportation Authority were not always 
followed. 

Mr. Carr. Do you think grantee and contractor oversight of the 
Los Angeles subway system was adequate during the time of con- 
struction of the segments in question? 

[The information follows:] 

Yes. In general we believe that the oversight by the grantee and contractors was 
adequate. However, based on the results of the panel's review and evaluation and 
a recent study commissioned by the Metropolitan Transportation Authority of the 
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contractor's and construction manager's performance, there were apparent lapses in 
the oversight effort. 

Mr. Carr. Have changes been made in the design and construc- 
tion operations and oversight to preclude any similar occurrences? 
[The information follows:] 

Yes. Significant changes have occurred in the management of the Los Angeles 
Metro project since construction of the segment in question. The management 
changes, including a more aggressive quaUty assurance program, have had a posi- 
tive impact on the Metro project, by advancing the project's management style from 
a reactive posture to a proactive one. 

Mr. Carr. The U.S. Attorney's office also conducted an investiga- 
tion of potential construction deficiencies in the Los Angeles sys- 
tem; is that correct? What were the results of that investigation? 

[The information follows:] 

It is our general understanding that the U.S. Attorney's office was conducting an 
investigation on the Metro project. However, we have no specific knowledge of the 
focus or status of the investigation. 

Mr. Carr. Have any charges of fraud or negligence ever been 
brought against individuals working for the grantee, design firm or 
the contractor? 

[The information follows:] 

To our knowledge no charges of fraud or negligence have been brought against 
individuals on the project. 

Mr. Carr. Ridership for the part of the Los Angeles subway that 
opened last year was very low before the Northridge earthquake oc- 
curred in January. What were the early ridership figures and how 
much did they increase immediately after the earthquake? Have 
the ridership figures fallen again recently? 

[The information follows:] 

The week after the Northridge earthquake, ridership on segment 1 of the Metro 
Red Line peaked at 20,100 passengers. Prior to the earthquake, ridership had aver- 
aged approximately 15,100 passengers a day, and currently ridership has stabilized 
at approximately 17,100 passengers a day. This first segment of the Red Line, 
opened in January, 1993, is 4.4 nules long, and runs through downtown Los Angeles 
between Union Station and Westlake/MacArthur Park, with three stations between 
these points. The rise in Red Line ridership after the quake has been attributed 
mainly to the rise in ridership on Metrolink, the commuter rail system. All of 
Metrolink's routes converge at Union Station, including the Santa Clarita fine and 
Ventura County line, both of which have been extended since the quake to carry 
commuters from and through quake-affected areas. 

It is anticipated that the increase in Metrolink ridership as service expands and 
due to the earthquake, if sustained, wiU continue to have a positive impact on Metro 
Red Line ridership. FTA will soon have ridership surveys underway in L.A. to deter- 
mine the effects tiie earthquake has had on travel behavior and to develop a strat- 
egy for sustaining transit ridership increases. 

Mr. Carr. Press reports from last November allege that the Los 
Angeles red line is more than $200 million over budget. Metro rail's 
head of rail construction reportedly said last May that the project 
had experienced a high number of costly change orders. These 
change orders helped drive construction contracts 35 percent over 
budget. 

Do you agree with the gist of these reports? 

[The information follows:] 

No. We believe the numbers reported in the press were not properly put in per- 
spective. The press reported that segment one of the Red Line project was 35 per- 
cent over budget. The fact is that the overall segment one project was projected to 
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be less than 18 percent over budget (final close-out figures are not available at this 
time). The 35 percent figure comes ftx)m a comparison of the value of the construc- 
tion contracts at the time of award to the projected final cost of the construction 
contracts. Even though the construction contracts may have grown 35 percent from 
award to projected close-out, they in fact are only 10 percent above the original 
budget estimates. 

Mr. Carr. Do you think the grantee's and the Federal Transit 
Administration's oversight of the project's construction has been 
adequate? 

[The information follows:] 

Yes. In general we believe that the overall oversight has been adequate. 

Mr. Carr. What are the reasons for the large number of change 
orders? What are the grantee and the FTA doing to rein in the 
number and cost of the change orders? 

[The information follows:] 

Change orders are due to a number of reasons, such as differing site conditions. 
The Metropolitan Transportation Authority has established a Disputes Resolution 
Board and developed a pro-active claims management program that has substan- 
tially reduced the quantity and values of claims. 

Mr. Carr. Has the project been managed too much to an artifi- 
cial schedule? In other words, have some of the cost increases been 
incurred due to allegiance to an unrealistic schedule? 

[The information follows:] 

We do not believe that the project has been driven by unrealistic schedules. 

Mr. Carr. How much will the cost overruns will be borne by the 
federal government? 

[The information follows:] 

The Metropolitan Transportation Authority is responsible for project cost over- 
runs. FTA, under the FFGA, may assist in payment of extraordinary costs specifi- 
cally defined in the agreement. At this time the FTA has not been requested to par- 
ticipate in any extraordinary cost. 

Mr. Carr. Other press reports indicate the Los Angeles Red 
Line's cars are experiencing excessive wheel wear. The wheels, de- 
signed to last for 250,000 miles, apparently are failing after 18,000 
miles. Are the reports accurate? 

[The information follows:] 

There was no mileage requirement for the wheels specified in the contract. A 
major cause of wheel wear is curved track and approximately 50 percent of the 2.9 
mile Red Line operational segment is curved track. Initially wheel life was running 
approximately 18,000 miles. Changes were implemented to improve wheel Ufe which 
is now approximately 70,000 miles. 

Mr. Carr. Has the transit authority lowered the speed limit on 
any sections of the track in response to the excessive wheel wear? 
[The information follows:] 

Changes were implemented to improve wheel wear such as slowing on the curved 
sections, lubricating track, and making adjustments to the steering system. These 
changes improved wheel life to 70000 miles and it is expected that as other rec- 
ommendations made by a railcar wheel wear expert are implemented that life will 
be increased to over 100,000 miles. The next segment of track to open is primarily 
straight track which will significantly increase the wheel nuleage life. 

Mr. Carr. What has been the financial impact of the excessive 
wheel wear? Who has to bear the costs? Are there any warranty 
provisions in the contract that require the manufacturer to solve 
the problem at his expense? 
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[The information follows:] 

There was no wheel wear mileage requirement specified in the contract. A major 
cause of wheel wear is curved track which the railcar manufacturer has no control. 
Approximately 50 percent of the 2.9 mile Red Line operational segment is cvirved 
track. The replacement of the wheels is not a high cost item and the transit agency 
has been bearing the costs. There are no warranty provisions on wheel life because 
the railcar manufacturer does not have any control on track geometry and speed 
poUcies. At its own expense, the railcar manufacturer has provided engineering per- 
sonnel to work vkdth the transit agency and wheel wear experts in resolving the 
problem. The manufacturer implemented changes to his steering system to reduce 
wheel wear. 

BUS MANUFACTURING INDUSTRY CAPACITY 

Mr. Carr. What is the health of the domestic bus manufacturing 
industry today? How does it compare with one year ago? 
[The information follows:] 

The industry is improved over last year with more buses being purchased. Bus 
manufacturers' backlogs are increasing, and delivery times are now running over a 
year. Although the industry health is not considered strong, market conditions are 
improving and this trend is expected to continue. 

Mr. Carr. How much excess capacity is there in the bus industry 
today? How many buses are being built annually and how many 
could be built at peak capacity? 

[The information follows:] 

The industry has excess capacity of approximately 3,000 buses. Approximately 
3,000 buses are being manufactured annually, and the industry has a peak capacity 
of 6,000 buses per year on a one-shift per day basis. 

Mr. Carr. Last November Motor Coach Industries International, 
Inc. announced its intention to quit the bus making business, citing 
continuing losses in operations. Do you think there may be addi- 
tional consolidation of the industry in the future? 

[The information follows:] 

Although the industry is improving, some manufacturers are having difficulty and 
there may be further consolidation in the industry. 

FAREBOX RECOVERY RATES 

Mr. Carr. By category, provide the farebox recovery rates, on a 
national basis, for bus, light rail, heavy rail, and commuter rail. 
[The information follows:] 

Because transit operators are not required to report fare revenue by mode in the 
section 15 system, it is not possible to report on fare recovery ratios by mode. 

Mr. Carr. How many rail systems built in this country have 
farebox recovery rates of 50 percent or higher? 
[The information follows:] 

Of the 34 operators with rail systems, 9 have fare recovery rates over 50 percent. 
These include the Burlington Northern RaUroad (Chicago), San Diego Trolley, 
Northwestern Indiana Commuter Transportation District, Port Authority Transit 
Corporation (Philadelphia), the Chicago and Northwestern Railroad, Metro-North 
Commuter Railroad, New York City Transit Authority (NYCTA), Chicago Metra, 
and the Washington MetropoUtan Area Transit Authority (WMATA). For the 
multimodal operators (NYCTA and WMATA), the farebox recovery ratio is for the 
operator as a whole. 

Mr. Carr. What are the farebox recovery rates for the section 3 
new star projects for which the administration is seeking funding 
in the 1995 budget request? 
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[The information follows:] 

The following table displays the farebox recovery ratio for the operators of the 
transit systems included in the Section 3(j) Report for fiscsd year 1995 new starts 
funding: 

Farebox recovery 
Operator ratio J percentage 

Dallas 18 

Los Angeles 36 

New York 54 

Portland 27 

St. Louis 25 

Mr. Carr. What are the rates for the section 3 projects not ad- 
dressed above currently in construction or final design phases? 
[The information follows:] 

Additional transit agencies whose section 3 new start projects are currently in the 
construction of final design phases have the following farebox recovery rates, accord- 
ing to the latest available ( 1992) section 15 data: 

Farebox recovery 
Operator ratio I percentage 

Atlanta (MARTA) 35 

Baltimore (MTA) 39 

Denver (RTD) 20 

Houston (Metro) 28 

Jacksonville (JTA) 22 

Miami (MDTA) 31 

New Jersey (NJ Transit) 48 

San Francisco (Muni/BART) 37 

San Jose (SCCTD) 11 

UNOBLIGATED BUS FUNDS 

Mr. Carr. Testimony last year revealed that at the same time 
that there existed more than $300 million in unobligated bus fund- 
ing, the FTA had requests in the pipeline of more than $800 mil- 
lion, including more than $200 million ready to go and approvable 
in every respect, including section 13 (c) certificates from the De- 
partment of Labor. The only problem was lack of money. The Con- 
gress was sensitive to this situation last year and did not earmark 
all of the section 3 bus money. 

What is the situation this year? What is the current amount of 
unobligated bus money? 

[The information follows:] 

The current amount of unobligated bus money as of March 31, 1994 is $370 mil- 
lion. This consists of $230 miUion in fiscal year 1994 earmarked funds, $117 million 
in fiscal year 1993 earmarked funds, $24 million in fiscal year 1992, and $2.4 mil- 
Uon in fiscal year 1990 funds. Following is a table showing availability and obliga- 
tions of fiscal year 1994 and fiscal year 1993 bus fiinds by area thru March 31, 
1994. Also following is a list of projects with fiscal year 1992 and prior year unobli- 
gated funds. 
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FEDERAL TRANSIT ADMINISTRATION 
SEaiON 3 BUS 
OBLIGATION STATDS FY 1994 EARMARKS/ALLOCATIONS 
AS OF MARCH 31, 1994 



Pq. 1 of 4 



AREA 

HI State 

PA Altoona(Bus Testing) 

AR Little Rock 

AZ Tucson 

CA Lake Tahoe Regional Transit 

CA Los Angeles 

CA Sacraiento 

CA Santa Barbara 

CA San Francisco Bay Area 

FLHiaii 

Fl Orlando 

GA Atlanta 

EI Kauai 

XL State 

IH South Bend 

lA State 

lA Cedar Rapids 

lA Des Moines 

KS Louisville 

KS Topeka 

LA New Orleans 

Maine State 

HD Silver Spring 

HA Pioneer Valley Transit Authority 

HI Southeast 

HN HTC 

HO State 

HO St. Louis 

NJ Caiden 

NJ South Aiboy 

NH Albuquerque 

NV Las Vegas 

NY Nassau County 

NY NYDOT. 

NC State 

OH State 

OH Cleveland 

OB Lake County 

OK State 

OK Oklahoia City 

OK Tulsa 

OR Eugene 

OR Salei 

PABARTA 

PA Philadelphia 

PA Willia«sport 



FY 1994 EARMARKS/ 
COHHHITMENTS 

$10,000,000 
2,000,000 
2,100,000 
1,500,000 
2,100,000 
8,000,000 
4,000,000 
3,000,000 
3,000,000 
3,000,000 
2,500,000 
4,000,000 
1,750,000 

17,000,000 
3,100,000 
8,000,000 
3,000,000 
2,000,000 
2,000,000 
8,000,000 
5,000,000 
2,000,000 
1,500,000 
1,000,000 
5,000,000 
7,000,000 
8,000,000 
4,000,000 
800,000 
500,000 
1,750,000 
4,500,000 

12,000,000 
9,491,364 

12,000,000 

14,000,000 
3,500,000 
2,000,000 
5,000,000 
1,000,000 
1,000,000 
2,000,000 
3,800,000 
2,580,000 

10,000,000 
2,500,000 



AMOUNT OBLIGATED 

SO 








3,000,000 
2,500,000 
4,000,000 








5,000,000 












9,491,364 


3,500,000 






2,580,000 
9,000,000 




DNOBLIGATED BALANCE 

$10,000,000 

2,000,000 

2,100,000 

1,500,000 

2,100,000 

8,000,000 

4,000,000 

3,000,000 

3,000,000 







1,750,000 

17,000,000 

3,100,000 

8,000,000 

3,000,000 

2,000,000 

2,000,000 

8,000,000 



2,000,000 

1,500,000 

1,000,000 

5,000,000 

7,000,000 

8,000,000 

4,000,000 

800,000 

500,000 

1,750,000 

4,500,000 

12,000,000 



12,000,000 

14,000,000 



2,000,000 

5,000,000 

. . 1,000,000 

1,000,000 

2,000,000 

3,800,000 



1,000,000 

2,500,000 
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FEDERAL TRANSIT ADMINISTRATION 

SECTION 3 BUS 

OBLIGATION STATOS FY 1994 EARHARKS/ALLOaTIONS 

AS OP MARCH 31, 1994 

(CONTINUED) 



Pq. 2 of 4 



AREA 

PR San Juan 

SC Charleston 

SD Sioux Falls 

TN State 

TX Corpus Christ!.. . 

TX Dallas 

TX El Paso 

TX Laredo 

DT Salt Lake City... 

VT Rutland 

VA Fairfax 

WA Seattle 

wv Wheeling 

WI state 

WI Milwaukee 

Fuel cell buses 

TOTAL 



AREA 

AL Bininghai 

CA Stockton 

CO Pitkin County 

FL Orlando 

FL Sarasota 

GA Atlanta 

KY Ft. Wright 

LA New Orleans 

HA Lowell 

MA New Bedford 

MI Flint 

MN Duluth 

NE Oiaha 

NH Concord 

NY Albany 

NY Buffalo 

NY Elsira 



FY 1994 EARMARKS/ 






COMHMITMENTS 


AMOUNT OBLIGATED 


UNOBLIGATED BALANCE 


$2,500,000 


$0 


$2,500,000 


4,000,000 


4,000,000 





2,400,000 





2,400,000 


8,000,000 





8,000,000 


1,500,000 





1,500,000 


4,000,000 





4,000,000 


5,000,000 





5,000,000 


4,500,000 


4,500,000 





3,000,000 





3,000,000 


1,500,000 





1,500,000 


6,000,000 





6,000,000 


4,700,000 





4,700,000 


8,500,000 


501,236 


7,998,764 


5,000,000 





5,000,000 


3,000,000 





3,000,000 


3,000,000 





3,000,000 


$278,571,364 


$48,072,600 


$230,498,764 


FY 94 






ADHIHISTRATIVE 






M.IjOCATION 


AMOUNT OBLIGATED 


UNOBLIGATED BALANCE 


$3,393,600 


$3,393,600 


$0 


5,000,000 


5,000,000 





3,060,800 


3,060,800 





5,000,000 


5,000,000 





3,688,480 


3,688,480 





6,000,000 


6,000,000 





2,310,000 


2,310,000 





5,000,000 


5,000,000 





2,340,000 


2,340,000 





5,000,000 


5,000,000 





4,500,000 


4,500,000 





2,000,000 


2,000,000 





2,364,800 


2,364,800 





980,340 


980,340 





1,024,000 


1,024,000 





2,080,496 


2,080,496 





108,368 


108,368 






770 



FEDERAL TRANSIT ADMINISTRATION 

SECTION 3 BOS 

OBLIGATION STATOS FY 1994 EARMARKS/ALLOCATIONS 

AS OF MARCH 31, 1994 

(CONTINDED) 



Pq. 3 of 4 



AREA 

NY Hauppauge 

NY Ithaca 

NY Roie 

OH Youngstown 

OR Portland 

PA Cbaibersburg 

PA Reading 

SC Charleston 

TX Laredo 

WA Richland 

WV Charleston 

WY Rock Spring 

TOTAL 



FY 94 

ADMINISTRATIVE 

ALLOCATION 



AMOONT OBLIGATED 



$804,685 


$804,684 


492,000 


492,000 


99,200 


99,200 


3,500,000 


3,500,000 


500,000 


500,000 


240,000 


240,000 


5,000,000 


5,000,000 


2,871,400 


2,871,400 


2,500,000 


2,500,000 


880,000 


880,000 


3,200,000 


3,200,000 


564,257 


564,256 



$74,502,426 



$74,502,424 



UNOBLIGATED BALANCE 

$1 











1 

$2 



FEDERAL TRANSIT ADMINISTRATION 
SEaiON 3 BOS 
OBLIGATION STATDS FY 1993 EARMARKS/ALLOCATIONS 
AS OF MARCH 31, 1994 



AREA 

AZ Tucson 

CA Los Angeles 

CA Sacraiento 

CA San Francisco (HCNI). 

CO Denver 

CO Eagle County 

FL Key West 

PL Hiaii 

GA Atlanta 

IN Ufayette/State 

lA Des Moines 

KS WichiU 

HD State 

MI State 

HO Kansas City 

HO St. Louis 

NJ State (security) 

NJ Atlantic City 

NM Rio Rancho 



FY 1993 EARHRKS/ 






COMHITHENTS 


AMOONT OBLIGATED UNOBLIGATED BALANCI 


$3,254,318 


$3,254,316 FY 93 Ob 


$2 


12,203,694 





12,203,694 


6,700,067 


1,120,000 FY 93 Ob 


5,580,067 


14,357,287 


14,357,287 FY 93 Ob 





11,284,827 


11,284,824 FY 93 Ob 


3 


1,148,583 


1,070,976 FY 93 Ob 


77,607 


1,856,876 


1,856,876 FY 94 Ob 





14,644,433 


11,724,433 FY 93 Ob 


2,920,000 


3,828,609 


2,526,880 FY 93 Ob 


1,301,729 


8,858,446 


6,448,663 93/94 Ob 


2,409,783 


12,203,694 


80,000 FY 93 Ob 


12,123,694 


3,254,318 


3,254,318 FY 93 Ob 





21,057,354 


20,317,356 FY 93 Ob 


739,998 


9,925,000 


9,458,264 FY 94 Ob 


466,736 


12,538,697 





12,538,697 


813,580 





813,580 


3,254,318 


3,254,318 FY 93 Ob 





17,085,172 


17,085,172 FY 94 Ob 





325,432 





325,432 
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FEDERAL TRANSIT ADMINISTRATION 

SECTION 3 BUS 

OBLIGATION STATDS FY 1993 EARMARKS/ALLOCATIONS 

AS OF MARCH 31, 1994 

(CONTINUED) 



Pq. 4 of 4 



AREA 



NH Santa Fe 

NY College Point/Queens 

NY Nassau County 

IfY Niagara Frontier Transp. Auth. 

NC State 

OH Coluibus 

OH Miaii Valley 

OR Eugene 

OR Lane County 

OR Medford 

PA Altoona(Bus Testing) 

PA Erie 

PA Pittsburgh 

PR San Juan 

TN Chattanooga 

TN Meiphis 

TX Brazos Valley 

TX Corpus Christi 

TX Dallas 

TX El Paso 

DT Salt Lake City 

VA Fairfax County 

WA Chelan-Douglas 

WI state 

Fuel cell bus 



TOTAL. 



FY 1993 EARHRKS/ 






COMMITMENTS 


AMODNT OBLIGATED UNOBLIGATED BALANCE 


$325,432 


$325,432 FY 93 Ob 


$0 


6,508,636 


6,508,636 FY 93 Ob 





7,729,006 


7,729,004 FY 93 Ob 


2 


6,125,776 





6,125,776 


13,017,274 


7,417,274 FY 93 Ob 


5,600,000 


4,067,898 


4,067,898 FY 93 Ob 





12,203,694 


12,203,694 FY 93 Ob 





3,350,034 





3,350,034 


4,517,760 


4,517,760 FY 93 Ob 





2,033,949 


2,033,949 FY 93 Ob 





1,985,000 


1,985,000 93/94 Ob 





4,067,898 





4,067,898 


8,135,795 





8,135,795 


5,742,915 


5,742,912 FY 94 Ob 


3 


13,400,135 


13,400,135 FY 93 Ob 





6,834,068 





6,834,068 


10,026,172 


8,890,132 FY 93 Ob 


1,136,040 


4,690,047 


1,532,000 FY 93 Ob 


3,158,047 


21,153,069 





21,153,069 


5,647,201 


5,647,200 FY 93 Ob 


1 


5,168,623 


5,168,620 FY 93 Ob 


3 


7,647,648 


7,647,648 FY 93 Ob 





1,914,305 





1,914,305 


14,644,433 


14,644,433 FY 93 Ob 





4,881,477 





4,881,477 


$334,412,950 


$216,555,410 


$117,857,540 



SUMMARY 





TOTAL SECTION 3 
AVAILABLE 


TOTAL 
OBLIGATIONS 


UNOBLIGATED 
BALANCE 


PERCENT 
OBLIGATED 


FY 94 EARMARKS/COMMITMENTS 
FY 94 ALLOCATIONS 


$278,571,364 
74,502,426 


$48,072,600 
74,502,424 1/ 


$230,498,764 
2 


17 
100 


SUBTOTAL FY 94 AVAILABLE 
FY 93 EARMARKS/COMMITMENTS 


$353,073,790 
334,412,950 


$122,575,024 
216,555,410 2/ 


$230,498,766 
117,857,540 


35 
65 


TOTAL AVAILABLE EARMARKS/COMMITMENTS 


$687,486,740 


$339,130,434 


$348,356,306 


49 



1/ Includes $1,251,290 for FY 94 allocations of prior year funds 
2/ Includes $178,743,210 obligated in Fiscal Year 1993 
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FEDERAL TRAMSIT ADHINISTRTION 
UNOBLIGATED BALANCE FY 1992 & PRIOR YEARS 
SECTION 3 BUS 

AREA YEAR OF ALLOCATION UNOBLIGATED BALANCE 



AR, Eureka Springs 


FY 1992 


63,600 


CA, San Francisco 


FY 1992 


2,500,000 


OR, Eugene 


FY 1992 


3,500,000 


PA, Philadelphia 


FY 1992 


4,000,000 


TN, Chattanooga 


FY 1992 


1,000,000 


TN, Heiphis 


FY 1992 


1,900,000 


TN, Nashville 


FY 1992 


3,456,800 


TX, Dallas 


FY 1992 


7,500,000 


WI, Madison 


FY 1990 


2,493,000 



$26,413,400 
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Mr. Carr. How much of the unobligated bus money is more than 
two years old? 

[The information follows:] 

Of the $370 million unobligated, a $26.4 million is more than two years old. 

Fiscal Year: Million 

1992 $24.0 

1990 2.4 

Mr. Carr. What is the amount of the pipeline of valid bus re- 
quests that could be funded if additional resources were available 
or if less bus funding had been earmarked? 

[The information follows:] 

After fiscal year 1994 bus earmjirks, ISTEA earmarks, and FTA administrative 
commitments were recognized, $73 million remained available for discretionary allo- 
cation by the Federal Transit Administrator. At the time that the Administrator 
made decisions on allocating the remaining $73 million, the bus pipeline requests 
consisted of 138 projects totalling $933 million. Of these, 58 projects totalling $337 
million were approvable in every respect. Twenty-nine of these projects were se- 
lected for funding. 

As of April 19, 1994, the remaining section 3 bus pipeline of requests totals $730 
million. Of this amount, $287 million is currently approvable in every respect. 

DISCRETIONARY BUS GRANTS 

Mr. Carr. The Federal Transit Administration recently awarded 
$112 million in discretionary bus grants to 32 mass transit sys- 
tems. Recent trade press reports indicate that the largest single 
award of $10 million was to New Bedford, Massachusetts, a com- 
munity with a population of a little more than 100,000. Why did 
New Bedford receive such a large grant? Exactly how will New 
Bedford use the funding? 

[The information follows:] 

Press information to the contrary, the Southeastern Regional Transit Authority 
(SRTA), which is located in New Bedford, Massachusetts received $5 million to as- 
sist in financing the purchase of up to twenty-eight 35-foot fixed route buses, seven 
paratransit vehicles and related equipment to comply with the Clean Air Act of 
1991 and the Americans with Disabihties Act of 1990. The SRTA services the Fall 
River and the New Bedford areas. The SRTA bus fleet is in dire need of replacement 
as the average age of the fixed route fleet is currently 18 years. 

The distribution of the $112 million in discretionary bus grants follows: 
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CITISS RXCBIVIN6 GRANTS 



Albany, NY $1,024,000 

Birmingham, AL $3,393,600 

Buffalo, NY $2,080,496 

Chamber sburg , PA $240,000 

Charleston, SC $6,871,400 

Charleston, WV $3,200,000 

Cleveland, OH $3,500,000 

Concord, NH $980,340 

Duluth, MN $2,000,000 

Elmira, NY $108,368 

Flint, MI $4,500,000 

Fort Wright, KY $2,310,000 

Ithaca, NY $492,000 

Memphis, TN $1,350,000 

Miami, FL $3,000,000 

New Bedford, HA $5,000,000 

New Orleans, LA $10,000,000 

Omaha, NE $2,364,800 

Orlando, FL $7,500,000 

Reading, PA $7,580,000 

Philadelphia, PA $9,000,000 

Pitkin County, CO $3,060,800 

Portland, OR $2,500,000 

Richland, WA $830,000 

Rock Springs, WY ., .• -^ $564,256 

Rome. NY $99,200 

San Juan, PR $5,742,912 

Sarasota, FL $3,688,480 

Stockton, CA $5,000,000 

Suffolk County, NY $804,684 

Youngstown, OH $3,500,000 

# # # 
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VEHICLE SPARE RATIOS 

Mr. Carr. Information prepared by the FTA indicates that more 
than 50 percent of the bus operations nationwide have spare vehi- 
cle ratios that exceed the FTA guideHne of 20 percent. Did any 
grants awarded this year go to properties that exceed the guide- 
Hne? 

[The information follows:] 

The 20 percent is a goal and not a requirement. Transit agencies are obtaining 
new buses that have new technology equipment such as cleaner alternative fueled 
buses, new ADA equipment such as lifts, and buses with different operating and 
maintenance requirements. The introduction of new and/or different technology 
equipped buses has resulted in higher than normal maintenance problems and fail- 
ures caused by equipment design bugs or lack of familiarity of equipment by transit 
personnel. Rather than immediately retiring older buses transit agencies are keep- 
ing these buses as backup untU problems with the new buses are resolved. Grants 
have been awarded to agencies that have exceeded the 20 percent with the under- 
standing that as problems associated with the new buses are resolved that the spare 
ratios will be reduced. 

Mr. Carr. During the past three years, how many grants and 
how much funding was awarded to bus operations that at the time 
of award had spare vehicles in excess of the FTA guideline? 

[The information follows:] 

[Clerk's note. — The requested information was not provided in 
time to be printed in the record.] 

federal share of section 3 grants 

Mr. Carr. Last month the Congressional Budget Office released 
its annual report Reducing the Deficit: Spending and Revenue Op- 
tions. One option relating to transportation was to reduce the fed- 
eral share of investment costs for mass transit systems. The report 
includes the following comment: "Reducing the federal share of cap- 
ital costs for mass transit might improve local investment choices, 
as a similar reduction seems to have done in the case of federal 
subsidies for construction of local wastewater treatment plants." 

Do you agree with the premise of the CBO's recommendation, 
that better decisions might be made if the federal share of mass 
transit systems were reduced? 

[The information follows:] 

Local municipalities and transit systems often arrive at their infrastructure in- 
vestment decisions through a competitive process between transit projects and high- 
way projects. To the extent that both have an equal local match requirement, the 
competition takes place on the merits of the project. Once one project has a lower 
required local match than another, it immediately has a perceived financial advan- 
tage in the local cost/benefit equation. Therefore, it is important that transit and 
highway grant programs have the same federal/local matching requirements. 

Mr. Carr. Both the Federal Transit Administration and the Con- 
gress appear to favor those transit systems with the greatest non- 
federal overmatch. Why shouldn't such an approach be institu- 
tionalized or legislated? 

[The information follows:] 

There are two basic reasons for the overmatch initiative not to be institutional- 
ized. The first is that all transit grantees do not have equal local funding availabil- 
ity for overmatch purposes. Some transit grantees have no local funding beyond spe- 
cific annual appropriations by their county or city councils. Such grantees would, 
of necessity, be disadvantaged by formalizing the overmatch initiative further. The 
second reason for not institutionalizing the overmatch condition is that it might 
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skew the investment decisionmaking process. It would be unfortunate if high bene- 
fit/cost projects were foregone in favor of lower benefit/cost projects solely on the 
basis of overmatch. 

Mr. Carr. What would be the impact on the 1995 budget if the 
Congress were to require a 25 percent or 30 percent non-federal 
contribution for section 3 projects, instead of the current 20 percent 
requirement? 

[The information follows:] 

There are presently greater needs for transit capital investment than will be met 
by the 1995 section 3 budget. Increasing the required local share will therefore have 
little impact on the budget itself. Federal funds may contribute to a greater number 
of transit projects in the near term but in marginally smaller proportion. However, 
whenever local funds become constrained, there will be a strong incentive to use 
local matching funds as efficiently as possible. In the local context, this will mean 
providing funds for 20 percent local match before providing funds for 25 percent or 
30 percent local match. In the long term, this could result in inadequate investment 
in necessary transit projects. In addition, ISTEA made the matching ratios for high- 
way and transit projects the same. This has the efTect of making the local choice 
on a highway or transit project evenhanded, eliminating any bias towards one kind 
of an investment versus another. Maintaining equality between highway and transit 
projects in this way is important to assure that local decisions are not biased by 
federal program requirements. 

Mr. Carr. In the case of wastewater treatment construction in 
the Environmental Protection Agency, the federal contribution de- 
clined from 75 percent to 55 percent. Several years ago, the entire 
structure of the program was changed from grants to loans. What 
arguments do you see for and against using a similar approach for 
the section 3 program? 

[The information follows:] 

The greatest argument in favor of such an approach for the section 3 program is 
that it could multiply the aggregate level of transit investment in a very short time. 
Reducing the federal share in transit projects would result in a greater number of 
projects being supported, albeit at a lower contribution level. However, converting 
the structure to a loan program might facilitate a one-time quadrupling of invest- 
ment in transit infrastructure through grant-backed loans. 

The single argument against increasing the local match and making the section 
3 program a loan facility is funding. While wastewater treatment facilities have the 
ability, through their local public utility commissions, to set rates and prices at com- 
pensatory levels (meaning that they can eventually repay the cost of their construc- 
tion loans from their own local revenues) transit grantees rarely have that ability. 
Transit fares are often set through public hearings and the local political process. 
As a result, the national average farebox recovery rate is around 40 percent. State 
and local support makes up most of the remainder. For transit investment to be in- 
creased by borrowing, as in the case of wastewater treatment facilities, would re- 
quire that transit authorities have dedicated, long-term revenue sources in excess 
of their operating costs. 

ALTERNATIVE FUELS 

Mr. Carr. What percentage of existing buses uses alternative 
fuels? 

[The information follows:] 

Approximately 1,200 of the 55,000 transit buses now in service use alternative 
fuels, or slightly more than two percent. 

Mr. Carr. What percentage of new bus production is designed for 
alternative fuel use? 

[The information follows:] 

Approximately 25-30 percent of the buses now on order will be powered by alter- 
native fuels. 
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Mr. Carr. What action is the FTA taking regarding the use or 
promotion of alternative fuels? 
[The information follows:! 

The incremental cost of alternative fuel vehicles can be funded with a 90 percent 
federal share rather than the 80 percent maximum share for diesel buses. The 90 
percent funding only applies to the additional cost of the alternative fuel bus over 
and above the cost of a diesel bus. 

Additionally, FTA is developing and providing the necessary technical assistance 
and support to the transit industry in making a successful transition to alternative 
fuels. Training manuals/programs for the safe handling and use of alternative fuels 
in a transit environment have and are being developed to assist transit agencies in 
converting their operations to alternative fuels. Similar information concerning tran- 
sit facilities concerns are also being developed. 

FTA also produces and distributes a periodic Clean Air Program Brief to inter- 
ested parties concerning developments in alternative fuels. These briefs include FTA 
fundea activities as well as non-FTA funded programs. The briefs enhance the de- 
velopment of a network of interested peers and Qie exchange of information on al- 
ternative fuels. 

Mr. Carr. What does the FTA view as the strengths and weak- 
nesses of alternative fuels? 
[The information follows:] 

Alternative fuels offer significantly reduced exhaust emissions compared with die- 
sel powered vehicles. Depending on the fuel and engine, many alternative fuel buses 
produce significantly less noise than their diesel counterparts. Depending on the 
fuel, the cost of fuel can be slightly lower than the cost of diesel. Alternative fuels 
are more likely to be renewable or domestically produced, reducing reliance on for- 
eign energy sources. 

The capital costs of the vehicles are higher than for diesel-powered buses. In addi- 
tion, the capital costs associated with fueling stations and modifications to existing 
maintenance and storage facilities can also be significant. As alternative fuels be- 
come more common, the incremental costs associated with their use are likely to de- 
crease. 

Mr. Carr. How do the costs of alternative fuels compare with 
regular diesel? 

[The information follows:] - 

Currently, natural gas fiiels both in compressed (CNG) and Uquefied (LNG) form 
are similar in cost to diesel. Costs can be slightly higher or lower depending on the 
region, local utility rate regulation, and the type of fiieling facilities used. Alcohol 
fuels (methanol and ethanol) are currently significantly more expensive than diesel 
fuel, averaging between 1.7 and 2.5 times as much, depending on the fuel type and 
source. 

Mr. Carr. Under similar conditions, how do life cycle costs com- 
pare for diesel buses, electric buses, compressed natural gas buses, 
liquefied natural gas buses, and buses using a mixture of regular 
diesel and alternative fuels such as "soy diesel" or other additives? 

[The information follows:] 

The normal life cycle for heavy duty transit buses is 12-15 years, and the oldest 
alternative fuel buses in service are less than three years old. Additionally, the tech- 
nology for the different ftiels is continually improving, while diesel engine tech- 
nology is relatively mature. Thus, it is difficult to predict the life-cycle costs with 
any degree of accuracy at this time. However, due to their increased weight and 
complexity, alternative fuel buses would be expected to have somewhat higher life- 
cycle costs. It is not known whether the additional costs will be significant. 

Mr. Carr. What research is the FTA supporting dealing with al- 
ternative fuels? 

[The information follows:] 

The FTA is supporting programs to develop electric and fuel-cell powered vehicles. 
FTA is also funding the development of an advanced technology transit bus which 
will combine light weight, accessibility, and low emissions with reduced life-cycle 
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costs. This bus will be powered by alternative fuels. In addition, the FTA has nu- 
merous smaller programs underway to address issues related to alternative fuel fa- 
cilities and safe operating procedures for alternative fuel vehicles. 

Mr. Carr. Does the Federal Transit Administration have any fi- 
nancial involvement in the soy diesel project being conducted by 
the Southwest Ohio Regional Transit Authority? Are you aware of 
any preliminary test results fi*om the test? 

[The information follows:] 

FTA is not specifically funding this program, although the transit authority may 
be using their section 9 formula funding for part of the program. FTA is not aware 
of any results from this project at this time. 

Mr. Carr. Certain communities prefer electric trolleys, claiming 
that diesel is not usable due to non-attainment status and that al- 
ternatively fueled vehicles will not work due to low horsepower and 
poor acceleration. However, other communities have made adjust- 
ments to CNG buses so that performance is adequate. What is the 
FTA's opinion on the capability of CNG buses, especially regarding 
their ability to handle hills with adequate speed and acceleration? 

[The information follows:] 

Some early CNG-powered buses suffered from poor acceleration. Current buses, 
although slightly less powerful than their diesel counterparts, offer comparable per- 
formance due to axle-ratio selection and transmission prograunming. CNG engines 
now under development are expected to offer performance and horsepower equal to 
or better than ciurent diesel buses. 

REGIONAL COMMUTER RAIL ISSUES 

Mr. Carr. Press reports indicate charges established by the rail- 
roads that own the tracks used by commuter rail systems in both 
Maryland and Virginia are increasing significantly. In the case of 
the Maryland Regional Commuter line [MARC), the charges have 
increased from $7 million three years ago to $15 million now. In 
Virginia, the track owner hopes to increase the charge to the Vir- 
ginia Railway Express from $600,000 to $5 million, an increase of 
more than 500 percent. 

Does the Federal Transit Administration play any role in estab- 
lishing the fee structure charged by railroads for commuter lines 
using the tracks? 

[The information follows:] 

No. Section 12(d) of the Federal Transit Act specifically prohibits federal 
involment in the setting of transit rates, rentals, etc. The trackage charges of the 
host railroads are in fact a private contract between the owner and the commuter 
operator. 

Mr. Carr. Do guidelines exist for determining reasonable charges 
for the use of a railroad's track and signal system? 
[The information follows:] 

The Federal Transit Administration, as stated previously, does not become in- 
volved in such issues of cost. However, the Interstate Commerce Commission, which 
was historically involved in such determinations, may stiU in certain circumstances 
have the authority to set such charges or provide guidelines for such. 

Mr. Carr. What recourse do commuter lines have in the face of 
drastically increasing charges from the railroads? 
[The information follows:] "'^■ 

Other than public and/or political pressure, the commuter operators are only able 
to either negotiate reasonable charges with the host railroads or withdraw from the 
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service which, assumptively, would result in loss of revenue to the railroad com- 
pany. 

Mr. Carr. Is the issue of sharply increasing charges from the 
railroads a problem elsewhere across the country? 
[The information follows:] 

Generally, commuter rail operating costs in the Chicago metropolitan area, which 
in certain instances operate over private railroad lines, have been stable relative 
with reasonably justified cost increases. In California, new commuter services are 
operated on publicly owned rail lines as is the case in New York/New Jersey. How- 
ever, the commuter operations over CSX Transportation lines by Maryland Com- 
muter Rail and Virginia Railway Express are being significantly or potentially im- 
pacted by increased usage charges. 

Mr. Carr. MARC's operating expenses have increased from $12 
million in 1988 to more than $32 million in 1993, largely due to 
increased charges placed by CSX railroad and by Amtrak for the 
use of the trackage. In spite of a 19 percent increase in fares begin- 
ning last October, MARC's operating deficit continues to grow, and 
fares this year will not cover half of operating costs, in violation of 
State law. 

In your opinion, do the actions of the railroads threaten the ex- 
istence of any commuter railroads? 

[The information follows:] 

Certain of the MARC cost increases are attributable to the increase of train serv- 
ice in recent years on their three existing lines. Also, a 50 percent fare recovery rate 
is high in comparison to the Chicago commuter lines which average in the high 20 
percent range of recovery or the New York Unes, Long Island Railroad and Metro 
North, for example, which range in the mid-40's percentile of fare box recovery. 

However, the increases proposed by CSX are dramatic and, if sustained, could cer- 
tainly price these commuter services out of the range of both fare box and public 
subsidy resources. 

Mr. Carr. Commuter railroads represent one of the few areas of 
mass transit to experience growth during the past decade. Do the 
actions of the railroads, which could lead to significant fare in- 
creases, threaten this growth? 

[The information follows:] 

If, as previously stated, the owner railroad is able to extract an increase in track- 
age and other facility charges of up to 500 percent, as is proposed in the case of 
the Virginia Railway Express operation, such would threaten the growth of com- 
muter rail operations at least in the instance of MARC and VRE. Transit and com- 
muter rail fares are relatively inelastic which often results in ridership loss when 
fares are substantially increased and public subsidy resources necessary to make up 
the difference between fare box revenues and operating costs are already strained 
in many urban areas. 

Mr. Carr. Are the railroads merely trying to cash in on the addi- 
tional use of their tracks by the commuter railroads, or is there any 
operational impact of the greater commuter rail presence that justi- 
fies the higher charges? 

[The information follows:] 

We cannot address all railroads in the singular. A number of railroads currently 
providing trackage and facilities for public commuter operations regard such as an 
income source and a welcome contribution to the cost of maintaining expensive 
rights of way in urban areas. The Burlington Northern Railroad, for example, is ac- 
tively seeking arrangements with potential public commuter operator in various 
cities served by their railroad lines. 

Also, the general maintenance costs for passenger level services versus the re- 
quirements of freight only operations do result in increased costs to the owner rail- 
road as well as the inflationary effects on such expenses. 
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This single most important potential expense which host railroads must consider 
in hosting commuter, and intercity, rail passenger operations is liability. These li- 
ability issues will be brought forth during future discussion of the reauthorizing leg- 
islation (HR 4111) for the National Railway Passenger Corporation (Amtrak) and 
will impact commuter rail operations throughout the United States. 

Mr. Carr. Is it accurate to state that no federal funding from the 
Federal Transit Administration has been spent on a light rail sys- 
tem for Detroit during the past year? 

[The information follows:] 

Yes. That is true. 

TRANSIT BENEFIT PROGRAM 

Mr. Carr. Provide the Committee an update on the transit bene- 
fit program conducted by the federal government. Indicate how 
many employees are participating in the program, by department 
or agency, and the percentage of employees that represents. 

[The information follows:] 

Within the Department of Transportation, almost 4,900 headquarters employees 
(47 percent) are participating in the program compared to 34 percent just before the 
Department began offering up to the full $60 benefit in January 1993. According 
to the General Accounting Office in its report of September 1993, as of April 15, 

1993, 75 executive, legislative, judicial, and independent federal agencies and orga- 
nizations participated in transit benefit programs in 229 federal offices located in 
the nation's 25 largest metropolitan areas. 

The recently enacted Federal Employees Clean Air Incentives Act requires the 
designation of a lead agency to collect and report that type of information. The Gen- 
eral Services Administration is currently seeking that designation. The lead agency 
would be responsible for submitting to the President and the Congress, before Janu- 
ary 1, 1995, and subsequently at least every 2 years, a written report on the number 
of agencies offering programs, a brief description of each of the various programs, 
the extent of employee participation and the cost of the program(s), assessment of 
any environmental or other benefits achieved as a result of the program(s), and any 
other appropriate matter. 

Mr. Carr. Did the final report issued by the General Accounting 
Office last year reflect any significant changes in the percentages 
of federal employees participating in the transit benefit program 
from the data discussed during last year's hearing? 

[The information follows:] 

The final report issued by the GAO last year did not reflect any significant 
changes in the percentages of federal employees participating in the transit benefit 
program from the draft report discussed during last year's hearing. According to the 
final GAO report (GAO/RCED-93-163) published in September 1993, as of October 
1992, there were approximately 14,000 federal employees and 53 federal agencies 
participating in the transit benefit programs in the Washington Metropolitan Area. 
According to the Washington Metropolitan Area Transit Authority, as of March 

1994, approximately 22,000 federal employees and 89 federal agencies are partici- 
pating in the program, which represents, respectively, a 57 percent and 68 percent 
increase over the GAO statistics. Participation has increased significantly where the 
benefit was increased to $60. 

In the 25 largest U.S. metropoUtan areas, according to GAO, approximately 
19,000 employees participated in the program in October 1992. Total participation 
was 33 percent of eligible federal employees. This was projected to increase to 49 
percent if the transit benefit amount was raised by all agencies to $60 per month. 
Participation includes all three branches of the federal government. Seven of the 
fourteen cabinet-level departments participated, with the Department of Transpor- 
tation and the Department of the Treasury having the largest number of participat- 
ing offices and employees. 

The final GAO report indicates that 21 percent of federal transit benefit recipients 
(at least 3,500 employees) changed their commute mode because of the transit bene- 
fit program. At least 60 percent of those who changed their mode previously com- 
muted by driving alone. 
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GEORGETOWN FUEL CELL BUS PROGRAM 

Mr. Carr. The conference agreement on the 1994 Department of 
Transportation and Related Agencies Appropriations Act contained 
$2,250,000 for the (jeorgetown fuel cell bus program. What is the 
status of this effort? Is the Department requesting any additional 
federal funding for this program in 1995? 

[The information follows:] 

An approval package has been prepared to transfer $2,100,000 of the fiscal year 
1994 earmark to the Department of Energy for the fuel cell/battery bus program. 
That approval package is currently under final review within FTA. Of the remaining 
1994 earmarked funds, $100,000 will be used for continued technical support to FTA 
in monitoring the program and $50,000 is planned for a study to evaluate on-board- 
vehicle storage of hydrogen for fuel cell applications. 

The Department has not requested any specific funding for the fiiel cell/battery 
bus program in 1995. 

Mr. Carr. Have any bus operations across the country expressed 
an interest in purchasing buses employing the fuel cell technology 
developed in the Georgetown project? 

[The information follows:] 

Because of the practically zero emissions from the fuel cell bus, a number of tran- 
sit systems are interested in fiiel cell buses. The ones that FTA is aware of include 
the Los Angeles County MetropoUtan Transportation Authority, Orange County 
Transportation Authority, Phoenix Transit System, New Jersey Transit, New York 
Metropolitan Transportation Authority, Denver Regional Transportation District, 
Chicago Transit Authority, and Houston Metro. 

Mr. Carr. For the record, submit a table that shows total federal 
funding, by department and fiscal year, provided for the George- 
town fuel cell bus program since its inception. Also indicate, by fis- 
cal year, the amount of federal funding retained by Greorgetown for 
its role as systems integrator of the project. Indicate what overhead 
rate has Georgetown charged for the project. Indicate the percent- 
age of the actual work that has been performed on site at (George- 
town and the percentage off site. 

[The information follows:] 

Fiscal year RA funds DOE funds SCAQMO funds < Total funds 

1987 $800,000 $1,000,000 $0 $1,800,000 

1988 800,000 1,600,000 2,400,000 

1989 900,000 2,000,000 300,000 3,200,000 

1990 847,000 2,000,000 600,000 3,447,000 

1991 1,000,000 2,000,000 3,000,000 

1992 900,000 2,000,000 800,000 3,700,000 

1993 1,800,000 2,000,000 370,000 4,170,000 

1994 2,100,000 2,200,000 670,000 4,970,000 

Totals 9,147,000 14,800,000 2,740,000 26,687,000 

' South Coast Air Quality Management District. 

Georgetown University was provided $980,000 between fiscal year 1987 and fiscal 
year 1990 for project management support under the phase I effort of the fuel cell/ 
battery bus program. For the periods between fiscal year 1991 and fiscal year 1994, 
the amount was $2,571,000 for the phase II effort. 

The average overhead rate that Georgetown University has charged was 40 per- 
cent. 

Almost the entire project to date has been performed ofi'-site of Georgetown Uni- 
versity. The prototype buses have or are being fabricated in Santa Barbara. Work 
at Georgetown University has primarily involved the computer simulation of the 
performance of the fuel cell bus under various transit duty cycles and project man- 
agement responsibilities. 
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NATIONAL TRANSIT INSTITUTE 

Mr. Carr. ISTEA provides $3,000,000 annually for six years for 
the National Transit Institute. The Institute has been established 
at Rutgers University and received the first increment of ISTEA 
yearly funding in May 1992. According to information supplied by 
the FTA last year, Rutgers has negotiated an indirect cost rate of 
62.5 percent, excluding equipment and consultant contracts, that 
applies to the grant for the Transit Institute. 

What is the total amount, in dollars, that Rutgers has received 
to date in overhead charges associated with the Institute? 

[The information follows:] 

On March 8, 1994, Rutgers University notified the FTA that it had reduced the 
indirect cost rate for the National Transit Institute (NTI) from 62.5 percent to 14.75 
percent retroactive to the start of the grant. This represents a dollar reduction from 
$1,364,781 to a current total of $352,502 of the total of $5,993,697 awarded to date. 
As of March 31, 1994 Rutgers University has billed the government $1,921,419 in 
total expenses, including $186,420 in indirect costs. The Institute carries another 
$1.6 million in projected obligations and commitments. 

Mr. Carr. Does the 62.5 percent come off the top of the 
$3,000,000 made available annually by ISTEA? In other words, 
does the Federal Government wind up paying Rutgers University 
$1,875,000 for overhead costs, leaving $1,125,000 to conduct the 
business of the National Transit Institute? 

[The information follows:] 

No. The 62.5 percent indirect cost rate shown in last year's budget submission 
was negotiated down to 14.75 percent by the National Transit Institute, primarily 
because it is an ofT-campus activity and conducts training, not research. The 14.75 
percent indirect cost rate applies only to modified total direct costs, which include: 
salaries, fringe benefits, materials and supplies, travel, the first $25,000 of 
subgrants and subcontracts, services, and other direct costs. This amounts to less 
than 10 percent of NTFs total costs paid to Rutgers University as overhead. 

Mr. Carr. Are there additional costs for "equipment and consult- 
ant contracts" that further erode the direct work of the Institute? 
[The information follows:] 

The one-time costs for equipment and furniture for the National Transit Insti- 
tute's personnel and facilities were funded by the grant and are not subject to indi- 
rect cost charges. Much of the work of the Institute is accomplished through contrac- 
tors and consultants. Their efforts in curriculum design, development and presen- 
tation is essential to the success of the Institute and allows it to draw from a broad 
range of transportation expertise not readily available within the university or the 
Institute. 

Mr. Carr. Do you think the government is getting its money's 
worth from the arrangement of the National Transit Institute at 
Rutgers? 

[The information follows:] 

Yes. The National Transit Institute has gotten off to an impressive stairt. It is de- 
livering courses, seminars and workshops on a large number of subject areas of 
great benefit to the U.S. Department of "Transportation, state departments of trans- 
portation, metropolitan planning organizations, transit agencies, large and small 
and others engaged in public transportation activities. 

The courses, developed and presented at no cost to participants at the request of 
the FTA to help transit planners and providers comply with Federal program re- 
sponsibilities, are valuable to FTA grantees, as proven by the full enrollments and 
excellent evaluations reported by participants, and valuable to FTA itself. The coop- 
erative agreement with Rutgers has enabled FTA to provide more training to its 
constituents than ever before. 
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In addition to training relating to Federal programs, the Institute is providing 
training in subject areas which were recommended by an advisory board that is 
broadly representative of the transit industry. Courses cover a wide variety of sub- 
jects focusing on both new technology and transit management at all levels designed 
to increase the productivity and improve the performance of the transit industry. 

The Institute's performance to date, FTA's expectations of continuous improve- 
ment, and administrative action to lower indirect cost rates charged by Rutgers, in 
summary, represent a cooperative agreement that works and should continue to 
produce cost-effective results in the future. 

Mr, Carr. Last year, the FTA indicated that courses were under 
development at the Transit Institute in eight activity areas includ- 
ing ISTEA, ADA and the Clean Air Act jf^endments. What is the 
status of this course? 

[The information follows:] 

The National Transit Institute (NTI) has completed development of the courses 
and to date has offered 25 training sessions on ISTEA, the Americans With Disabil- 
ities Act (ADA), and the Clean Air Act Amendments (CAAA) of 1990. In conjunction 
with the Department of Transportation, NTI offered eight outreach workshops on 
the new regulations on Clean Air Act conformity, management systems, and trans- 
portation planning. Six of these workshops were immediately followed by seminars 
on major investment analysis. Over 1,900 transportation planners, engineers, and 
others attended these 14 sessions in eight different locations. Attendees included 
representatives of transit authorities, metropoUtan planning organizations, state 
and local departments of transportation and public works, the U.S. Department of 
Transportation and Environmental Protection Administration, regional planning 
agencies, environmental groups, consultants, contractors, air quaUty boards and oth- 
ers. 

NTI offered a course on ADA Implemented and Eligibility at 11 locations. Over 
350 attendees received instruction in meeting the Federal requirements for ADA 
transit eligibility. 

In addition to ISTEA, ADA and CAAA, NTI has offered other courses in the eight 
activity areas of federal programs. In the area of procvu-ement, NTI has offered 
courses in contract negotiation and cost price analysis, contract administration, and 
orientation to third party contracting. These three courses have each been presented 
twice to over 240 attendees representing transit authorities and other agencies. 

Mr. Carr. How many courses has the Transit Institute offered 
to date? How many students and/or organizations have taken 
courses offered by the Institute? 

[The information follows:] 

In its first two years, NTI has offered over 50 courses in 13 different subject areas 
and one transit trainers' workshop, training more than 3,000 participants in all. Al- 
though NTI has not kept records by individual organizations, participants have been 
drawn from a wide range of transportation organizations at the federal, state and 
local level. The following table shows the courses of instruction offered by the Na- 
tional Transit Institute (NTI) since its inception less than two years ago. 

NATIONAL TRANSIT INSTITUTE COURSES OF INSTRUCTION AND OTHER TRAINING ACTIVITIES 





No. of times offered 




No. of attendees 


Course of instruction 


11 




350 




Americans With Disabilities 

Act Implementation and 
Eligibility Workst)op. 


1 




25 




Advanced Vetiicle Monitoring 

and Communications Sys- 
tems. 


1 




25 




Alternative Fuels for Small 

Vetiicles & Vans. 


2 




80 




Contract Negotiations & 

Cost/Price Analysis. 


2 




80 




Contract Administration. 


15 




300 




Effective Supervision 
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NATIONAL TRANSIT INSTITUTE COURSES OF INSTRUCTION AND OTHER TRAINING ACTIVITIES— 

Continued 

No. of times otiered No. of attendees Course of instruction 

1 25 Automatic Vehicle Location 

and Dynamic Scheduling 
for Rural and ParatransJt 
Systems. 

1 30 Geographic Information Sys- 

tems in Transit. 

2 50 Implementing Total Quality 

Management in Transit. 

1 25 Introduction to Management 

Information Systems. 

2 80 Orientation to Third Party 

Contracting. 

8 1,900 USDOT Outreach Wori^shop 

on the New Clean Air Con- 
formity. Management Sys- 
tems, and Transportation 
Planning Regulations. 

6 n/a ' USDOT Seminar on Major 

Transportation Investment 
Analysis. 

1 120 Transit Trainers' Workshop. 

■ Attended by same participants as the USDOT Outreacli Woriistiops wtilcti preceded tlie Seminars. 

Mr. Carr. What types of training materials has the Institute dis- 
tributed to date? Does the Institute charge recipients for the docu- 
ments provided? 

[The information follows:] 

The National Transit Institute (NTI) has distributed a variety of materials to the 
industry. The primary means of distribution is through course participants. Mate- 
rials include training manuals, regulations, suggested readings, and numerous other 
materials. These materials are provided at no cost for federal programs and as part 
of tuition charges for programs offered in response to industry-defined programs. 
NTI has assisted FTA in distributing training materials developed outside the Insti- 
tute, such as the recently produced video and workbook Destination Excellence, a 
compendium of excellent practices in the transit industry. These materials were re- 
produced and distributed by the NTI at no cost to the industry. 

Mr. Carr. How many employees does the Institute have? What 
is the salary structure for Institute employees? 
[The information follows:] 

The National Transit Institute has seven professional and four clerical staff, 
annualized salaries currently total $578,850, and adhere to Rutgers University per- 
sonnel policies, practices, and salary structure. Approximately $500,000 is budgeted 
for professional salaries and the remainder for clerical support. The Institute also 
utilizes graduate students as part-time employees and uses available student em- 
ployees, at no cost, through the University. 

Mr. Carr. What services, if any, is Rutgers donating to the Tran- 
sit Institute? 
[The information follows:] 

Although the Institute is located off campus, it benefits from additional free space 
on campus for seminars and meetings. It has access to other units of the university, 
such as the School of Policy and Planning, the Center for Alcohol Studies, the Cen- 
ter for Management Development, the Institute for Labor Studies, the Graduate 
School of Management and the School of Business. It also has access to a vast com- 
puter network Unking it to other resources within the university community. 
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ADVANCED TECHNOLOGY TRANSIT BUS 

Mr. Carr. In 1994, the Congress earmarked $6,250,000 for the 
advanced technology transit bus, sometimes referred to as the 
stealth bus. 

What is the status of the program? On a percentage basis, how 
complete is the design? When will the prototype design be frozen? 

[The information follows:] 

The phase I, conceptual design, was successfully completed in November 1993. 
Federal assistance for this phase totaled nearly $4,000,000 in fiscal year 1993 Sec- 
tion 26(b) funds. The 12-month phase II, design validation is cvurently underway 
and is expected to be complete bv March 1995. This phase II effort will receive 
$6,000,000 in section 26(b) federal assistance, the remaining $250,000 will be uti- 
lized by the Federal Transit Administration for technical support. The overall pro- 
gram schedule was extended by 6 months due to lower fiscal funding levels than 
those requested by the grantee. 

There is no set date to "freeze" the prototype design. Rather the phase II, design 
validation, and phase III, prototype assembly, efforts will focus on converging and 
solidifying the ATTB design. It is expected that minor design adjustments will be 
made throughout the prototype assembly phase. 

Mr. Carr. When will the first prototypes be delivered? 
[The information follows:] 
The first prototype ATTB is scheduled to be deUvered by December 1996. 

Mr. Carr. What is the total cost of the program, by fiscal year? 
[The information follows:] 

ESTIMATED COST OF THE ADVANCED TECHNOLOGY TRANSIT BUS PROGRAM 

[In millions of dollars] 



Fiscal year 
1992 1993 1994 1995 1996 1997 1998 Total 



Federal $4.0 $0.0 $6.25 $6.25 $6.25 $6.25 $3.25 $3275 

Local 1.0 0.0 1.50 1.50 1.50 1.50 0.90 7.90 

To tal 5.0 0.0 7.75 7.75 7.75 7.75 4.15 40.65 

Mr. Carr. What is the cost sharing arrangement among the fed- 
eral government, state and local government, and industry? 
[The information follows:] 

The federal government intends to contribute 80 percent of the total program cost 
with a required minimum local match of 20 percent. 

Mr. Carr. What power plants are being considered for the 
ATTB? Who will decide what powerplant to use, and when will the 
decision be made? 

[The information follows:] 

The ATTB prototypes will be powered by reciprocating internal combustion (RIC) 
engines. Engine variants will be available that will operate on compressed natural 
gas, liquefied natural gas, alcohol, or diesel fuel. The engine will drive an electrical 
generator which will provide power to the propulsion motors located in the rear 
wheel hubs and will provide power for the ATTB's accessories When or if new ad- 
vanced engine designs become mature and available, it may prove advantageous to 
replace the RIC engine in the ATTB. 

In production ATTB's, engine selection would be the responsibility of the transit 
agency. 

Mr. Carr. Who is the program manager? What experience has 
the program manager had in developing major systems such as the 
ATTB? 
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[The information follows:] 

Dr. Adi Arieli is the program manager for Northrop Aircraft Division, which is 
managing the industry consortium that is responsible for the development of the 
ATTB. Recently Northrop has developed major systems such as the B-2 bomber for 
the U.S. Air Force and the F/A-18 Hornet for the U.S. Navy and Marine Corps. 

Mr. Carr. What are the pacing items in the design? 
[The information follows:] 

The ATTB will incorporate mostly off-the-shelf components and subsystems and 
utilize Northrop's vast knowledge and capabilities in the field of composite construc- 
tion. However there are two specific items that are not yet mature, these are the 
propulsion hub motors and the energy storage flywheel. Significant recourses are 
being utiUzed to develop hub motors by both private industry and through several 
different multi-million dollar federally funded projects. It is expected that the hub 
motors will be mature by the later portion of the design vaUdation phase of the pro- 
gram. The flywheel development is also receiving significant attention and recourses 
from both industry and Federal sources. 

Mr. Carr. How is the fiscal year 1994 funding being used? 
[The information follows:] 

The fiscal year 1994 will be used to initiate phase II — design validation — which 
is a $9,000,000 effort. This phase will continue to prepare and refine the business 
and manufacturing plans along with performance requirements and detailed design 
drawings. This will lead to the manufacture of key system components. Testing 
methods to evaluate ATTB design and its structural integrity will be developed. A 
mock-up of the ATTB, including the operator work-station will be constructed. A 
mobile test platform for evaluating the propulsion, braking, and suspension systems 
will also be constructed. 

Mr. Carr. Will any long lead time materials be purchased in 
1994? 
[The information follows:] 

The long lead time materials to be purchased in 1994 are for the vehicle mockup 
and for the mobile test unit that will be used to verify the subsystems' designs for 
the prototypes that will come later on in the program. 

Mr. Carr. What amount of funding does the Federal Transit Ad- 
ministration assume in the fiscal year 1995 budget for the ATTB? 
[The information follows:] 

The Federal Transit Administration requested $6,775,000 for the technology de- 
velopment program area for fiscal year 1995. This assumed that funding for the 
ATTB program would be the same as that included in the conference report on the 
fiscal year 1994 appropriation, $6,250,000. 

Mr. Carr. What coordination of effort is maintained between the 
ATTB and the fuel cell bus program managed by Greorgetown Uni- 
versity? 

[The information follows:] 

On January 13, 1994, FTA conducted a program review technical meeting of par- 
ticipants involved with a number of advanced transit bus design programs, which 
included the ATTB program as well as the domestic fuel cell transit bus develop- 
ment program managed by Georgetown University. The purpose of the meeting was 
to serve as a forum or the sharing of technical information concerning each pro- 
gram. Minutes were taken and incorporated with presentation materials from all 
programs and provided to all participants. FTA will ensure that coordination and 
cooperation is maintained for all related programs including the ATTB and domestic 
fuel cell transit bus development program. Georgetown University and its team 
have been invited to participate in the ATTB program review meetings. 

Mr. Carr. Could the ATTB use for its power plant the same fuel 
cell technology employed by the Georgetown project? 
[The information follows:] 
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This is an issue that will become clearer as the domestic fuel cell transit bus de- 
velopment program completes its design of the fuel cell propulsion system necessary 
to power a full-size transit bus. FTA is ensuring close coordination between these 
efforts such that the fuel cell systems developed could be used as an ATTB power 
plant. Very preliminary plans at this point would place one of the fuel cell propul- 
sion systems developed under the domestic fiiel cell transit bus program in a proto- 
type ATTB. 

Mr. Carr. What is the proposed location of the rear door for the 
ATTB and what are the issues related to its position? 
[The information follows:] 

The proposed location for the rear door is behind the rear axle. This location is 
being utilized to minimize the likelihood of passenger injury due to falling under 
the rear wheels as the bus is pulling away from the stop and to permit the use of 
a continuous structure on both sides of the ATTB, thus providing more substantial 
protection for the passengers. It is anticipated that passenger flow within the vehi- 
cle would change over current designs as a result of this placement resulting in a 
higher use of front door departures, especially by persons with disabilities. 

Mr. Carr. What is the estimated unit cost of an ATTB assuming 
annual production buys of 500, 1000, 1500, 2000 and 2500 buses? 
[The information follows:] 

Annual Production Rate: attb Unit Cost 

500 $380,000 

1000 340,000 

1500 320,000 

2000 310,000 

2500 300,000 

Mr. Carr. How does the estimated life cycle cost of an ATTB 
compare with a conventional bus? Please indicate the reasons for 
any significant differences. 

[The information follows:] 

It is estimated that the life cycle cost of the ATTB will be substantially lower com- 
pared to a conventional bus. The weight reduction of the ATTB will be approxi- 
mately 10,000 pounds or Vb of the curb weight of a conventional bus. This will re- 
duce fuel consumption, brake and tire wear and wiU have a collateral eflect of re- 
ducing road damage. In addition, the composite construction of the ATTB will sig- 
nificantly reduce corrosion effects. The ATTB will also be designed for ease of main- 
tainability, reducing repair and maintenance time. 

Mr. Carr. What is the nature and level of oversight of the ATTB 
program provided by the Federal Transit Administration? 
[The information follows:] 

The Federal Transit Administration will jointly manage, oversee, and actively par- 
ticipate in the project by supporting and attending review meetings, reviewing and 
commenting on technicaJ reports/contract deliverables, maintaining frequent contact 
with Los Angeles County MetropoUtan Transportation Authority's project 
manager(s) and other key program representatives, and will guide and reserve the 
right to redirect activities if needed. 

KEY STATION PLATFORM EDGES 

Mr. Carr. Regulations have been issued which require all transit 
stations determined to be "key stations" to have platform edges 
that are detectable for disabled riders by July 26, 1994. Who deter- 
mined which stations are to be considered "key stations" and what 
were the criteria used? 

[The information follows:] 

Each public entity, through a planning and pubUc participation process, was re- 
quired to determine which stations on its system were key stations. The regulations 
implementing the Americans with Disabilities Act of 1990, provided the following 
criteria to be considered in making this determination: 
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1. Stations where passenger boardings exceed average station passenger 
boardings on the rail system by 15 percent, unless such a station is close to another 
accessible station; 

2. Transfer stations on a rail line or between rail lines; 

3. Major interchange points with other transportation modes, including stations 
connecting with major parking facilities, bus terminals, intercity or commuter rail 
stations, passenger vessel terminals, or airports; 

4. End Stations, unless an end station is close to another accessible station; and 

5. Stations serving major activity centers, such as employment or government cen- 
ters, institutions of higher education, hospitals or other major healA care faciUties, 
or other facilities that are major trip generators for individuals with disabilities. 

While the regulation required these criteria to be considered they were not man- 
datory. However, with the exception of New York and Philadelphia, transit systems 
did consider these criteria in determining "key stations." New York and Philadel- 
phia had entered into agreements with groups representing persons with disabilities 
to make certain stations accessible. The identification of those "key stations" were 
deemed to be in compUance with the requirements of the regulation. 

Mr. Carr. How many key stations are there nationwide? What 
percentage of total stations do they represent? 
[The information follows:] 

A total of 708 key stations have been identified by 34 transit properties. This rep- 
resents approximately 26 percent of the total nvunber of stations. 

Mr. Carr. How many transit properties representing how many 
key stations will be in compliance by July 26th? How many others 
will be covered by voluntary compliance agreements? What is the 
legal situation for those authorities either under a voluntary com- 
pliance agreement or not in compliance as of July 26? 

[The information follows:] 

Twenty-five transit properties, representing 589 key stations, indicated in their 
plans submitted in 1992 that they would be in compliance by July 26, 1993. This 
includes 17 properties representing 284 key stations that have been granted time 
extensions by FTA. 

There are nine properties that are covered under the voluntary compUance agree- 
ments. FTA has found these properties in probable noncompliance with the Ameri- 
cans with Disabilities Act of 1990 (ADA), and its implementing regulations at 49 
CFR Parts 27, 37, and 38. The voluntary compUance agreement provides an oppor- 
tunity for properties, through informal means, to come into compUance with the 
ADA. The FTA will monitor, for two years, the properties' compUance. ADA also pro- 
vides for a private right of action by individuals who believe their rights have been 
violated under the ADA. 

Mr. Carr. How many stations have been designated "key" in 
New York City out of how many stations in total? 
[The information follows:] 

Transit service in New York City is provided by the Metropolitan Transportation 
Authority (MTA). The MTA is comprised of three operating entities, the Long Island 
Rail Road (LIRR), Metro-North Commuter Rail Road (MNCR) and the New York 
City Transit Authority (NYCTA). The number of key stations and total stations for 
each organization are tabulated below: 

Key Total 

LIRR 18 134 

MNCR 13 119 

NYCTA 54 469 

MTA 85 722 

These key stations were determined as a result of Utigation and a subsequent 
agreement on October 4, 1984, between the MTA and the Eastern Paralyzed Veter- 
ans Association, Inc. 



789 



Mr. Carr. How do you respond to the comment that designating 
only 26 percent of total stations as "key stations" does not really 
help disabled transit riders because it provides no uniformity? 

[The information follows:] 

The task of making the nation's rail stations fully accessible to persons with dis- 
abilities must be considered as an evolutionary process. While the initial thrust of 
the Americans with Disabilities Act of 1990 (ADA), was aimed at key stations the 
act also impacts the balance of the rail stations. As stations are modernized, ren- 
ovated or altered they are required to conform to the accessibility standards devel- 
oped in response to tlie ADA. In addition, all new stations are required to be acces- 
sible. Therefore, with the passage of time all rail stations will ultimately become 
fully accessible. Until that time, persons with disabUities are eligible to use acces- 
sible paratransit service as required under ADA. 

Mr. Carr. What is the status of the platform edge issue with the 
Washington Metropolitan Area Transit Authority? 
[The information follows:] 

The Washington MetropoUtan Area Transit Authority (WMATA) has recently sent 
in a letter to Secretary Pena making several requests regarding the platform edge. 
WMATA is requesting: 

1. A new rulemaking on this issue; 

2. An exemption from the requirement; 

3. To enter into an agreement with the Department of Transportation to under- 
take additional tests on various platform edge systems; and 

4. Approval for an alternate edge treatment which will add eight inches of flame 
finished granite to the existing configuration. 

The requests made by WMATA are currently under review and a response will 
be forthcoming. 

On December 9, 1992, the Department denied WMATA's request to be "grand- 
fathered" from complying with the regulation. More recently, the Federal Transit 
Administration was unable to provide WMATA with a finding of equivalent facilita- 
tion for ihe existing platform edge treatment on December 17, 1993. WMATA did 
not demonstrate how a flat surface 18 inches (46 cm) wide provides equivalent de- 
tectability to a textured surface 24 inches (61 cm) wide with truncated domes. 

Mr. Carr. The regulations require transit properties to use trun- 
cated domes or have equivalent facilitation to allow detection by 90 
percent of disabled riders; is that correct? 

[The information follows:] 

The regulations require that platform edges bordering a drop-off" not protected by 
platform screens or guard rails have detectable warnings. The pattern of the re- 
quired detectable warning consists of truncated domes whose dimensions are stipu- 
lated as is the dome pattern. The detectable warning shall be 24 inches (61 cm) in 
width running the full length of the platform. The 24 inch (61 cm) width is sufficient 
to enable 90 percent of visually impaired travelers to come to a stop before reaching 
the platform edge. The regulation provides for departures from the technical stand- 
ards where alternate designs and technologies will provide substantially equivalent 
or greater access to and usability of the facility. 

Mr. Carr. What is your opinion of WMATA's proposed equivalent 
system which would retain the existing lighting system and add 8 
inches of textured granite blocks? 

[The information follows:] 

The proposal from WMATA is very recent and is still under review. However, un- 
less WMATA can satisfactorily demonstrate that such a system is at least as detect- 
able as the one specified by the ADAAG, the approval cannot be expected. 

Mr. Carr. Isn't it true that WMATA intends to put its equivalent 
facilitation at all of the stations in the system, and not just those 
considered "key"? Have any other authorities agreed voluntarily to 
install detectable edges at all stations, and not just those deter- 
mined to be key stations? 
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[The information follows:] 

WMATA has stated its intention to install a type of detectable warnings at all 
its stations. To our knowledge, no other system has stated such an intention of ret- 
rofitting all their existing stations. However, several systems including BART and 
Metro-Dade have detectable warning svu-faces which conform with ADAAG in all 
their stations. 

Mr. Carr. What is the status of the research being conducted by 
the FTA concerning the durability and maintainability of the rub- 
berized truncated domes? When will the research be completed and 
a report prepared? 

[The information follows:] 

The FTA has sponsored both human factors research and engineering tests and 
evaluation. As part of the human factors research, the detectability of 13 different 
products had a greater than 95-percent detection rate. A test of safety and nego- 
tiability of nine products on a sloped (1 in 12) surface has been undertaken and 
completed. The 40 subjects for this test were individuals with severe disabilities. It 
was concluded from this effort that individusds with physical impairments can nego- 
tiate detectable warning surfaces. The above two studies are being published by the 
Volpe Center for the FTA. 

The FTA engineering tests and evaluation consist of three efforts: information dis- 
semination; laboratory testing of detectable warnings; and, a field evaluation of de- 
tectable warnings at three transit properties. Under the information dissemination 
effort a Nationsd Implementation Panel has been formed. The Panel's first meeting 
took place in December and the final meeting wiU take place on May 11, 1994. The 
lab tests are complete, and a summary of the results is contained in the draft in- 
terim report, which is available now along with interim performance results fi-om 
the field evaluation. A final report will be available by the end of June. 

Mr. Carr. Questions have been raised concerning the toxicity 
and flammability of certain types of truncated domes. How serious 
an issue is this? What research has the FTA or others conducted 
on this matter? 

[The information follows:] 

In order to have a fire, an ignition source is needed. The ignition sources are dis- 
carded cigarettes, vandalism, and an under-car fire. Regulations prohibit smoking 
on transit property, and the outer portion of the platform makes any smoking fairly 
obvious, which would tend to keep smokers away from the truncated domes. Simi- 
larly vandals prefer a convert location for their acts. An under-car fire would be 
more of a problem for the interior of the vehicle, namely the flooring, rug, mats, 
seats, etc., and any passengers on the vehicle. In order for an under-car fire to ignite 
the platform, the fire would have to come up beside the car and ignite the tiles from 
above. It is difficvdt to ignite a tile fi-om above or to heat the station air to the point 
where flashover occurs (approximately 1,000 degrees Fahrenheit), and the heat re- 
quired to heat the large volume of station air would not be available. There are also 
detectable warning products made of ceramic, concrete, and metal which do not 
bum. 

Three products (Armor tile. Pathfinder resilient, and Tac Strip) were tested for 
flame spread (ASTM E-84) under the Metro North Testing Program. The results in- 
dicate that these materials are no more flammable than the carpets or tiles that 
are used in the vehicles. 

The Pathfinder tile, a polymer composite, has been installed at BART and Sac- 
ramento in CaUforrda and at Metro-Dade in Miami for at least 6 years. During this 
time there has been no report of fires involving these products. It appears that de- 
tectable warning tiles made of materials which are combustible are no more combus- 
tible than some flooring materials (tiles, carpeting) already in use in transit. There 
has been no concern on the part of the transit industry over the fire potential of 
these flooring materials. In contrast, the recent incidents involving visually im- 
paired patrons that fell from platforms onto the tracks demonstrates a clear hazard. 

A toxicity test was also performed as part of the Metro North Program (EPA-310). 
This test leached out eight toxic elements: silver, arsenic, barium, cadmium, chro- 
mium, mercury, lead, and selenium. Both the Pathfinder and the Armor tile showed 
very low levels of these elements. According to a laboratory in Toronto that per- 
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formed toxicity tests on the Pathfinder tile, this product complies with the toxic gas 
generation criteria used by the Toronto Transit Commission. 

The research and hazard analysis on this issue indicate that it does not present 
a serious hazard. 

Mr. Carr. What is the total cost to transit authorities to install 
and operate detectable platform edges at their stations? 
[The information follows:] 

The estimated cost of installing detectable warnings at rail station platform edges 
was provided for only 365 of 708 key stations. This information was contained in 
the key station plans submitted to the Federal Transit Administration by the tran- 
sit properties in July 1992. The date provided covers a wide difference in the instal- 
lation techniques used and materials to be used. However, extrapolating from the 
data provided indicates that installing detectable warnings at each of the 708 key 
stations will cost approximately $63 million. To install detectable warnings at the 
platform edges of all the current 2,679 stations will ultimately cost approximately 
$239 million. These costs are presented in 1992 dollars. 

Mr. Carr. How many of Amtrak's stations are deemed to be 
"key'7 Why is the number of Amtrak's key stations so low? 
[The information follows:] 

The DOT regulations require public entities that provide commuter, light and 
rapid rail service to submit key station plans to the Federal Transportation Admin- 
istration. Amtrak, which operates intercity rail service, was not required to submit 
a plan for its intercity service. Each entity providing commuter service, through a 
planning and public participation process, identified key stations on their respective 
systems. Amtrak, as owner of some of the commuter stations identified as key sta- 
tions has the responsibility for making them accessible. Amtrak is therefore respon- 
sible to make the following eight key stations accessible: Baltimore, MD; Baltimore 
Washington International Airport, MD; Chicago Union Station, IL; New CarroUton, 
MD; New York Pennsylvania Station, NY; Old Saybrook, CT; Washington Union 
Station, DC; and Wilmington, DE. 

LIVABLE COMMUNITIES 

Mr. Carr. The 1995 discretionary grants budget includes a new 
proposal of $30 million for an effort called livable communities. Ac- 
cording to the justification material, this effort is authorized under 
title 3 of the Federal Transit Act. What is the specific provision in 
the Transit Act that you believe authorizes this activity? 

[The information follows:] 

Each project selected for funding from the $30 million livable communities initia- 
tive will be eligible under the section 3 program which permits the funding of cap- 
ital projects within the bus, new starts or fixed guideway modernization activities. 
For such capital purposes, we plan to rely primarily on sections 3(a)(1)(D) and 
3(aXl)(F). 

In addition to the $30 million we are requesting under the section 3 program for 
capital purposes, we plan to allocate funding under the National Program of Transit 
Planning and Research [section 26(b)] for planning and technical assistance pur- 
poses. 

Mr. Carr. Is the livable communities initiative intended to be 
completely discretionary with the administrator of the FTA or the 
Secretary of Transportation? 

[The information follows:] 

We are proposing that the Administrator approve the funding of projects selected 
as the result of a public solicitation process. Projects would be rated and selected 
according to objective criteria. 

Mr. Carr. Will communities have to request funding and submit 
applications under the livable communities initiative? 
[The information follows:] 



792 



Yes. We plan to solicit grant proposals by way of a Federal Register notice so that 
all states and public bodies will have an equal opportunity to participate in this new 
initiative. 

Mr. Carr. The budget materials indicate the program will incor- 
porate zoning, land use and urban design issues. Please elaborate 
on exactly how the new program would be focused. 

[The information follows:] 

We intend to target grants to transit and transit-related projects where land use 
planning, zoning and urban design encourage alternatives to automobile use. Where 
such alternatives as walking, transit, and biking are designed and built into the 
community, mobility is improved and the use of the automobile becomes an option 
rather than an essential. Fiulher, housing is improved along with greater edu- 
cational and emplojrment opportunities. We would promote transit and transit-relat- 
ed projects located in areas that permit mixed-use development so that shopping, 
daycare centers, and other conveniences can be co-located with transit facilities 
thereby encouraging transit ridership. Further, we would encourage well planned 
transit service and fiill community participation in the transportation decisionmak- 
ing process. 

Mr. Carr. The justifications state: "Livable communities monies 
will generally be available as a supplement for approved projects 
receiving grants via section 8, 9, 18, or 3 programs, grants under 
congestion mitigation, air quality, and surface transportation pro- 
grams of ISTEA, and other federal programs." If the livable com- 
munities monies are merely supplements, why is a separate pro- 
gram needed? 

[The information follows:] 

Our intent is not to establish a large, permanent program. Rather, we have re- 
quested separate funding in order to highlight and emphasize the benefits of incor- 
porating hvable communities concepts into transit projects. By itself, $30 million 
would not fund very much in the way of captal grants. However, where a grantee 
is planning a project using its section 9 apportionment or other federal ninding 
source, the availability of some additional discretionary money might encourage that 
grantee to modify its project to meet some of the livable communities concepts. 

Mr. Carr. Give some examples of the tjqjes of capital programs 
that might be funded under the livable communities initiative. 
Could any of these examples not be funded under other programs? 

[The information follows:] 

Projects that could be funded under the section 3 portion of the Livable Commu- 
nities Initiative might include transit or transit-related projects such as connections 
to shopping areas, lighting, construction of transit facilities, sidewalks and skyways, 
landscaping, open spaces, and customer information systems. All of these activities 
would be eligible for funding under sections 3, 9, and many other federal transit and 
highway programs. Additionally, section 26 transit planning and research fiinds 
could be used to complement the capital program through activities such as commu- 
nity participation in transit planning and land use and urban design studies. The 
purpose of separately identified funding for livable communities is to highlight the 
benefits to transit and the community of adopting certain design and planning con- 
cepts. 

Mr. Carr. Will livable communities capital grants be 100 percent 
federal money, or will a non-federal contribution be required? 
[The information follows:] 

Under section 3, the federal share for any project may not exceed 80 percent. We 
will comply with this requirement. 

Mr. Carr. Much of the description for the livable communities 
program relates as much to urban development as to transit. For 
example, from the justification material: "Goals of the program in- 
clude: To provide capital grants for such activities as transit relat- 
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ed items such as pedestrian walkways, landscaping, etc.; to stimu- 
late greater involvement in the local planning and design process 
by neighborhood organizations, small and minority businesses and 
other stakeholders who are not currently participants in the proc- 
ess; to serve as a companion program to the President's 
empowerment zones, enterprise communities and rural investment 
initiatives." 

If such an initiative is to be undertaken, why should it not be 
funded in the Department of Housing and Urban Development in- 
stead of the Department of Transportation? 

[The information follows:] 

Traffic congestion, transportation mobility and transit ridership are affected tre- 
mendously by land use, urban design and zoning policies. Further, the highway and 
transit planning programs are the only federaUy funded, comprehensive planning 
programs. Thus, it is most appropriate that Uvable communities, which emphasizes 
transportation planning, should be funded within the Federal Transit Administra- 
tion's appropriations. However, we fully recognize the interrelationship of transpor- 
tation planning with housing, economic development, environment, and security and 
have already approached other federal agencies to assist us in developing the livable 
communities initiative. This interrelationship and cooperation among several federal 
agencies is also recognized in the President's recent empowerment zones/enterprise 
communities program in which FTA is an active participant. This program's pri- 
mary purpose is economic development whereas livable communities' primary focus 
is transportation planning and improvements. 

Mr. Carr. Will the livable communities initiative be subject to 
the President's new investment executive order? 
[The information follows:] 

The Executive Order on "Principles for Federal Infrastructure Investments" ap- 
plies to budget submissions beginning with fiscal year 1996 and will include FTA's 
discretionary grants program of which the livable communities is an element. 

Mr. Carr. What level of funding does the Federal Transit Ad- 
ministration envision for the livable communities initiative in fu- 
ture years? 

[The information follows:] 

At this point we do not expect a need for more than the $30 million per year we 
are now requesting under section 3. However, based on the quality and diversity 
of applications we might receive when the program is officially announced, that 
amount might have to be adjusted. 

TARGETING TRANSIT FUNDS FOR CONGESTION RELIEF 

Mr. Carr. The administration's budget proposes that 10 percent 
of transit section 9 urban formula grants be dedicated to projects 
that help reduce traffic congestion. 

Since transit service in general is associated with congestion re- 
lief, what is the purpose of the proposed set aside of 10 percent of 
Section 9 funds for projects that help reduce traffic congestion? 

[The information follows:] 

FTA's incentive grants activities build upon the traffic congestion management 
system requirements in the recent interim final rule implementing section 1034 of 
ISTEA. In fiscal year 1995, FTA will implement a congestion relief transit incentive 
grant program focused at providing incentives for the locals to actively consider con- 
gesting mitigation efforts similar to those required under the joint FTA/FHWA plan- 
ning regulations. 

Mr. Carr. How would this set aside work? 
[The information follows:] 
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Ten percent of the funds made available for section 9 will be designated for the 
congestion relief transit incentive grant program ($265 million in 1995). The 1995 
apportionment notice published in the Federal Register wUl show a set-aside from 
each urbanized area over 50,000 in population, or the appropriate Governors appor- 
tionment by state. Incentive grant funds can be used for any eligible section 9 
project that wovdd alleviate traJRic congestion in the urban area. Each grantee that 
certifies as part of its section 9 grant appUcation that the project proposed for fund- 
ing will contribute to decreased traffic congestion in the urban area will receive the 
10 percent set-aside. 

Mr. Carr. How will the Federal Highway Administration deter- 
mine whether projects will reduce congestion? What criteria will be 
used? 

[The information follows:] 

FTA wiU rely on the grantees to self-certify that proposed projects would meet the 
requirements specified in the joint FHWA/FTA management and monitoring sys- 
tems planning regulations. Examples of traffic congestion strategies include, but are 
not limited to: (1) transportation demand management measures, (2) measures to 
encourage high occupancy vehicle (HOV) use, i.e., ridesharing/vanpooling, (3) public 
transit capital improvements and (4) purchase of systems to improve transit oper- 
ations, i.e., traffic signal preemption for buses. FTA will review tne implementation 
of this provision diuing the normal triennial review process. 

Mr. Carr. Why was 10 percent selected? 
[The information follows:] 

Our intent in preparing the congestion relief incentive grants activity is to high- 
light the need for local officials to begin actively considering and implementing con- 
gestion management projects. The 10 percent level was found to be a reasonable 
percentage to emphasize the importance of these activities. 

Mr. Carr. What influence is the proposed set aside expected to 
have on the types of projects selected for funding? 
[The information follows:] 

We expect that the planning organizations and the transit operator will have in- 
creased sensitivity to forwarding projects that are the types of projects are part of 
the traffic congestion strategies to be required by the management and monitoring 
systems of the planning regulations. 

CHANGING THE TRANSIT MIND-SET 

Mr. Carr. The Federal Transit Administration budget notes 
there is a need to change the mind-set of the country toward a bet- 
ter understanding of the value of transit — its economic as well as 
clean air benefits. In support of this change, the administration's 
proposed budget contains a new program activity focusing transit 
on shaping the cities of the future by incorporating zoning, land 
use and urban design principles into redevelopment of older urban 
cores and development of new non-urban satellite communities. 

Why have existing federal transit programs not been able to 
change the mind-set of the country toward a better understanding 
of the value of transit? 

[The information follows:] 

Federal transit programs have not been able to change the mind-set of the public 
because they cannot compete against the primary driving force behind automobile 
use: the hidden subsidies enjoyed by automobile users, particularly solo commuters. 
For example, fuel and vehicle taxes cover only 60 percent of the cost of building and 
maintaining roads. Heavy trucks inflict at least twice the pavement damage charged 
to their account. Traffic-related police services, courts, and emergency vehicles are 
also funded without regard to vehicle use. Moreover, employer-provided parking is 
subsidized through our tax policies. 

FTA is exploring several options to mitigate the efTects of these hidden subsidies, 
such as tolls on highly congested highways and increased parking fees, which offer 
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much ^eater potential to influence travel behavior. Toward this end, FTA is work- 
ing to implement the congestion pricing pilot program and a parking cash-out policy. 
The cash-out poUcy would enable employers to ofter their workers the option to take 
a taxable cash commuting allowance, or a non-taxable transit or ridesharing benefit, 
in lieu of free parking. 

LIVABLE COMMUNITIES 

Mr. Carr. To what extent can a new transit program be expected 
to alter existing zoning, land use and urban design patterns? 
[The information follows:] 

The livable communities initiative is designed to offer local planners the oppor- 
tunity, within a familiar existing program, to make land uses more pedestrian-ori- 
ented and therefore transit-friendly in the immediate vicinity of transit facilities. 
Such enhancements will more effectively incorporate transit projects into commu- 
nities and thereby increase their benefits to the community. The proposed initiative 
will ejipand the options available to local decisionmakers when they are faced with 
the difficult decisions that transportation and land use conflicts bring to the fore. 
The enlarged public participation in the planning process required under new joint 
planning regulations will help to create an institutional framework receptive to liv- 
able communities ideas. 

Local planners and zoning boards make their decisions on the basis of the options 
available. In the absence of high capacity for transit, for instance, zoning boards 
often are compelled by the facts to require enough parking to meet all travel de- 
mand. Obviously, this is not necessary in the presence of high capacity transit serv- 
ices. Similarly, the livable community initiative will enlarge the options for local of- 
ficials facing difficult decisions where transportation and land use issues intersect. 
Zoning boards will be much more willing and able to restrict parking construction 
in transit-friendly environments. 

Furthermore, the newly issued FHWA and FTA joint planning regulations encour- 
age zoning, land use, and design decisions that support the particular transpor- 
tation investments being undertaken. 

The trend in local transportation decisionmaking since the adoption of the Inter- 
modaJ Surface Transportation Efficiency Act of 1991 (ISTEA) clearly has shifted into 
a mode in which few major investments are possible without concessions to environ- 
mental concerns, costs, land use, and other local constraints. Many of these con- 
straints exist independently of Federal programs. In either event, concessions to in- 
stitutional, financial, and even physical realities will lead inevitably to changing 
land use principles which will incorporate new zoning and design concepts. 

This is the context in which eill major transit investments will occiu*. Clearly, 
transit-oriented zoning, land use and design concepts to support transit investments 
will operate consistently with these wider trends and push decisionmaking even far- 
ther in the same direction. In this way, transit will make feasible new land use and 
design concepts. 

Mr. Carr. How many communities can be expected to benefit 
from this proposed program in the next fiscal year? 
[The information follows:] 

A large number of existing projects are eligible to be enhanced by the livable com- 
munities initiative. Apart from the limitation of fiinds available, there is no con- 
straint on the number of local communities that could receive enhancement grants 
over a 12 month period. A reasonable estimation, given the likely scale of these en- 
hancements, such as transit-oriented day care centers and the redesign of transit 
stations, would be between 10 and 15 projects over the first 12 months following 
enactment of the appropriation. 

Mr. Carr. How will participation in the proposed program be de- 
termined? 
[The information follows:] 

These will be enhancements to existing projects. We intend to evaluate proposed 
enhancements as they are received as if Qiey were normal enhancements. The proc- 
ess will be open to all eUgible capital grant recipients and it will be managed by 
FTA's regional offices and the Office of Grants Management. We are looking for en- 
hancements which will demonstrate the principles of livable community design, 
which include making transit stations more of a focal point for neighborhood activi- 
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ties, investments that invite private sector investments in the community near the 
transit station. Each proposed enhancement will be evaluated in its own terms, its 
own goals, consistent with the pedestrian-oriented mixed use concepts of livable 
communities. 

TRANSIT EXPECTATIONS IN MEETING UNMET TRAVEL DEMAND 

Mr. Carr. In its report on the status of conditions and perform- 
ance of the Nation's highway systems, the Federal Highway Ad- 
ministration estimates that increases in highway capacity cannot 
keep pace with the increase in travel demand, especially in urban 
areas. Specifically, FHWA reports that 83,000 lane-miles of urban 
highway capacity cannot be built over the next 20 years because 
of various constraints on new highway construction. The Federal 
Transit Administration's budget notes that well chosen mass trans- 
portation investments can play a major role in meeting a portion 
of the estimated annual 627 billion passenger miles in unmet trav- 
el demand. 

What portion of the estimated unmet travel demand of 627 bil- 
lion passenger miles can be met through mass transportation in- 
vestments? 

[The information follows:] 

In our 1992 Section 308 Report on Transit Conditions, Performance, and Needs, 
we estimated that 10 percent of the FHWA's estimated unmet travel demand rep- 
resented by 34,000 foregone lane miles could be handled by transit, transportation 
systems management, and travel demand management measures. The 627 billion 
passenger miles of travel demand is an estimate of the amount unmet at the end 
of the 20 year analysis period in the highway needs study. We are now in the proc- 
ess of updating this estimate for ovir 1994 report. We expect the transit share to 
be somewhat higher, based on a more detailed analysis of the likely location where 
these constraints on highway construction are the most severe. 

Mr. Carr. What other strategies or investment alternatives will 
need to be employed to cope with the forecasted unmet travel de- 
mand? 

[The information follows:] 

The Federal Highway Administration used a mix of transportation system man- 
agement and travel demand management techniques in their needs estimation ap- 
proach. Transportation system management techniques include a variety of meas- 
ures to increase the carrying capacity of existing road space, including signalization 
improvements, traffic engineering changes, and Intelligent Vehicle-Highway System 
improvements. Travel demand management techniques include high-occupancy vehi- 
cle lanes, car and vanpool matching programs, employer-based commute alternative 
programs, and congestion and other highway pricing. All of these measures can re- 
duce the need for construction of new highway capacity. 

Mr. Carr. What tjrpes of mass transportation investments would 
be most responsive to this unmet travel demand? 
[The information follows:] 

The best type of transit investment will depend on the specific location where the 
travel demand is to be addressed. In the center of cities with existing fixed-guide- 
way systems, this could involve additional vehicles to allow more fi-equent services 
on existing Unes. In the central part of other large urban areas, new fixed guideway 
systems, or bus service expansion would be needed. In the outskirts of areas with 
existing systems, extensions wovild be useful. Improved bus feeder services would 
be needed in areas with both new and existing fixed guideway systems. In smaller 
areas and in the suburbs of aU areas, bus service expansion is likely to be the best 
choice. 
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TRANSIT NEEDS ASSESSMENT 

Mr. Carr. The Department of Transportation's January 1993 re- 
port on the condition and performance of highways, bridges and 
transit notes that the most accurate way of gauging the condition 
of the bus fleet would be to have information on the results of in- 
spections, using standardized definitions of condition, of a sample 
of the vehicles. However, such information is not available. There- 
fore, needs are assumed based on the actual age of the bus and 
paratransit fleet. This results in an estimated urban bus backlog 
of $1.9 biUion. 

The bus age proxy is further extended in DOT's January 1993 re- 
port to cover bus facilities. As the report notes there are no rigor- 
ous methods for estimating the backlog of bus facilities, thus it is 
assumed for purposes of the study that the condition of transit fa- 
cilities is, on average, the same as the condition of buses. Con- 
sequently, DOT estimates the backlog of urban transit facilities is 
also $1.9 billion. 

Moreover, the other component of transit needs — rail — is derived 
from DOTs rail modernization study published in 1987. Inspec- 
tions were conducted during the period November 1983 through 
May 1984, and the results are still being used to estimate a rail 
system backlog of $13.7 billion. 

Why are transit bus needs assessments based on a proxy using 
vehicle age rather than through actual inspections using standard- 
ized definitions of condition? 

[The information follows:] 

FTA believes that bus age is a good proxy for conditions and that bus age and 
condition are generally quite closely related. Historically, the section 15 reporting 
system has required data only on the age of the bus fleet. Data is also included on 
the average odometer reading. Analysis has indicated that taken together, age and 
mileage are a good indicator of the need to replace a transit vehicle. FTA's useful 
life policy is based on a minimum life in transit service of 12 years before FTA will 
provide financial assistance in replacing a vehicle. The Intermodal Surface Trans- 
portation Efficiency Act of 1991 (ISTEA) requires states to develop public transpor- 
tation management systems (PTMS). The regulations implementing this require- 
ment were issued on December 1, 1993, and require the states to assess the condi- 
tions of their transit infrastructure. We expect that many States will implement 
more detailed data collection on bus conditions as a part of the PTMS development 
process. We expect to use this information in the development of future transit 
needs estimates. 

Mr. Carr. Given that the actual condition of transit vehicles can 
vary because of factors such as maintenance practices, usage, and 
operating climate, how accurate a proxy is vehicle age for assessing 
bus backlogs? 

[The information follows:] 

We believe that bus age is extremely accurate for this purpose. FTA's policy on 
useful life calls for replacing vehicles only after they achieve certain minimum times 
in service. Further, experience has shown that vehicle replacements can be accu- 
rately planned based on the time a vehicle remains in service. In addition, for the 
pvuposes of assessing backlogs at the national level, the variations in conditions 
based on other factors, such as maintenance practices, climate, and usage, tend to 
be minimized. For example, the average amount of usage of a vehicle is about 3,000 
revenue vehicle hours per year. There is very little variation about this average 
based on such factors as urban area size, type, or region of the country. Thus, cal- 
culating national bus replacement backlogs based on fleet age should give an accu- 
rate picture of the need. 
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Mr. Carr. How accurate is vehicle age in assessing the backlog 
for transit facilities? 

[The information follows:] 

We believe that the analysis approach used in the 1992 section 308 report on 
transit conditions, performance, and needs to calculate bus facilities backlog was the 
best available at the time. Review of transit operator capital investments over the 
last several years has indicated that the pattern of spending on bus facilities com- 
pared with vehicles has remained quite stable over time. This analysis indicates 
that approximately the same amount has been spent each year on facilities as on 
vehicles. This is the basis for the estimate of facilities backlog as being approxi- 
mately equal to the vehicle backlog. 

To improve on this estimate, FTA commissioned ATE Management and Service 
Company to assess the current conditions of bus maintenance facilities. The results 
of tlus analysis were described in the FTA report "Bus Support Facilities: Condi- 
tions and Needs," published in January 1993. This is the first time FTA has con- 
ducted a specific review of facihties. FTA intends to use the results of this study 
in its 1994 Section 308 report and to continue working with the industry and the 
States to ensure that the estimates contained in this report accurately represent bus 
maintenance facility conditions, through the newly required public transportation 
management systems. 

The ATE study of facilities assessed the current condition and five-year capital 
needs (1993-1997) for transit operator bus support facihties. In order to determine 
the condition of the facilities, transit operators were asked to rate each of their fa- 
cilities relative to how well it sustained the bus maintenance support function, and 
provide information on the age of each. The data was gathered in calendar year 
1992. The rating for each facility was along a spectrum of excellent, good, adequate, 
substandard or poor. According to the transit operators, more than half (57 percent) 
of the transit industry's bus support facilities are in "good" or better condition for 
their current mission. The remaining facihties are categorized as "adequate" (18 
percent), "substandard" ( 14 percent), and "poor" ( 10 percent). Two-thirds of the bus 
maintenance facihties are less than twenty years old. The remainder range in age 
from 21 to 99, with the age range of 21-30 representing the next highest percent 
(7 percent). 

Mr. Carr. A decade has now passed since the inspections were 
conducted for the rail modernization study. With what precision 
can these inspections be used today to determine rail system back- 
logs? What plans are under way to update this study? 

[The information follows:] 

Because the utility of the estimates made in the original Rail Modernization 
Study was becoming more limited with time, FTA commissioned an update of that 
study. The results are reported in the FTA Report, Modernization of the Nation's 
Rail Transit Systems: A Status Report, published in August 1992. This study devel- 
oped an updated assessment of the physical condition of the rail systems, using the 
original Rail Modernization Study, published in April 1987, as a starting point. On- 
site inspections were not conducted as in the earUer study, which relied on such in- 
spections conducted during 1983 and 1984. Rather, the transit authorities were re- 
quested to comment on the original conditions obtained fix)m the earlier on-site in- 
spections and provide updated estimates of the condition and levels of improvement 
still required to bring these transit systems up to "good" condition. This analysis 
was conducted in 1992 and provided a benchmark on the progress the major urban 
transit authorities have made in rail modernization since 1984. 

In the Rail Modernization Studies, each system element was evaluated to deter- 
mine its condition, at that time (as well as to establish the improvements needed 
and the associated capital costs). Specific definitions were developed for each of five 
condition levels ("excellent," "good," "fair," "poor," and "bad."). Rail system condi- 
tions range from poor to excellent, with good defined as the desirable level over the 
long term. 

The update indicates that the Rail Modernization backlog has been reduced. 
Where the 1987 Report indicated a total cost to restore all rail equipment and facili- 
ties to a good state of repair at the end of a ten year period at $24 billion (1991 
dollars), the update indicated that the cost to restore had fallen to $16.7 billion in 
1991 dollars. In addition, the report found substantial progress in improving the 
condition of many portions of the Nation's raU systems. Maintenance yards went 
from only 17 percent in good or better condition to 64 percent and maintenance 
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buildings went from only 28 percent to 52 percent. Also, stations improved signifi- 
cantly from 29 percent to 66 percent, and bridges from 33 percent to 61 percent. 
Nevertheless, a substantial portion of rail infrastructure is still in need oi invest- 
ment to return it to good conditions. Most significantly, over 73 percent of elevated 
structiires need major investments. In addition, overhead (43 percent), third rail (41 
percent), and maintenance facilities (48 percent) also have significant shares in less 
than good conditions, requiring major investments. 

INCREASING OPERATING COSTS 

Mr. Carr. According to the Department of Transportation's 1993 
annual report on National Transportation Statistics, transit operat- 
ing expenses increased from $6.2 billion in 1980 to $16.8 billion in 

1991. At the same time, unlinked passenger trips from all types of 
transit services remained relatively stable at about 8.6 billion trips 
for both 1980 and 1991. 

What are the major factors that result in operating costs increas- 
ing, while the number of unlinked passenger trips remains steady? 
[The information follows:] 

Unhnked trips and total operating costs are not the most accurate way to view 
transit performance. While transit operating costs expressed in current dollars have 
increased, when adjusted for inflation and the amount and type of service provided, 
operating costs are stable. Since 1985, the real (inflation adjusted) cost per equiva- 
lent vehicle mile has stayed constant. In addition, trip lengths have increased by 
8 percent since 1980. Thus, the real cost per passenger mile has also been fairly 
constant since 1985. 

Mr. Carr. Why has the steady increase in operating assistance 
not been accompanied by an increase in passenger trips? 
[The information follows:] 

The level of operating assistance has not increased fast enough to keep up with 
operating needs. As a result, the average fare per passenger mile has increased over 
30 percent since 1980. Also, capital investment has not been sufficient to expand 
service or make much improvement in transit conditions. Therefore, because it has 
been underfunded, transit has done remarkably well just to maintain unlinked trip 
levels. Also, with increased suburbanization, transit trip lengths have increased, 
making each trip more costly to serve. 

Mr. Carr. What do you envision for transit operating costs and 
passenger trips in the next five and ten year periods? 
[The information follows:] 

Given the requirements of the Clean Air Act Amendments and the country's com- 
mitment to improve air quality, the country's concern about over-reliance on im- 
ported oil, the continued increase in highway congestion, and the increasing costs 
and difficulty of constructing new highways, FTA expects an increase in transit rid- 
ership and service over the next five to ten years. This assumes that investments 
in transit are adequate to allow for increased service levels necessary to handle the 
demand. Total operating costs should increase along with the increase in service, 
but costs per vehicle mile traveled, adjusted for inflation, should remain constant. 
In the absence of adequate investments, transit will do well to keep its present pa- 
tronage levels, as it has done for the last several years. 

INCREASED STATE SUPPORT FOR TRANSIT OPERATING ASSISTANCE 

Mr. Carr. Transit revenue, principally from the farebox, ac- 
counted for $7 billion of transit's total revenue of $16.5 billion in 

1992, according to preliminary data reported by the American Pub- 
lic Transit Association. The remaining funds represent local, state 
and federal operating assistance, with the majority of assistance 
coming from local support. Nevertheless, the transit operating sup- 
port received from local governments represents a sizable drop 
compared to the previous year, as local governments contributed 
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$5.6 billion in 1991 but their contribution fell to $4.7 billion in 
1992. 

Is the decrease in local operating assistance and increase in state 
assistance represent an anomaly or an indicator of a future trend? 

[The information follows:] 

The change does not represent a trend. It is a result of accounting changes at sev- 
eral transit operators, most notably the New York City Transit Authority, the Chi- 
cago Transit Authority and the Santa Clara County Transit Authority. 

Mr. Carr. How many states increased their transit operating 
support in 1992? 

[The information follows:] 

According to the American Association of State Highway and Transportation Offi- 
cials (AASHTO), state operating assistance for transit remained essentially constant 
at $2.26 billion between 1991 and 1992. Eleven states showed increases (California, 
Connecticut, Delaware, District of Columbia, Florida, Illinois, Kansas, Maryland, 
Michigan, Nebraska, and Wisconsin). Seven states (Arkansas, Iowa, Minnesota, New 
York, Oklahoma, Pennsylvania, and Puerto Rico) showed declines. None of the 
changes were significant. 

INFLATION IN TRANSIT PROGRAMS 

Mr. Carr. The American Public Transit Association explains that 
using the consumer price index or GNP deflator to adjust for mone- 
tary inflation for transit is inappropriate, since transit systems do 
not buy the same items that consumers or national businesses do. 
Consequently, the Transit Price Index was created to properly ac- 
count for the changing costs of items purchased by the transit in- 
dustry, such as labor services, insurance, other services, construc- 
tion materials, and industrial supplies. Use of the TPI shows that 
transit inflation from 1980 to 1992 increased 93 percent, compared 
to 70 percent for the CPI and 66 percent for the GNP deflator. 

Why did the cost of transit items grow faster than the cost of 
other goods and services during the 1980 to 1992 period? 

[The information follows:] 

The consumer price index (CPI) represents the cost of a mix of goods and services 
purchased by the average consumer, while APTA's transit price index (TPI) is an 
attempt to more precisely reflect the type of costs involved in operating a transit 
agency. We would not expect the rates reported by these indices to be equal since 
the TPI has a much narrower focus than the CPI. However, the higher rate of infla- 
tion suggested by the TPI indicates that the costs of the various "inputs" in provid- 
ing transit services have risen faster than average, and that much of the cost in- 
volved in operating a transit agency is external to the agency; that is, not under 
the control of management. 

The cost of labor is a major component of the TPI, but not the CPI. Labor costs 
do not change as rapidly as the CPI since labor contracts must be renegotiated in 
response to changes in the economy. Thus, changes in labor costs lag behind 
changes in costs in the general economy, sometimes by several years. This, in fact, 
represents what happened during the severe recession of the early 1980's when 
labor costs continued to rise as prices fell. After contracts were renegotiated, transit 
operating costs again reflect trends in the general economy. Under these conditions, 
transit has done quite well in maintaining service levels while holding real total op- 
erating costs constant since 1985. 

Mr. Carr. What do the TPI results forbode for future transit op- 
erating assistance? 

[The information follows:] 

Given the industry's recent success in holding down real total operating costs, the 
administration's success in holding down general inflation, and an increase in fed- 
eral capital assistance to modernize facihties, vehicles and equipment, FTA expects 
the need for federal operating assistance to ease. 
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SECTION 9 FORMULA APPORTIONMENTS 

Mr. Carr. Last year the Federal Transit Administration reported 
that for many cities and states the capital portion of the section 9 
formula program had either run out of money entirely or was on 
the verge of doing so. FTA explained that this funding problem 
arose because funds were shifted from the formula program to the 
discretionary program. As a result, last fiscal year, in the gov- 
ernors' component of the section 9 program for urbanized areas be- 
tween 50,000 and 200,000 population, 25 states had no capital 
money available to them. In addition, a similar condition existed in 
some larger urbanized areas, such as in Montgomery, Alabama and 
Detroit, Michigan. 

What does the funding profile for the capital portion of the sec- 
tion 9 formula program look like this fiscal year? 

[The information follows:] 

The fiscal year 1994 section 9 program level is $2.24 billion; the operating assist- 
ance limitation if $802 million. The capital only portion of the fiscal year 1994 pro- 
gram is therefore 64 percent of the tot^. 

The chart below displays the amount of the total fiscal year 1994 apportionment 
for each urbanized area that is available for capital and operating, and the percent- 
age of capital within the total apportionment to the area. 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS 

AMOUNTS APPORTIONED TO URBANIZED AREAS OVER 1,000,000 IN POPULATION: 



URBANIZED AREA 



FY 1994 
SECTION 9 
APPORTIONMENTS 



FY 1994 
OPERATING 
ASSISTANCE 



FY 1994 

CAPITAL 

ASSISTANCE 



Atlanta, GA $30,083,986 $6,074,856 $24,009,130 

Baltimore, MD 26,054,703 9,723,299 16,331,404 

Boston, MA 61,479,284 18,255,443 43,223,841 

Chicago, IL-Northwestern IN 158,569,976 50,576,686 107,993,290 

Cincinnati, OH-KY 11,504,677 5,266,860 6,237,817 

Cleveland, OH 19,754,267 9,636,608 10,117,659 

Dallas-Fort Worth, TX 28,050,854 8,641,578 19,409,276 

Denver, CO 17,088,381 5,899,540 11,188,841 

Detroit, MI 29,515,588 21,393,840 8,121,748 

Ft Lauderdale-HoUywood-Pompano Bch, FL. 15,698,048 7,337,331 8,360,717 

Houston, TX 32,776,647 9,080,481 23,696,166 

Kansas City, MO-KS 7,923,974 4,462,727 3,461,247 

Los Angeles, CA 142,710,839 57,061,393 85,649,446 

Miami-Hialcah, FL 28,469,483 8,381,597 20,087,886 

Milwaukee, UI 14,098,369 5,461,011 8,637,358 

Minneapolis-St. Paul, MN 19,247,771 7,281,433 11,966,338 

Neu Orleans, LA 12,941,334 6,605,306 6,336,028 

New York, NY-Northeastern NJ 498,647,056 132,150,192 366,496,864 

Norfolk-Virginia Beach-Newport News, VA. 8,533,816 4,195,723 4,338,093 

Philadelphia, PA-NJ 92,632,339 31,812,065 60,820,274 

Phoenix, AZ 17,783,269 4,704,649 13,078,620 

Pittsburgh, PA 25,708,162 9,495,859 16,212,303 

Port I and- Vancouver, OR-UA 16,653,099 4,399,929 12,253,170 

Riverside-San Bernardino, CA 7,708,242 2,514,794 5,193,448 

Sacramento, CA 9,851,554 3,477,938 6,373,616 

San Antonio, TX 14,613,666 4,576,347 10,037,319 

San Diego, CA 29,225,654 7,302,150 21,923,504 

San Francisco-Oakland, CA 91,452,351 19,442,832 72,009,519 

San Jose, CA 21,807,960 6,605,772 15,202,188 

San Juan, PR 10,589,419 7,507,965 3,081,454 

Seattle, WA 37,694,803 6,169,695 31,525,108 

St. Louis, MO-IL 16,683,616 9,586,297 7,097,319 

Tampa-St. Petersburg-Clearwater, FL 11,770,161 5,219,393 6,550,768 

Washington, DC-W-VA 71,215,603 16,878,258 54,337,345 

SUBTOTAL $1 ,638,538,951 $517, 179,848 $1 , 121 ,359, 102 



PERCENTAGE OF 

TOTAL APPORT. 

FOR CAPITAL 

80% 
63% 
70% 
68% 
54% 
51% 
69% 
65% 
28% 
53% 
72% 
44% 
60% 
71% 
61% 
62% 
49% 
73% 
51% 
66% 
74% 
63% 
74% 
67% 
65% 
69% 
75% 
79% 
70% 
29% 
84% 
43% 
56% 
76% 

68% 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS 

AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION: 



URBANIZED AREA 

Akron, OH 

Albany-Schenectady-Troy, NY 

Albuquerque, NM 

A I lentown-Bethlehem-Easton, PA-NJ.. 

Anchorage, AK 

Ann Arbor, MI 

Augusta, GA-SC 

Austin, TX 

Bakersf icld, CA , 

Baton Rouge, LA , 

Bi rmingham, AL 

Bridgeport-Mi Iford, CT 

Buffalo-Niagara Falls, NY 

Canton, OH 

Charleston, SC 

Charlotte, NC 

Chattanooga, TN-GA 

Colorado Springs, CO 

ColLmbia, SC 

Columbus, GA-AL 

Coluitus, OH 

Corpus Christi, TX 

Davenport -Rock Island-Mol ine, lA-IL. 

Dayton, OH 

Daytona Beach , FL 

Des Moines, lA 

Durham, NC 

El Paso, TX-NM 

Fayettevi lie, NC 

Flint, MI 

Fort Myers-Cape Coral, FL 

Fort Wayne, IN 

Fresno, CA 

Grand Rapids, MI 

Greenvi lie, SC 

Harrisburg, PA 

Hartford-Mi ddletown, CT 

Honolulu, HI 

Indianapolis, IN 

Jackson, MS 1 

Jacksonvi lie, FL 

Knoxvi lie, TN 

Lansing-East Lansing, HI 

Las Vegas, NV 

Lawrence- Haverhi 1 1 , MA-NH 

Lexington-Fayette, KY 



FY 1994 


FY 1994 


FY 1994 


PERCENTAGE OF 


SECTION 9 


OPERATING 


CAPITAL 


TOTAL APPORT. 


APPORTIONMENTS 


ASSISTANCE 


ASSISTANCE 


FOR CAPITAL 


U, 648,856 


J2, 303, 157 


2,345,699 


50X 


5,749,382 


2,233,810 


3,515,572 


61% 


4,493,659 


1,543,704 


2,949,955 


66% 


3,430,725 


2,335,522 


1,095,203 


32X 


1,901,495 


762,198 


1,139,297 


60X 


3,023,713 


979,294 


2,044,419 


68X 


1,588,000 


780,110 


807,890 


5U 


9,000,976 


1,469,087 


7,531,889 


84X 


2,901,356 


957,895 


1,943,461 


67X 


2,266,549 


1,280,038 


986,511 


44X 


4,615,879 


2,351,335 


2,264,544 


49X 


4,968,073 


2,041,392 


2,926,681 


59X 


10,293,906 


5,992,124 


4,301,782 


42X 


1,544,095 


1,127,878 


416,217 


271li 


2,372,078 


1,069,343 


1,302,735 


55X 


4,575,705 


1,289,113 


3,286,592 


72X 


2,014,246 


971,813 


1,042,433 


52X 


2,956,631 


964,728 


1,991,903 


6n 


2,277,530 


1,091,686 


1,185,844 


52X 


1,485,033 


817,965 


667,068 


45X 


9,161,336 


4,345,970 


4,815,366 


53X 


2,664,562 


858,410 


1,806,152 


68X 


2,384,435 


1,116,925 


1,267,510 


53X 


9,636,632 


2,891,902 


6,744,730 


70X 


1,715,052 


775,611 


939,441 


55% 


2,214,437 


1,087,824 


1,126,613 


51X 


2,032,878 


799,443 


1,233,435 


61X 


6,660,262 


1,779,238 


4,881,024 


73X 


1,201,637 


735,697 


465,940 


39X 


2,808,906 


1,513,208 


1,295,698 


46X 


1,630,298 


564,991 


1,065,307 


65X 


1,719,617 


1,078,995 


640,622 


37X 


4,173,753 


1,452,0U 


2,721,709 


65X 


3,313,688 


1,534,752 


1,778,936 


54X 


1,600,681 


741,822 


858,859 


54X 


1,940,695 


1,120,344 


820,351 


42X 


7,403,742 


2,273,560 


5,130,182 


69X 


16,520,800 


2,815,753 


13,705,047 


83X 


6,702,540 


3,783,331 


2,919,209 


44X 


1,562,870 


894,369 


668,501 


43X 


6,225,444 


2,004,575 


4,220,869 


68X 


1,980,258 


891,576 


1,088,682 


55X 


2,612,867 


1,150,915 


1,461,952 


56X 


5,325,834 


1,366,210 


3,959,624 


74X 


2,858,674 


845,737 


2,012,937 


70X 


1,825,708 


1,282,934 


542,774 


30X 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS 



AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION: 



URBANIZED AREA 

Little Rock-North Little Rock, AR 

Lorain-Elyria, OH 

Louisvi I le, KY- IN 

Madi son, UI 

McAl len-Edinburg-Mission, TX 

Melbourne-Palm Bay, FL 

Memphis, TN-AR-MS 

Mobi le, AL 

Modesto, CA 

Montgomery, AL 

Nashvi lie, TN 

New Haven-Heriden, CT 

Ogden, UT 

Oklahoma City, OK 

Omaha, NE-IA 

Orlando, FL 

Oxnard-Ventura, CA 

Pensacola, fL 

Peor i a , I L 

Providence-Pawtucket, RI -MA 

Provo-Orem, UT 

Raleigh, NC 

Reno, NV 

Richmond, VA 

Rochester, NY 

Rockford, IL 

Salt Lake City, UT 

Sarasota-Sradenton, FL 

Scranton-Ui Ikes-Barre, PA 

Sh revepor t , LA 

South Bend-Mi shawaka, IN-MI , 

Spokane, WA , 

Springfield, MA-CT , 

Stockton, CA , 

Syracuse, NY , 

Tacoma, WA , 

Toledo, OH-MI 

Trenton, NJ-PA 

Tucson, AZ 

Tulsa, OK 

West Palm Bch-Boca Raton-Delray Bch, FL 
Wi Chi ta, KS 



FY 1994 


FY 1994 


FY 1994 


PERCENTAGE OF 


SECTION 9 


OPERATING 


CAPITAL 


TOTAL APPORT. 


APPORTIONMENTS 


ASSISTANCE 


ASSISTANCE 


FOR CAPITAL 


$2,071,075 


$1,025,851 


1,045,224 


50X 


1,160,6-5 


773,854 


386,821 


33X 


8,430,737 


3,863,941 


4,566,796 


54X 


3,986,739 


987,033 


2,999,706 


75« 


1,082,405 


820,018 


262,387 


24X 


2,049,943 


697,186 


1,352,757 


66X 


7,531,966 


3,581,058 


3,950,908 


52% 


2,030,495 


997,912 


1,032,583 


SIX 


2,377,871 


982,143 


1,395,728 


59X 


1,287,275 


1,015,419 


271,856 


2U 


4,531,306 


1,660,321 


2,870,985 


63X 


7,704,873 


2,293,923 


5,410,950 


70X 


2,345,304 


693,318 


1,651,986 


70X 


4,237,841 


2,297,963 


1,939,878 


46% 


4,801,246 


2,356,716 


2,444,530 


51X 


8,025,987 


1,734,124 


6,291,863 


78% 


3,215,027 


1,344,880 


1,870,147 


58X 


1,826,904 


751,583 


1,075,321 


59X 


1,866,083 


1,047,187 


818,896 


44X 


13,034,375 


4,707,579 


8,326,796 


64X 


2,106,428 


807,075 


1,299,353 


62X 


2,185,369 


724,226 


1,461,143 


67% 


3,087,638 


834,898 


2,252,740 


73X 


5,312,022 


1,918,263 


3,393,759 


64X 


6,258,806 


3,075,023 


3,183,783 


51% 


1,540,483 


963,662 


576,821 


37% 


10,571,199 


2,432,107 


8,139,092 


77% 


2,898,361 


1,255,479 


1,642,882 


57% 


2,877,754 


1,725,361 


1,152,393 


40% 


2,096,930 


1,045,659 


1,051,271 


50% 


1,916,913 


1,142,287 


774,626 


40X 


4,549,106 


1,108,427 


3,440,679 


76X 


4,933,783 


2,013,818 


2,919,965 


59X 


2,641,498 


1,329,727 


1,311,771 


SOX 


4,433,613 


1,887,973 


2,545,640 


S7X 


7,123,650 


1,543,217 


5,580,433 


78X 


4,847,915 


2,229,595 


2,618,320 


S4X 


3,870,563 


1,968,561 


1,902,002 


49X 


6,545,822 


1,649,356 


4,896,466 


75X 


3,606,816 


1,561,635 


2,045,181 


57% 


10,232,371 


1,643,643 


8,588,728 


84% 


2,543,067 


1,350,998 


1,192,069 


47% 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS 

AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION: 



URBANIZED AREA 

Wilmington, DE-NJ-MD-PA 

Worcester, MA-CT 

Youngstown-Warren, OH 



FY 1994 


FY 1994 


FY 1994 


PERCENTAGE OF 


SECTION 9 


OPERATING 


CAPITAL 


TOTAL APPORT. 


APPORTIONMENTS 


ASSISTANCE 


ASSISTANCE 


FOR CAPITAL 


$4,577,511 


$1,998,116 


2,579,395 


5654 


2,806,263 


1,153,354 


1,652,909 


59% 


1,995,069 


1,776,796 


218,273 


in 


$373,142,570 


$144,839,592 


228,302,978 


61% 



AMOUNTS APPORTIONED TO STATE GOVERNORS FOR URBANIZED AREAS 50,000 TO 200,000 IN POPULATION: 



ALABAMA 

ALASKA 

ARIZONA 

ARKANSAS 

CALIFORNIA 

COLORADO 

CONNECTICUT 

DELAWARE 

FLORIDA 

GEORGIA 

HAWAII 

IDAHO 

ILLINOIS 

INDIANA 

IOWA 

KANSAS 

KENTUCKY 

LOUISIANA 

MAINE 

MARYLAND 

MASSACHUSETTS.. 

MICHIGAN 

MINNESOTA 

MISSISSIPPI 

MISSOURI 

MONTANA 

NEBRASKA 

NEVADA 

NEW HAMPSHIRE.. 

NEW JERSEY 

NEW MEXICO 

NEW YORK 

NORTH CAROLINA. 



$4,023,845 


$2,967,919 


1,055,926 


26X 











OX 


638,913 


311,717 


327,196 


51X 


1,537,398 


1,202,906 


334,492 


22X 


23,549,604 


10,243,566 


13,306,038 


57X 


4,339,243 


2,770,119 


1,569,124 


36X 


14,761,548 


7,106,829 


7,654,719 


52X 


327,362 


143,707 


183,655 


56X 


9,977,296 


4,748,787 


5,228,509 


52X 


4,368,310 


3,267,936 


1,100,374 


25X 


1,160,989 


716,695 


444,294 


38X 


2,297,799 


1,219,601 


1,078,198 


47X 


10,525,078 


8,090,041 


2,435,037 


23X 


6,138,682 


4,614,391 


1,524,291 


25X 


3,341,820 


2,677,620 


664,200 


20X 


1,622,561 


1,144,613 


477,948 


29X 


1,278,842 


957,245 


321,597 


25X 


3,787,399 


2,814,839 


972,560 


26X 


1,648,342 


1,217,651 


430,691 


26X 


1,833,041 


1,131,877 


701,164 


38X 


7,259,700 


6,041,053 


1,218,647 


17X 


6,195,129 


4,945,772 


1,249,357 


20X 


2,207,762 


1,643,083 


564,679 


26X 


1,895,402 


1,365,577 


529,825 


28X 


2,611,897 


1,815,246 


796,651 


31X 


1,738,747 


1,304,039 


434,708 


25X 


1,932,956 


1,180,215 


752,741 


39X 











OX 


$2,347,297 


$1,402,039 


945,258 


40X 


1,778,508 


1,750,351 


28,157 


2X 


968,494 


521,679 


446,815 


46X 


5,373,525 


4,348,794 


1,024,731 


19X 


8,723,388 


5,754,415 


2,988,973 


34X 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS 



AMOUNTS APPORTIONED TO STATE GOVERNORS FOR URBANIZED AREAS 50,000 TO 200,000 IN POPULATION: 



STATE 



NORTH DAKOTA... 

OHIO 

OKLAHOMA 

OREGON 

PENNSYLVANIA... 

PUERTO RICO 

RHODE ISLAND... 
SOUTH CAROLINA. 
SOUTH DAKOTA... 

TENNESSEE 

TEXAS. 

UTAH 

VERMONT 

VIRGINIA 

WASHINGTON 

WEST VIRGINIA.. 

WISCONSIN 

WYOMING 



FY 1994 


FY 1994 


FY 1994 


PERCENTAGE OF 


SECTION 9 


OPERATING 


CAPITAL 


TOTAL APPORT. 


APPORTIONMENTS 


ASSISTANCE 


ASSISTANCE 


FOR CAPITAL 


1,694,947 


1,046,671 


648,276 


38r. 


4,660,308 


3,697,486 


962,822 


21% 


725,352 


581,992 


143,360 


20X 


3,782,702 


2,146,396 


1,636,306 


43% 


9,888,648 


7,726,018 


2,162,630 


22% 


9,135,045 


4,988,497 


4,146,548 


45% 


581,470 


370,941 


210,529 


36% 


2,462,447 


1,525,934 


936,513 


38% 


1,222,680 


788,226 


434,454 


36% 


1,892,309 


1,337,239 


555,070 


29% 


17,521,105 


11,577,714 


5,943,391 


34% 


350,192 


153,735 


196,457 


56% 


614,483 


368,076 


246,407 


40% 


$4,078,906 


$3,028,012 


1,050,894 


26% 


3,854,641 


2,171,710 


1,682,931 


44% 


2,962,488 


2,728,212 


234,276 


8% 


8,109,936 


5,926,753 


2,183,183 


27% 


849,030 


694,625 


154,405 


18% 


. $214,577,566 


$140,258,560 


$74,319,006 


35% 



OVER 1,000,000 IN POPULATION 

200,000-1,000,000 IN POPULATION. 
50,000-200,000 IN POPULATION 



$1,638,538,951 $517,179,848 1,121,359,103 68% 
373,142,570 144,839,592 228,302,978 61% 
214,577,566 140,258,560 74,319,006 35% 



TOTALS $2,226,259,087 $802,278,000 $1,423,981 ,087 64% 

SECTION 23 SET-ASIDE 11,132,764 



NATIONAL TOTALS $2,237,391,851 $802,278,000 $1,423,981,087 64% 
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Mr, Carr. When funds have been shifted from the formula to the 
discretionary capital program, what effect has this had on overall 
transit operations? 

[The information follows:] 

In general, the shift of fiinds from formula to discretionary capital programs has 
meant that a greater proportion of the overall program's capital reso\irces are con- 
centrated in a smaller universe of cities. Further, reduction in formula resources al- 
most always means a reduction in formula capital resources, because areas tend to 
maintain spending of their formula operating caps. The reduction of formula capital 
means that many areas do not have a sufficient predictable, dependable source of 
capital with which to undertake routine capital improvements or to meet the capital 
requirements of the Americans with Disabilities Act or the Clean Air Act. 

A few large areas with major new construction receive more funding when for- 
mula funds are used to increase the new starts program, at the expense of areas 
with primarily bus systems. The increased discretionary bus program can lessen to 
some degree the impact of formula capital reductions on bus systems, although dis- 
cretionary bus funding is not distributed among the wide universe of areas that 
would receive the formula capital funds. More areas must then tiun to the discre- 
tionary bus program for routine capital bus replacements, as evidenced by the enor- 
mous demand for discretionary bus funds over the last few years. 

Mr. Carr. What effect, if any, does FTA predict that increased 
levels of capital assistance will have on reversing the transit indus- 
try's declining share of U.S. passenger miles travelled? 

[The information follows:] 

There is no question that old unreliable vehicles and facilities are less attractive 
than newer ones. As average age of bus and rail vehicle fleet has increased, so has 
its unreliability. As age of stations and terminals has increased, so have their 
unattractiveness. Clearly, transit is better able to compete with other modes of 
transportation when vehicles and facilities are newer and properly capitalized. 

By spending now on capital investment, transit authorities can actually reduce 
their operating costs, thus reducing their need for operating assistance. For exam- 
ple: 

a. Lower maintenance costs. — Pioneer Valley Transit Authority estimates that re- 
placing 40 of its 115 buses would reduce its annual fleet maintenance costs by $400 
thousand. 

b. Improve fiiel economy. — Testing of a 1994 diesel engine at the Pennsylvania 
Transportation Institute shows that fiiel consumption of a 1994 engine delivers fiiel 
economy of 4.7 mpg while older buses have fiiel consumption of 4.1 mpg or lower. 

c. Improve fleet performance. — ^A bus fleet with the standard average age of six 
years wovdd only fail on average at about 9,000 miles compared to older fleets where 
buses fail as often as 3,000 mUes. 

d. Improved ridership. — More attractive rolling stock can attract more riders 
thereby increasing operating revenue. 

Replacing aging fleets faster will also improve compliance with ADA and Clean 
Air Act requirements; 

a. AH new equipment now purchased must be accessible to persons with disabil- 
ities. 

b. A 1994 diesel bus engine when compared to an early 1980's engine by the same 
manufacturer substantialfy cuts pollutants by 93 percent for particiilates, 96 percent 
for hydrocarbons, 81 percent for carbon monoxide, and 58 percent for oxides of nitro- 
gen. 

IMPROVING TRANSIT INVESTMENTS THROUGH RESEARCH 

Mr. Carr. The administration is proposing $26.2 million for the 
National Planning and Research Program. This national program 
is intended to focus funds on development and demonstration of 
new technologies to improve the effectiveness of capital invest- 
ments, thus providing more efficient and useful transit service. In 
addition, projects are intended to maximize the opportunities of 
transferring existing military technology in areas such as advanced 
materials and communications to the transit industry to provide 
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passenger "friendly" transit. What new technologies show promise 
of improving the effectiveness of capital investments? 
[The information follows:] 

All technologies that help to improve construction and operation of these invest- 
ments show promise. For civil works, new technologies in geo-tech and tunneling, 
for example, can effectively locate underground obstacles and achieve great effective- 
ness with faster tunneUng machines. New technologies in electrical-mechanical sys- 
tems can improve rolling stock fabrication, making cars lighter and easier to main- 
tain. New signaUng systems will improve rail transit system throughput. All of 
these technologies contribute to making capital investment more effective than be- 
fore. 

Mr. Carr. To what extent can technological advances be expected 
to improve the effectiveness of capital investments? 
[The information follows:] 

It is difficult to predict a specific number or percentage improvement at this time. 
However, the BART Advanced Automatic Train Control project, for example, calls 
for the installation of a radio-based automatic control system over the existing way- 
side-based system. If it functions as predicted, this can increase the trsdn traffic ca- 
pacity of the Transbay Tube alone by 38 percent, and can probably increase the sys- 
tem-wide average by even more. New technologies hold the key of improvement in 
future capital investment. The BART project is a military technology conversion 
project. 

MILITARY TECHNOLOGIES ADAPTABLE TO TRANSIT 

Mr. Carr, What military technologies appear adaptable to the 
transit industry? 

[The information follows:] 
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Military technologies that seem to offer advanced technology solutions to improve transit service 
are listed below along-with typical applications. 

Command, Control, and Communications: Real-time location and status monitoring, and control 
of vehicles and facilities for improving service quality, safety, and quick response to emergencies, 
Real-time multimedia customer information. 

Advanced Materials: For Hght weight, high strength, and more durable vehicles and their 
subsystems. 

Virtual Prototyping and Simulation Based Design: For highly interactive design of new rolling 
stock to greatly reduce development time. 

Interactive Electronic Training and Manuals: Readily available aid to operating and maintenance 
personnel for trouble shooting 

Some specific technologies that have been adopted fi'om defense technology to transit 
applications from the CALSTART program under FTA's^ectric^Vehicle^Pfogram are outlined 
below: 



COMPANY 



TECHNOLOGY 



FORMER USE 



TRANSIT USE 



Aerojet 
Aerojet 
Allied Signal 
Allied Signal 
Amerigon, Inc. 

Amerigon, Inc. 

APS Systems 
Dowty Aerospace 

FMC Corp. 
Group IX Systems 
Hub Engineering 
Hughes Aircraft 
Hughes Aircraft 
Kaiser Aluminum 
Lawrence Livermore 

U.S. Flywheel 



Pressure Vessels 
Sensitive Sensors 
Fuel Cells 
Turbo-generator 
Programming/CD 

Peltier Junction 

Heavy-duty chassis 
Brakes 

Power trains 
Advanced electronics 
Composite materials 
Magnetic induction 
Power control electronics 
Extruded aluminum frame 
Real-time computer analysis 

Composite flywheel 



Missile Propulsion 
Missile Propulsion 
Spacecraft power 
Tank systems 
Computer control 

Infrared sensor 

Tank trailers 
Aircraft brakes 

Tanks/personnel carriers 
Aerospace controls 
Military aircraft 
Underwater power transfer 
F-14/F- 15 radar 
Aircraft frame/lunar rover 
SDI impact analysis 

Gyroscope/guidance syst. 



NGV refueling 

Gas monitor 

EV power 

Hybrid EV's 

Vehicle 
navigation 

EV heating/ 
cooling 

EV buses 

EV regen- 
eration 

Hybrid EV's 

EV drive 

EV bodies 

EV charging 

EV controller 

EV chassis 

Vehicle 
analysis 

EV battery 
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Mr. Carr. What military technologies would promote passenger 
"friendly" transit? 

[The information follows:] 

Military technologies that have potential for promoting passenger "friendly tran- 
sit, along with typical applications, include: 

Customer Inrormation Technology: Information technologies that facilitate dis- 
semination in public places of accurate, timely (to-the-minute), and easy-to-use in- 
formation on transit schedules, fares, connections and actual operations; the same 
information would also be readily accessible from home and office. 

Safety and Security Systems Technology: Surveillance and communications tech- 
nologies for real-time security monitoring and quick response to emergency situa- 
tions. 

IMPROVING RAIL RIDERSHIP FORECASTS 

Mr. Carr. A 1990 report, Urban Rail Transit Projects: Forecast 
Versus Ridership and Cost recommended that the Federal Transit 
Administration take a number of actions to improve transit opera- 
tors' ability to estimate ridership and costs for transit projects. The 
reasonableness of these estimates have important implications for 
the reliability of the process local decision-makers use to develop 
and choose among alternative transit projects. 

How has FTA addressed the recommendations contained in this 
report? 

[The information follows:] 

The report's recommendations included the application of reasonableness checks 
to forecast results so they can be evaluated in light of current experience, the con- 
duct of expert reviews of planning assumptions and resvilts, a more explicit acknowl- 
edgment of the uncertainties inherent in forecasts, and higher capital cost contin- 
gencies during planning. FTA has revised its guidance manual on transit project 
planning to include these recommendations. FTA has also been emphasizing the rec- 
ommended actions in its oversight of major transit investment studies. For example, 
virtually every major transit investment study now includes an expert ridership 
forecasting review panel, consisting of individuals without a vested interest in the 
outcome of the study. 

Mr. Carr. Have forecasted ridership and costs improved since 
the 1990 report? On what do you base your opinion? Provide spe- 
cific examples. 

[The information follows:] 

None of the transit projects subjected to a major transit investment study since 
1990 is as yet operational. Therefore, the actual ridership and costs of these projects 
are not yet available for comparison with the forecasts developed in accordance with 
the report's recommendations. Nevertheless, FTA believes that progress is being 
made not only through the implementation of the report's recommendations, but 
also through the implementation of ISTEA planning and programming require- 
ments. The modal flexibiUty of certain title 23 (highway) funding programs has in- 
creased the scrutiny by other transportation agencies, of the major transit projects 
that may draw from those flexible funding sources. The new metropolitan planning 
regulations have opened the entire forecasting process to review by interest groups 
and the general pubUc and forced new discipline on the planning process especially 
in air quality nonattainment areas. For example, the Environmental Defense Fund 
has recently critiqued the models used by the Chicago Area Transportation Study 
(CATS), the metropoUtan planning organization for Chicago, and CATS will be ad- 
justing its models in response. FTA expects continued gradual improvement in fore- 
casting techniques and their application. 

Mr. Carr. Transit operators state that ridership and cost esti- 
mates become more realistic as the project gets closer to construc- 
tion and operation. FTA has the authority to withdraw Federal 
participation throughout this process. Has FTA ever withdrawn 
Federal participation? Have ridership and cost estimates ever 
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changed for a specific project that demonstrated that it might not 
be cost effective? 

[The information follows:] 

A change in the ridership forecast has never resulted in FTA withdrawal of fed- 
eral participation in funding construction. FTA has required a review of proposed 
operating plans, including financial elements, late in project development as a result 
of changing ridership forecasts and the associated changes in far revenue forecasts. 
In certain cases, FTA has refused to participate in capital costs which exceed those 
to which the parties have agreed in the fiill funding grant agreement (FFGA). The 
ridership and cost estimates, and corresponding cost-effectiveness, which are the 
basis of FTA funding recommendations in the Section 3(j) Report, are produced late 
in project development after substantial preliminary engineering. These late fore- 
casts have proved to be more accurate than those developed in the planning process, 
and changes of a magnitude that wovdd affect a funding recommendation have not 
occurred. 

TRAVEL MODEL IMPROVEMENT PROGRAM 

Mr. Carr. In October 1993, the General Accounting Office re- 
ported that some of the analytical tools states and localities use to 
make transportation investment decisions are not adequate. In par- 
ticular, there are no common measures for comparing different 
transportation alternatives and travel demand models do not pro- 
vide the information necessary for analyzing the impact of trans- 
portation projects on air quality. In fiscal year 1992, the Depart- 
ment of Transportation, in cooperation with the Environmental 
Protection Agency and the Department of Energy, established the 
travel model improvement program. This program is designed to 
develop the next generation of travel demand models and to ad- 
dress some of the deficiencies in travel demand forecasting. 

What actions has the Federal Transit Administration taken to 
develop common measures for comparisons of transportation alter- 
natives? 

[The information follows:] 

Through research at the national level on approaches and methodologies, we are 
developing analytic criteria which can be offered to cities, states and MPOs for their 
use. Oiu" major efforts in this area are: 

(1) We are developing the technical methodology for transit operators, states and 
MPOs to use in undertaking evaluations between different modal alternatives. 

(2) Outreach to the transit community, MPOs, and states to disseminate com- 
puter-based methodologies for cross-modal comparisons and comparing alternative 
multi-modal investment packages in corridors. 

(3) FTA is working with FHWA to develop and provide covirses through the Na- 
tional Highway Institute and the National Transit Institute to provide training in 
estimating the impacts of multi-modal alternatives and processes and procedures for 
multi-modal planning. 

(4) We are participating in an interagency task force to review and develop tech- 
niques for multi-modal evaluation and are working to prepare a report to provide 
examples of multi-modal and cross-modal planning activity. 

Mr. Carr. What is the status of the TMIP and development of 
the comprehensive program plan for this program? 
[The information follows:] 

A draft comprehensive work plan has been developed and it is currently under 
review within the Department of Transportation. FTA along with FHWA, EPA, and 
the Department of Energy are considering funding the elements of the Travel Model 
Improvement Program (TMIP) jointly. Methods to improve existing procedures are 
under development and initial products will be distributed during FY 1994. 

One component of the TMIP is the Transportation Analysis and Simulation Sys- 
tem (TRANSIMS), which will involve a complete redesign of travel forecasting proce- 
dures. To date, a demonstration of the TRANSIMS concept has been given by the 
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Los Alamos National Laboratory staff. The methodology has been reviewed by the 
DOT Research and Technology Steering Committee and has been circvilated among 
user groups such as states and MPOs. In addition, DOT has begun distributing 
products of the completed Los Alamos work to MPOs and state DOT's for their use. 
The work effort is receiving support from FTA and the other DOT modal agencies 
and a group of academics and model users has recommended completing 
TRANSIMS model development, in part because of the need for improved transit 
ridership estimation techniques. 

Mr. Carr. How is TMIP research being coordinated both within 
and outside DOT and what program changes have been made as 
a result of this coordination? 

[The information follows:] 

The TMIP process has three levels of coordination: (1) Within DOT, a working 
group has been formed with representatives from the FTA, FHWA and the Office 
of the Secretary to provide oversight and project management. (2) Between DOT and 
other federal agencies, FTA and FHWA staff have been working with the Depart- 
ment of Energy and the Environmental Protection Agency and: (3) Between DOT 
and a working group of travel demand model users including representatives from 
state government, metropolitan planning organizations, the environmental commu- 
nity, developers, and academics in the field. 

Mr. Carr. How will FTA ensure results of the TMIP are useful 
for analyzing the impact of transportation projects on air quality 
and the selection of projects supporting air quality improvement? 

[The information follows:] 

FTA and FHWA have worked together and will continue to provide training and 
technical assistance to state governments and MPOs in the use of travel demano 
forecasting procediu^s and models. The results of the TMIP program will be incor- 
porated into this training. The procedures which are under development will be field 
tested in local areas on a demonstration bases to insure that they are useful for 
analyzing the impact of transportation projects on air quality. In addition, contact 
has been established with the EPA office of mobile sources to coordinate the devel- 
opment of air quality estimation methods. 

PROGRAMS TO IMPROVE EMPLOYME^^^-RELATED TRANSIT SERVICES 

Mr. Carr. Funds were earmarked in the Joblinks emplo3rment 
transportation initiative to develop innovative programs to improve 
employment-related transit services and overcome critical mobility 
barriers in both urban and rural areas. The Community Transpor- 
tation Association of America won the competitive bid to complete 
the Congressional objectives, and funds are available through fiscal 
year 1994. 

Has the FTA conducted an evaluation of the Joblinks program? 
What were the initiative's results, and what lessons were learned 
about employment-related transit services? 

[The information follows:] 

FTA worked with the Department of Health and Human Services (DHHS) Job 
Program in the development of this program. It was learned that there were billions 
of dollars available from DHHS and the Department of Labor for the various job 
training programs. However, the missing hnk was transportation. It is hoped that 
the Joblinks initiative will serve as a model for the rest of the nation. FTA has not 
conducted an evaluation of this initiative because the demonstrations are not yet 
underway. There are no results as of this date because the demonstrations are not 
underway. CTAA has developed an evaluation plan that will be used as we work 
through implementation of the projects. 

Mr. Carr. What role do transit services play in low-income urban 
residents' ability to locate and hold jobs? 
[The information follows:] 
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Transportation is the key linkage to those low-income citizens finding jobs and 
holding them. An analysis was conducted under the auspices of the DOT/DHHS co- 
ordinating council whereby transportation was found to be even more important 
than day care services. 

Mr. Carr. Do you think there is sufficient support by state and 
local governments or private groups to continue the initiative with- 
out additional federal funding? 

[The information follows:] 

It is too early to tell. We are hoping that when the 13(c) certifications are com- 
pleted and the demonstrations begun, we will have more data to analyze and bring 
such data to the states and localities for their evaluations. As we previously stated, 
we support this project for one more found of funding. After these demonstration 
projects are completed in fiscal year 1996, the states and localities should have 
enough data to continue this initiative with state and local funding. 

IG REPORT ON MARTA RAIL CAR ACQUISITION 

Mr. Carr. A report of the Inspector General entitled Audit of 
Useful Life of Rail Cars — Metropolitan Atlanta Rapid Transit Au- 
thority was issued May 19, 1993. The report concluded that 
MARTA spent $82 million uneconomically by acquiring 58 cars in 
excess of its needs. It also concluded that future costs of $107.7 
million could be avoided if MARTA's federally assisted overhaul 
and replacement cycle was extended to achieve the actual usage 
envisioned for the equipment. The report contained the following 
recommendations: The FTA should deny further rail car acquisition 
assistance to MARTA until the MARTA spare ratio is reduced to 
a reasonable 20 percent; the FTA should also deny overhaul and 
replacement assistance until the service life of the cars reaches 17 
and 35 years, respectively; the FTA should withdraw $8.6 million 
in overhaul funds already granted. 

Apparently, the FTA disagrees that the cars were not purchased 
economically; is that correct? What is the basis for this position? 

[The information follows:] 

FTA disagrees with the Inspector General that the cars were not purchased eco- 
nomically. The Inspector General believes that the MARTA railcar spare ratio 
should be the same as the 20 percent used for buses. The railcar procurement, oper- 
ation, and maintenance factors are completely different than for buses, and FTA 
does not impose a specific percentage spare ratio for railcars. For example, unlike 
a bus, a railcar failure could cause the entire train to go out of service. 

Railcar procurements take 3 to 5 years. Because of the long procurement time, 
transit agencies have to base their railcar purchase on estimated needs as much as 
7 to 10 years in the future. Expansion plans, ridership estimates, and planned oper- 
ating poUcy changes affect the number of cars required. 

Because railcars are custom built, engineering costs are extremely high and the 
more cars bought, the cheaper the unit cost. On the last procurement, MARTA in- 
creased the order by purchasing 54 cars entirely with local funds. The use of local 
funds significantly reduced per unit costs, saved significant federal funds by reduc- 
ing unit car costs, and reduced need for future railcar procurements. In the case of 
the use of local funds, FTA is not concerned with the high spare ratio, but will criti- 
cally review future MARTA applications for funds for railcar procurements. 

Mr. Carr. What actions has the FTA taken in response to the 
findings contained in the Inspector General's report? 
[The information follows:] 

FTA will critically review MARTA requests for federal funds for railcars, in par- 
ticular, the reasonableness of their railcar spare ratios. 

Mr. Carr. Has the FTA withdrawn the $8.6 million in overhaul 
ftinds? 
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[The information follows:] 



FTA disagrees with the Inspector General recommendation that overhaul funds 
should be withdrawn. The Inspector General recommendation is based on applying 
the 20 percent spare ratio (used for buses) to calculate the underusage of MARTA's 
railcars as justification for extending the overhaul period to 16 years. Vehicle life 
(and overhaul Ufe) is not just dependent on actually service mileage but is also af- 
fected by environment, age and the type of service (peak vs non-peak). Railcar pro- 
curement, operation, and maintenance factors are completely different than for 
buses, and FTA does not impose a specific percentage requirement for railcar spare 
ratios. Transit agencies have established railcar spare ratios based on unique oper- 
ating and technical variables that are specific to their system. Unlike a bus a railcar 
failure wUl cause the entire train to go out of service. 

FTA requires at least 12 years of service requirement for overhauls. The MARTA 
railcars that are being overhauled have approximately 14 years of service and none 
have less than 12 years of service. The overhaul will incorporate new equipment 
that should increase reliability and reduce operating and maintenance costs. 

Mr. Carr. What procedural changes has the FTA initiated to en- 
sure that there are no similar circumstances around the country? 
[The information follows:] 

FTA will criticaUy review spare ratios for transit agencies submitting applications 
for funds to procure railcars. It is the FTA position that the MARTA use of local 
funds to prociu-e 54 railcars saved federal funds even though it increased the spare 
ratio. In the case of the use of local funds to procure railcars, FTA is not concerned 
with the high spare ratio, but wUl critically review applications for additional rail- 
cars. Because railcars are usually custom built, the engineering costs are extremely 
high and the more cars that are bought the less the per unit cost. Transit agencies 
oft«n use local funds to procure additional railcars because of the large savings on 
a per unit basis. 

IG REPORT ON RAIL CARS FOR METRO DADE TRANSIT AUTHORITY 

Mr. Carr. In another audit report issued last year (No. R4— FT- 
3-770, August 27, 1993) the Inspector General's Office concluded 
that the Metro Dade Transit Authority had uneconomically spent 
between $25.9 and $31.8 million to acquire 34-42 rail cars excess 
to current needs. The IG also concluded that future federal expend- 
itures of between $27 and $33 million could be avoided if Metro 
Dade rail car overhaul and replacement cycle was extended to 
achieve the actual usage envisioned for the equipment. 

What is the FTA's response to the IG's findings? Have the FTA 
and IG resolved their differences concerning Metro Dade's daily 
peak requirement? 

[The information follows:] 

FTA agrees that Metro Dade purchased excess railcars based on high ridership 
niunbers. Metro Dade made the decisions on railcar needs in the mid-1970s. At that 
time there were serious concerns on the availability of oil and high gas prices to 
force people to ride transit. Although the ridership projections were too high they 
were not unreasonable considering the conditions in the 1970s. There are still some 
concerns between FTA and the IG on the calculation of the daily peak requirement 
that need to be resolved. 

Mr. Carr. The IG further concluded that the internal control 
weaknesses in Federal Transit Administration Region FVs approval 
and monitoring of rail car grants were material and should be re- 
ported to the Secretary for inclusion in the next Federal Manager's 
Financial Integrity Act report. What is the status of this reporting? 

[The information follows:] 

The FTA disagreed with reporting these issues as internal control weaknesses 
under the FMFIA because the excess cars relate to a 1979 overprojected ridership 
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forecast not representative of recent FTA monitoring and the $10 million reporting 
threshold was not exceeded. 

Mr. Carr. The Regional Federal Transit Administrator's com- 
ments to the IG's office indicates that the number of rail cars to 
be purchased was based on a ridership projection of more than 
200,000 per day. The initial ridership of 23,000 in 1985 has in- 
creased to about 53,000 daily, but is still far from the initial projec- 
tions. His comments indicate: "The result of this incorrect forecast 
is an excess of rail cars, unfortunately not a unique problem in the 
transit industry." 

What is the FTA doing to address the issue of "promotional" rid- 
ership estimates? Why doesn't the FTA somehow factor in the pro- 
motional nature of early ridership estimates into the calculations 
for numbers of rail cars needed? 

[The information follows:] 

The ridership studies for the Miami Metrorail were completed in 1977, prior to 
the creation of FTA's new start evaluation criteria and the cost-effectiveness index 
referenced in the 3(j) report. In the 17 years since there forecasts were completed, 
the Federal Transit Administration has studied problems relating to ridership fore- 
casting in the 1990 "Urban Rail Transit Projects: Forecast Versus Actual Ridership 
and Costs," done by the Volpe National Transportation Systems Center (also known 
as the "Pickrell" report). The FTA has taken steps to implement the recommenda- 
tions of the 1990 Pickrell report. These include advocating better quality control at 
the local level during planning studies, sponsoring peer reviews of the forecasting 
methods used at the local level, developing technical methods manual, training, and 
other assistance for cities planning new start projects. 

FTA and the transit industry have worked to resolve the issues highlighted by 
the Volpe National Transportation Systems Center work and we believe that the 
ridership forecasts currently produced during planning are not "promotional" fore- 
casts, but are accurate enough to help local decision makers chose the most cost- 
effective transportation projects. Ridership forecasts are refined several times dur- 
ing the planning process starting with system planning, corridor analysis, prelimi- 
nary engineering, and final design. These forecasts become more accurate as the 
station sites, corridor alignment, and operating details are worked out and these re- 
finements are reported in the 3(j) report. The final equipment orders are made 
based upon the ridership forecasts completed in preliminary engineering and/or 
final design, the final stage of the planning process. 

A recent example of the planning process at work is the St. Louis Light Rail sys- 
tem. The ridership forecast made during final design predicted 17,000 riders per 
day, while actual ridership has been over 20,000 riders per day. 

Mr. Carr. The Inspector General's reports on Metro Dade issued 
last August and on Atlanta's MARTA last May call into question 
Region FVs management of the transit programs under its pur- 
view. Are you satisfied with the transit management team in Re- 
gion IV, especially as it relates to grant oversight? 

[The information follows:] 

FTA is satisfied with its Region FV transit management team. Many of the prob- 
lems cited by the IG are caused by decisions made over ten years ago. FTA manage- 
ment and monitoring of grants have improved compared to the resoTirces and rider- 
ship forecasting methods used over ten years ago. 

USE OF VALUE ENGINEERING 

Mr. Carr. Earlier Inspector General reports have been somewhat 
critical of the Federal Transit Administration for not actively pur- 
suing value engineering. Estimates of savings resulting from the 
use of value engineering average about 3 percent. 
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Does the FTA now have in place a program that requires value 
engineering to be used for all major capital projects funded under 
the section 3 discretionary grants program? 

[TTie information follows:] 

Yes. FTA's policy is to encourage the use of value engineering on all construction 
projects and requires its use on major capital projects. 

Mr. Carr. Does the FTA maintain data on VE proposals and sav- 
ings resulting therefrom? Provide the Committee both with sum- 
mary data for the last three years and with individual examples of 
the most dramatic savings. 

[The information follows:] 

Yes. FTA maintains summary data on value engineering efforts conducted by the 
grantees. The summary data is reported annually to the Office of the Secretary. 
Over the last five years, the savings on grantee's major capital projects due to the 
use of VE is $255.87 million. A breakdown of the data is: 

SAVINGS DUE TO VE OVER THE LAST 5 YEARS 

Savings as a ,, . , 
Fiscal year percent of total . 7'",; "" "^„, 

proiect cost '"^^ '" """'""^ 

1993 

1992 

1991 

1990 

1989 

Total 3.02 255.87 

Examples of VE savings within the last three years are: 

Project City Project cost in VE savings in ^ear 

' ' millions millions 

Utah Transit Authority's Ught Rail Salt Lake City, UT $182.25 $15.9 1993 

System. 
63rd Street, Queens Blvd. Line Con- Queens, NY 291.00 14.7 1992 

nection. 
Metropolitan Atlanta Rapid Transit Atlanta, GA 212.40 23.47 1991 

System. 

IG REPORT ON PEAK VEHICLE REQUIREMENTS 

Mr. Carr. a report issued by the Inspector General on January 
22, 1991 concluded that DOT "subsidizes purchases of mass transit 
buses without reasonable assurance that these funds are used eco- 
nomically and efficiently." The report further found that: 728 of 
2,877 new buses exceeded the spare bus allowance policy, 594 fed- 
erally funded mass transit buses were being used to provide school 
bus service, 225 buses had been prematurely removed from reve- 
nue service without providing DOT the proper reimbursement. 

What specific actions has the Federal Transit Administration 
taken in the last three years to improve section 9 program guid- 
ance and monitoring, as recommended by the IG report? 

[The information follows:] 

Most recently, the FTA has developed draft section 9 guidance that addresses 
many of the concerns raised by the OIG reports. The guidance will be finahzed in 
draft, circulated for comment and published within the next fiscal year. Addition- 
ally, great strides have been made in improving monitoring of section 9 grantees 
through improvement in the triennial review program. A triennial review handbook 
has been developed that may be used by both regional staff and contractors. The 
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handbook provides an in-depth analysis of the statutory and administrative require- 
ments covered in the triennial review and detailed sampling and testing procedures 
in areas such as competitive procurement, satisfactory continuing control and main- 
tenance. Many of the procedures were developed in collaboration with the OIG. Ad- 
ditionally, in order to get in front of the issue, FTA has implemented a program to 
provide grantees with detailed information on the requirements for section 9 grants 
prior to the triennial review. Three such programs have now been offered with good 
reviews by the grantees. A pilot program was offered to 10 select grantees in Decem- 
ber followed by the presentation of the requirements to grantees during a one and 
one-half day session in Region I, Boston. Recently, FTA presented the program to 
more than 65 grantees during the APTA management conference in San Jose. 
Grantees reported that the program was useful and provided the necessary empha- 
sis on areas where the most common problems recur. FTA has made a number of 
changes in the monitoring of grantees that we believe satisfy the OIG and GAO con- 
cerns. In fiscal year 1991, FTA staffing was increased by 14 ftill time employees 
(FTE) and in fiscal year 1992, the staffing was increased by 31 FTE to 460. FTA 
significantly increased its resources devoted specifically to oversight with the reas- 
signment of 40 FTE staff regional staff positions. With the expanded authorities 
under section 23(h), FTA's management and oversight capabilities have been en- 
hanced and the regional staff also augmented by the use of contractors with exper- 
tise in the areas of concern. The following is a breakdown of the additional FTE pro- 
vided through the use of contractors under section 23 for management and over- 
sight. Triennial review, about 10 FTE per year; financial management oversight, 
eight FTE per year; procurement system reviews, 14 FTE per year; and project 
management oversight, 47 FTE per year. The total FTE provided by section 23 con- 
tractors are 79 FTE per year. When adding the 79 FTE of contractor support and 
40 FTE regional staff positions, the total resources dedicated to oversight functions 
total about 119 FTE. Another action taken to strengthen the PTA efforts was the 
institution of a grantee risk determination process to assess the relative risk of each 
grantee's potential noncompliance with statutory and administrative program re- 
quirements. Through this process, regional officials and staff must review each 
grantee annually and complete a risk assessment form to determine the relative 
risk rating. This information is used to develop a grantee oversight plan for the 
year. 

Mr. Carr. Can the FTA indicate for the 51 grantees studied for 
the 1991 report, how many still are not in compliance with your 
guidelines? 

[The information follows:] 

One grantee of the 51 studied for the 1991 OIG audit report has not achieved a 
spare ratio of 20 percent or less. In the spring of 1994 San Francisco Municipal Rail- 
way (Muni) progress reports showed a 23 percent spare ratio. Muni is in the process 
of substituting trolley coaches for diesel buses. The authority is also having some 
difficulties with some small buses. Both of these circumstances can cause the spare 
ratio to increase. 

The 20 percent bus spare ratio is not a requirement but a goal, and FTA does 
not consider grantees out of compUance. The introduction of new technology buses 
with alternative fuels and ADA accessibility equipment has significantly increased 
failure rates and maintenance problems associated with the new equipment. During 
this transition period of introducing new buses, the spare ratio increases because 
grantees are keeping their older buses as back-up while problems are being re- 
solved. It is anticipated that in the near term spare ratios will be slightly higher 
because of the large increase of alternative fueled buses being procured. 

PROFESSIONAL SERVICES PROCUREMENT UNDER TRANSIT GRANTS 

Mr. Carr. The DOT Inspector General issued a report last year 
on the procurement of professional services under transit assist- 
ance grants. The report is numbered R5-FT-3-043 and dated July 
21, 1993. The IG concluded that the Federal Transit Administra- 
tion allowed grantees to acquire services, one, without executing 
formal contracts, two, without implementing procurement proce- 
dures complying with federal guidelines, three, using personnel 
who were not procurement specialists, and four, without applying 
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federal requirements. In addition, the IG noted instances of fraudu- 
lent billings and apparent conflicts of interest. 

Do you agree with the Inspector General's contention that you do 
not have adequate assurance that certain grantees acquired profes- 
sional services worth at least $25 million in the most cost effective 
manner? 

[The information follows:] 

FTA relies heavily upon grantee self-certifications that their procvirement proce- 
dures are in compliance with federal standards. We agree that this has been a prob- 
lem area but we believe that most state and local policies, and laws allow legal and 
other professional services to be procured on the basis of the ability to perform rath- 
er than a piu-ely cost basis. It is primarily a matter of process rather than a grantee 
intentionally violating federal laws that require cost competition. However, we be- 
lieve that our specific initiatives to address the Inspector General's and our concerns 
will eliminate many problems. 

Mr. Carr. What action has the Federal Transit Administration 
taken to address the recommendations contained in the IG's re- 
port? 

[The information follows:] 

Grantees are being reminded of procurement requirements and the importance of 
contractor oversight through the issuance of information bulletins and by providing 
grantees with an orientation to third party contracting and training in contract ad- 
ministration, negotiations and cost and price analysis. Further, we undertake grant- 
ee procurement system reviews to identify deficiencies and advise them on correc- 
tive action. During triennial reviews we are reviewing contractor performance bil- 
lings as well as reiterating abiding by federal procurement requirements that may 
be different from state and local requirements. 

Mr. Carr. Has the FTA withheld any funds from grantees pend- 
ing review and compliance with FTA Circular 4220.IB? 
[The information follows:] 

FTA has not used its authority to withhold funds from grantees pending review 
and compliance with FTA Circular 4220. IB. FTA's policy is to work with grantees 
by providing the necessary technical assistance for the grantee to gain compliance, 
and only withhold funds as a last resort. 

Mr. Carr. How much of the $8 million representing the federal 
share of non-compliant contracts and professional services costs has 
the FTA recovered? 

[The information follows:] 

None at this time. However, we are in the process of completing a review of grant- 
ee responses to the OIG audit finding and recommendations and we anticipate re- 
covering aU due monies by July 30, 1994. 

Mr. Carr. What is the total amount of the Federal share of non- 
compliant costs you hope to recover? 
[The information follows:] 

Our preliminary analysis of information provided by grantees indicates that we 
should expect to recover approximately $5.2 million. 

IG REPORT ON SEC. 9 GRANTS TO THE HOUSTON TRANSIT AUTHORITY 

Mr. Carr. The Department of Transportation's Inspector General 
issued an audit report last year on the section 9 capital grants to 
the Houston Metropolitan Transit Authority. The report is num- 
bered R6-FT-3-083 and is dated August 19, 1993. 

The Inspector General concluded that the Federal Transit Ad- 
ministration's Region 6 office did not ensure grant funds were ad- 
ministered in an economical manner or in accordance with the FTA 
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regulations. Specifically, the IG found that: (1) Houston Metro 
owed $843,048 plus interest for excess grant funds, (2) FTA funded 
buses were not properly maintained by a contractor, (3) Houston 
Metro held $2.4 million of unneeded section 9 funds, and (4) FTA 
had no assurance that section 9 funded capital assets were actually 
on hand. The IG made specific recommendations regarding each of 
these findings. 

Indicate the actions taken or planned in response to each rec- 
ommendation of the IG. Also indicate how much funding has been 
refunded and deobligated, and what the total amounts to be re- 
funded or deobligated will be. 

[The information follows:] 

The OIG recommended: (1) require Houston METRO to refund $843,048 of excess 

frant funds and pay accrued interest; the excessive funds drawn on the project of 
843,048 plus $106,780 for a total of $929,484 were transferred by METRO to FTA 
on August 27, 1993. (2) require Houston METRO to inspect, investigate and report 
the safety condition of all contractor-operated vehicles; Houston METRO developed 
and implemented plans to inspect, investigate and report safety condition of all con- 
tractor-operated vehicles and submitted the plan to FTA for correcting or eliminat- 
ing the safety defects. (3) the regional administrator deobligate the $2.4 million of 
section 9 grant funds unless Houston METRO can demonstrate appropriate need for 
the funds; On February 14, 1993, FTA agreed in principle to the use of the $2.4 
million to expand a park and ride lot which is within the scope of the original 

Eroject. Pending final approval, the $2.4 million in section 9 funds in question will 
e used for land acquisition, engineering, and construction of the park and ride lot 
expansion project. (4) require Houston METRO to immediately make a physical in- 
ventory of assets purchased with federal funds and reconcile the results to account- 
ing records; Houston METRO is testing a new management information system 
which will assist in the inventory and reconciliation process. In August 26, 1993, 
the inventory was taken and the results reconciled with property records. 

Mr. Carr. The results of the audit report are somewhat troubling 
since the Federal Transit Administration is negotiating a full fund- 
ing grant agreement with Houston Metro. Are you confident the 
leadership and procedures of Houston Metro are up to the task of 
managing a several hundred million dollar busway project? 

[The information follows:] 

The FTA is in the process of negotiating a full funding agreement with Houston 
METRO for a Regional Bus plan which consists of numerous individual projects in 
various stages of development. FTA is asking for an analysis of a group of experts 
to provide assurance the Houston METRO has adequate resources to manage such 
a project. Financial management oversight contractors will be assigned to determine 
that the grantee's financial management system is in compliance with each of the 
seven standards of the Common Rule. Additionally, the contractors will be asked to 
determine if the grantee's fixed assets tracking system meets the federal require- 
ments and whether the financial system can, during the construction phase, be used 
to provide timely projections of the financial impact of project change orders. 

SECTION 3(j) REPORT 

Mr. Carr. Page 31 of the section 3(j) report indicates that $2.8 
billion is available in ISTEA funding for fiscal years 1995 through 
1997. Using that as a base, the analysis goes on to prove that there 
is sufficient funding available to accommodate the projects the FTA 
intends to fund during the life of ISTEA. However, that analysis 
assumes that the $400 million in 1995 discretionary grant funding 
not requested in 1995 will be available later, does it not? 

[The information follows:] 

The analysis does assvune that the $400 million (actually $420 million) not re- 
quested in fiscal year 1995 may be available in subsequent years. The section 3(j) 
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report recommends funding for the five projects that have fiill funding grant agree- 
ments already in place. Total funding for these projects over the remaining life of 
ISTEA (fiscal year 1995 through fiscal year 1997) is slightly less than $1.1 billion, 
far below the remaining balance of the authorization whether the unrequested au- 
thority is included or not. 

Section 3(aX4XE) of the FT Act Umits the total amount of letters of intent, full 
funding grant agreements and contingent commitments which are issued at any one 
time to the remaining balance of ISTEA, or one-half of the uncommitted cash bal- 
ance in the Mass Transit Account of the Highway Trust Fund, whichever is greater. 
This is a leged test that must be met regardless of whether the full aumorized 
amount is requested for any given fiscal year. 

Mr. Carr. Even if the authority carries forward, the realities of 
the Congressional budget process make such an occurrence ex- 
tremely unlikely, don't you agree? 

[The information follows:] 

Yes. FTA agrees that it would be unlikely that authorized funds not requested 
for a given fiscal year would be provided in later fiscal years, and has made no as- 
sumptions to that effect. 

Mr. Carr. What is the effect on FTA's analysis if the $400 mil- 
lion is deleted from available outyear funding? Is there then suffi- 
cient money available to fund the projects FTA intends to support? 

[The information follows:] 

The section 3(j) report recommends funding for the following five projects, which 
have fiill funding grant agreements already in place. The total amount of funding 
required to complete these projects over the remaining Ufe of ISTEA is approxi- 
mately $1.1 billion. As the following chart shows, there is sufficient funding to com- 
plete all of these projects regardless of whether the $420 million balance of the fiscal 
year 1995 authorization is included in the calculation or not: 
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Available 




Maximum 


Total 


Available 


ISTEA 


FY 1995 


Outyear Funds 


Funding 


ISTEA 


Funding 


Funds 


FY 1996-97 


FY 1995-97 


Funding 


Oess $4201VD 



ISTEA Funding Availability (FY 1995-1997) 



Less: 



Existing Full Funding Grant Agreements 



Dallas/South Oak Cliff 


$ 33.77 


$ 00.00 


$ 33.77 


Los Angeles/MOS-3 


184.30 


317.60 


501.90 


New York/Queens 


62.54 


152.16 


214.70 


PortlandAVestside LRT 


111.70 


229.20 


340.90 


St. Louis/Metrolink 


4.69 


0.00 


4.69 


Subtotal 


$397.00 


$698.96 


$1,095.96 



REMAINING ISTEA COMMITMENT CAPACITY (FY 1995-1997) 

Anticipated Additional Contingent Commitment 
Authority for New Starts from 50% Uncommitted 
Cash Balance of Mass Transit Account (FY 1997) 

Less: 

Contingent Commitments (FY 1998-2000) 

L.A./M0S-3 $535.00 

TOTAL REMAINING COMMITMENT CAPACITY (FY 1995-2000) 



$2,800.00 



-$1.095.96 



$1,704.04 



-535.00 
S2.622.94 



$2,380.00 



- $1.095.96 

$1,284.04 



+$1,453.90 +$1,453.90 



-535.00 

$2.202.94 
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COST-EFFECTIVENESS INDICES 

Mr. Carr. Cost effectiveness indices are one of the tools used by 
the Federal Transit Administration to gauge the cost benefit effec- 
tiveness of section 3 projects. Projects listed in the April 1994 sec- 
tion 3(j) report have cost-effectiveness indices ranging from $4 to 
$75. The indices, however, can be a little misleading. In many, if 
not most cases, the indices have been computed using ridership es- 
timates at points far into the future (10-15 years is not unusual) 
while using 1994, 1990, or even 1986 dollars. 

Why has the FTA decided to portray the cost effectiveness infor- 
mation in this manner? 

[The information follows:] 

FTA has made every effort to update the costs and ridership benefits of each 
project to reflect updated capital cost estimates shown the most recent dollars to 
show ridership for the same year. The FTA indices do compare current costs with 
future benefits without discounting the benefits to the same year as the costs be- 
cause the purpose of the analysis is to develop data which would show the relative 
costs and effectiveness of the projects, not to develop a single black-box benefit-cost 
ratio. Since nearly all of the proposed projects are shown in 1993 dollars and year 
2010 ridership, the cost-effectiveness indices of each project are comparable and the 
relative merits of each project are reflected in the indices. 

Mr. Carr. Doesn't the FTA's methodology tend to skew the fig- 
ures presented? 

[The information follows:] 

No, since most of the costs are in recent year constant dollars and most of the 
benefits come from year 2010 ridership forecasts, most of the cost-effectiveness indi- 
ces are comparable and not skewed. In those few cases where older cost doUars or 
earlier forecasts were used, the indices would not be skewed because the input data 
has not changed significantly since the inflation rates of costs have been low re- 
cently and because most population and CBD employment growth rates in urban- 
ized areas are also low. 

Mr. Carr. Wouldn't indices computed using dollars in the year 
of project completion or using then-year dollars provide a more ac- 
curate picture? 

[The information follows:] 

This would depend upon the purpose of the analysis. If the purpose is simply to 
compare among fixed guideway projects on the basis of a variety of cost-effectiveness 
indicators, the answer is no. However, if the purpose is to calculate an index which 
approximates benefit-cost ratio, then valuing costs and benefits in same year dis- 
counted dollars would be appropriate. 

Mr. Carr. Provide recomputed cost effectiveness numbers for 
projects contained in the section 3(j) report using then-year dol- 
lars. Indicate the annual inflation factor employed. 

[The information follows:] 

The computation of cost-effectiveness numbers which account for the time-value 
of the stream of benefits and costs would require knowledge not only of the con- 
struction cash flow but also ridership forecasts for each year after opening through 
the forecast year and beyond. FTA currently does not have these data. However, we 
are examining several alternative methods of calculating cost-effectiveness which 
would reflect discounting of out-year benefits compared to near-year costs. In the 
future FTA will utilize evaluation methods which will discount future costs and ben- 
efits and these calculations will be reflected in 3(j) reports. 

JACKSONVILLE AUTOMATED SKYWAY EXPRESS PROJECT 

Mr. Carr. According to the section 3(j) report, the FTA is cur- 
rently negotiating a full funding grant agreement with the Jack- 
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sonville Transportation Authority to try to complete an operable 
segment within existing federal funds. What is the status of the ne- 
gotiations? When do you hope to reach agreement? What is the 
framework for the agreement? Is the FTA committed either to com- 
pleting an agreement without additional federal funds or not to 
have any agreement at all? 
[The information follows:] 

The FTA is negotiating an amendment to the original full funding grant agree- 
ment for the north extension of the Automated Sk3nivay Express. The negotiations 
should be completed and the agreement signed May 1994. The agreement will stipu- 
late that the north extension and a portion of the south extension will be completed 
using the $15 million in federal funds appropriated for the south extension. This 
agreement will complete the project and not require any additional federal funds 
over what has already been appropriated. 

LETTERS OF INTENT 

Mr. Carr. Page 2 of the report states: "LOIs should be awarded 
to the best projects, in terms of cost-effectiveness, financial commit- 
ment and other justification criteria, in an order which is based on 
the degree to which each project meets these criteria." 

Why then has the FTA proposed a letter of intent for the Tasman 
project, which has one of the highest cost-effectiveness indices, at 
$33, is rated medium for mobility improvements, and rated low for 
operating efficiencies, capital financing commitment, and stability 
and reliability of operating assistance? 

[The information follows:] 

On March 14, 1994, FTA notified Congress that it intended to issue a letter of 
intent (LOI) for the Tasman light rail project on April 15, 1994, unless there were 
Congressional objections. FTA intends to issue the LOI in order to comply with sec- 
tion 3032(c) of ISTEA, which specifically states that "* * * the Secretary shall ap- 
prove the construction of * * * the Tasman corridor project, * * * not later than 
90 days after the date of completion by SCCTD of preliminary 
engineering * * * [and] * * * upon approving construction * * * the Secretary 
shall execute a multiyear grant agreement * * *" 

FTA and SCCTD began full funding grant agreement (FFGA) negotiations for this 
project in July 1993. However, final execution of the FFGA must await a decision 
by the California Supreme Court regarding the constitutionality of the recently 
voted half-cent sales tax intended to provide the non-federal share of the project. 
This is the basis for the "low" ratings given for capital financing commitment and 
stability and reliabihty of operating assistance. A court decision is not expected be- 
fore March, 1995. Because of the legal difficulties svurounding the non-federal fi- 
nancing for this project, FTA opted to issue a LOI as a way of satisfying the ISTEA 
mandate. 

MOBILITY IMPROVEMENTS 

Mr. Carr. According to the footnotes accompanying table 2, rat- 
ings for mobility improvements are determined to be high if a 
project would save 10,000 or more hours of travel time per day, me- 
dium if the project would save to 10,000 hours, and low if the 
project would increase travel time, all when compared to the TSM 
alternative. Thus a project that would save one hour and a project 
that would save 9,999 hours would be given the save mobility rat- 
ing. Can't the FTA devise a better method of determining mobility 
ratings? 

[The information follows:] 

Summarizing data by establishing different categories reflecting ranges of data 
can create inequities inlierent to the process. This is why we have also included the 
actual numerical values for each project's time savings in the profiles. With these 
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data available each reader can make his/her own interpretation of the mobility im- 
provements of each project without relying on summary data. 

FTA is always looking for improvements to our evaluation process and we are cur- 
rently examining other methods for the evaluation of fixed guideway projects, in- 
cludingmethods for estimating mobility improvements. If a superior method is iden- 
tified FTA will use it in future 3(j) reports. 

PREPARATION OF SECTION 3(j) REPORT 

Mr. Carr. What effect, if any, did the new planning regulations 
issued last fall and the new investment Executive Order issued this 
January have on the preparation of the section 3(j) report this 
year? When will these documents be fully operational for the 
projects contained in the 3(j) report? What is the status and timing 
of the policy statement on which the FTA is working? 

[The information follows:] 

The information contained in this year's 3(j) report was developed before the Exec- 
utive Order and the new planning regulations. Accordingly the report does not re- 
flect either. 

The new planning regulations are operational at this time and apply to all 
projects which do not yet have a Record of Decision. FTA hopes to implement the 
Executive Order for the fiscal year 1996 budget cycle. FTA is currently working on 
a new major investment policy statement which wiU be consistent with both. In the 
near fiature FTA will issue a discussion paper on the new policy which will be fol- 
lowed by a series of outreach meetings. The final policy should be issued in the fall 
of 1994. 

UNOBLIGATED NEW START FUNDING 

Mr. Carr. Table I reveals that $447.86 million in fiscal year 1992 
and 1993 funding remains unobligated. For each project that has 
unobligated funding from those years, indicate the reason for any 
delays and the anticipated date all 1992 and 1993 funding will be 
obligated. 

[The information follows:] 

The 3(j) report identifies 24 projects with unobligated fiscal year 1992 and/or fis- 
cal year 1993 funds, as discussed below: 

Los Angeles (MOS-2) — $49.63 million balance was incorrectly listed in the 3(j) re- 
port. These funds were actually obligated August 18, 1993. The project is under con- 
struction. FTA expects that these funds will be obligated this fiscal year. 

Atlanta (MARTA North Line) — $11.05 million. n£\RTA intends to use the unobli- 
gated fiinds to design and acquire right-of-way for the 2-mile segment between 
Dunwoody and North Springs. FTA expects to be in a position to obligate these 
funds by the end of fiscal year 1994. 

Jacksonville (South) — $15.05 million. FTA and the Jacksonville Transportation 
Authority (JTA) are negotiating an amendment to the full fiinding grant agreement 
(FFGA) for the north extension of the Automated Skyway Express. Under the 
amended FFGA, JTA would complete the north segment and a portion of the south 
segment using the $15 million in unobligated funds. It is expected that the revised 
agreement wiJJ be signed in May 1994. 

San Francisco (Airport and Tasman) — $18.20 milUon. The unobligated funds are 
intended for the Tasman LRT project, which is currently in final design but proceed- 
ing slowly pending a California Supreme Court decision on a local funding source. 
The court's decision is not expected before 1995. If the funding source is upheld by 
the court, a fiill funding grant agreement would be prepared and the funds obli- 
gated. 

Baltimore (LRT Extensions) — $27.38 million. Preliminary engineering has been 
completed. The 1992 appropriation of $2.56 million was obligated on March 29, leav- 
ing only the 1993 appropriation of $24.81 million still unobligated. A full funding 
grant agreement will be negotiated after the bids on designing and building the ex- 
tensions have been received in May or June, 1994. 

Chicago (Central Circulator) — $40.28 million. The City of Chicago has applied for 
$8 million to complete the preliminary engineering phase. The remaining funds will 
be requested for final design once the federal environmental process is completed. 
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FTA may be in a position to consider a grant application for final design before the 
end of fiscal year 1994. 

Houston (Regional Bus Program) — $.18 million. The unobligated funds are in- 
cluded in a pending grant application. 

Maine (Portland to Boston Commuter Rail) — $24.31 million. The environmental 

Erocess and preliminary engineering are now complete, but 13(c) issues remain to 
e resolved. It is possible that these issues could be settled this summer, at which 
time FTA would be in a position to begin obligating the funds. 

New Jersey (Urban Core;— $146.64 million. On February 23, FTA obligated 
$132.18 milUon for the Secaucus Transfer portion of the Urban Core Project. Of the 
remaining $14.4 million, we expect that New Jersey Transit wiU request about $5 
million for preliminary engineering on the Newark-Elizabeth rail Unk and approxi- 
mately $8 million for engineering and environmental work associated with the New- 
ark-Elizabeth maintenance yard. These grants will probably be applied for before 
the end of fiscal year 1994. 

Orlando (OSCAR) — $2.50 million. Orlando has selected a bus alternative, rather 
than the OSCAR trolley, as the locally preferred alternative. FTA is currently con- 
sidering whether or not the funds appropriated for OSCAR may be used to advance 
the bus alternative. A statutory fix may be needed. 

Salt Lake City (South LRT)— $1.95 million. The Utah Transit Authority is com- 
pleting preliminary engineering, and does not need the unobligated fijnds for this 
phase of project development. If funding is obtained, this project may enter the final 
design stage in fiscal year 1995. 

Cleveland (Dual Hub)^-$3.45 million. Alternatives analysis is currently underway, 
with an expected completion date of late 1994 or early 1995. The transit agency in- 
tends to use the $3.45 milhon for the subsequent preliminary engineering phase. 

Kansas City (South Corridor)— $1.13 million. On March 10, FTA obligated 
$200,000 of this amount leaving $.93 unobligated. The remaining funds are being 
reserved for preliminary engineering. FTA expects to receive an application for 
these funds before the end of fiscal year 1994. 

St. Louis (St. Clair Corridor) — $4.44 million. These funds are being reserved for 
the preliminary engineering phase, which would follow the current alternatives 
analysis study and selection of a preferred alternative. It is conceivable that FTA 
wiU be in a position to consider a grant for preliminary engineering in the first 
quarter of fiscal year 1995. 

San Diego (Mid-Coast Corridor) — $3.59 milUon. The Metropolitan Transit Devel- 
opment Board intends to vise these funds for preUminary engineering once the alter- 
natives analysis phase is completed and a locally preferrea alternative is selected. 
The alternatives analysis has been progressing slowly, but could be completed before 
the end of fiscal year 1994. 

Los Angeles (IJDSSAN Commuter Rail) — $10.00 million. The environmental proc- 
ess is not yet complete, and 13(c) issues remain to be resolved. FTA does not expect 
to be in a position to make a grant before fiscal year 1995. 

New Jersey (Hawthorne Commuter Rail) — $38.67 million. Preliminary planning 
and an environmental assessment are currently underway. The unobligated ftinds 
are intended for the capital portion of this project, which cannot begin until plan- 
ning and environmental requirements are met. FTA does not expect to be in a posi- 
tion to make a capital grant until the latter part of fiscal year 1995. 

New York (Midtown Ferry) — $1.00 million. FTA expects the City of New York to 
submit a grant apphcation for these funds in the fourth quarter of fiscal year 1994. 
The grant would allow for the construction and/or rehabilitation of a docking facility 
on Staten Island. The city is negotiating with an operator to run the service. 

San Jose (Gilroy Commuter Rail} — $8.00 million. The Joint Powers Board indi- 
cates that it does intend to use these funds in the near term, contrary to previous 
indications. However, federal environmental requirements have not yet been ad- 
dressed, and 13(c) issues remain to be resolved. FTA does not expect to be in a posi- 
tion to make a grant before fiscal year 1995. 

Seattle (Commuter Rail) — $18.43 million. A corridor planning study and environ- 
mental assessment are currently underway, with a likely completion date in mid- 
1995. Once planning and environmental requirements are met, FTA would be in a 
position to issue a grant for more advanced stages of project development. 

Vallejo, CA (Ferry) — $8.00 million. The environmental process is not yet complete, 
and 13(c) issues remain to be resolved. A court decision is also under appeal. Never- 
theless, FTA could be in a position to obligate a portion of the $8 million before the 
end of fiscal year 1994. 

Detroit (Woodward)— $10.00 milhon. The City of Detroit has applied for $219,000 
of these funds to review the LRT planning work done in the 1980's. It is not known 
when Detroit will seek the remaining funds. 
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New Jersey (Lakewood-Freehold-Matawan Commuter Rail) — $2.98 million (the 3(j) 
report incorrectly showed $1.80 million). Preliminary planning and an environ- 
mental assessment are currently underway. FTA does not expect to be in a position 
to make a grant for more advanced project development before the latter part of fis- 
cal year 1995. 

Philadelphia (Cross County) — $1.20 miUion. The Southeastern Pennsylvania Tran- 
sit Authority (SEPTA) is currently involved in early planning activities, to be fol- 
lowed by a more detailed corridor level analysis. SEPTA intends to begin the cor- 
ridor study by the end of 1994 and wiU seek to use all or part of the unobligated 
fiinds for this purpose. 

ALLOCATION OF DISCRETIONARY FUNDING 

Mr. Carr. The 1994 conference agreement included $45,000,000 
in funding to be allocated at the discretion of the Secretary. How 
has that funding been allocated? 

[The information follows:] 

A total of $44.4 imllion was available for discretionary allocation from the fiscal 
year 1993 Honolulu earmark after the oversight takedown was appUed. These funds 
were allocated to two projects: $34 million for the Los Angeles MOS-3 Metrorail 
project; and $10.4 million for the Portland Westside light rail project. These were 
the only projects that has shortfalls in the federal funding of their full funding grant 
agreements. 

SAN FRANCISCO PROJECTS 

Mr. Carr. Page 19 of the report indicates that the total section 
3 costs of the San Francisco Area/Tasman & Airport projects ex- 
ceeds the ISTEA earmarks. By how much is the ISTEA earmark 
exceeded? 

[The information follows:] 

Based on the cost estimates of the current locally preferred alternatives in the 
Tasman and Airport Corridors, the proposed federal share of the two projects would 
exceed the $500 million ISTEA earmark by about $387 million. However, BART is 
currently preparing a supplemental draft environmental impact statement which is 
considering more expensive alternatives. If one of these alternatives is selected the 
proposed total Bay Area federal share could increase even more substantially. 

Mr. Carr. The same page indicates that the strong local financial 
support of transit "is the major reason for the Department's sup- 
port of both the BART Airport and Tasman projects." Given the low 
ratings of the Tasman project in nearly every category considered, 
why should just one feature of a project, that being the level of 
local financial support, receive so much weight? 

[The information follows:] 

All projects are evaluated according to the range of project justification criteria, 
which are contained in section 3(i) Of the FT Act. Section 3(i)(l)(B) states that 
projects must be "justified based on a comprehensive review of * * * mobility im- 
provements, environmental benefits, cost effectiveness, and operating efficiencies 
* * *" Section 3(i)(l)(C) further requires that projects be "* * * supported by an ac- 
ceptable degree of local financial commitment, including evidence of stable and de- 
pendable funding sources to construct, maintain, and operate the system or exten- 
sion." These criteria are appUed evenly to all projects. 

The Tasman LRT is part of a program of interrelated projects to be considered 
together, for the purposes of federal requirements, under Section 3(a)(8)(C)(u) of the 
FT Act. This program of projects in turn makes up the federally-assisted portion of 
a much larger regional program of transit expansion. This regional program in- 
cludes significant BART extensions in the East Bay area, which is to be funded 100 
percent from non-federal sources, and the relocation of the Caltrain station in down- 
town San Francisco, which will require no section 3 funding. Thus, the section 3 
share for the region's entire program of fixed guideway extensions is only 27 per- 
cent. This is a significant indication of local financial support for transit in a very 
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transit dependent region and is a major reason for the Department's support of both 
the BART Airport and Tasman projects. 

SOUTH BOSTON PIERS 

Mr. Carr. The narrative on page 21 indicates that an additional 
$40 million is needed for the South Boston Piers project to accom- 
plish those aspects of the project in common with the Central Ar- 
tery/Third Tunnel project. In order to preserve the option on the 
Piers project, when would that funding be required? 

[The information follows:] 

According to current construction schedules, the costs associated with those ele- 
ments of the Boston Piers transit facility that are common with the Central Artery 
project will be incvirred in 1995. No funds were requested in the 1995 budget re- 
quest, however, the project could still proceed with the possibility of federal reim- 
bvirsement in the fiiture years. The state budget provides substantial bonding au- 
thority for the Piers project. 

Mr. Carr. The report contains the following statement on the 
South Boston Piers project: "While the downtown Boston office 
market was quite strong during the 1980s, the current real estate 
market is such that the timing and intensity of development pro- 
jected for the Piers area is uncertain." 

With that consideration, what is the status and likely timing of 
a letter of intent and/or full funding grant agreement for the South 
Boston Piers project? 

[The information follows:] 

In mid-May, FTA signed the Record of Decision for the Piers project, documenting 
completion of the environmental process. FTA is now in a position where it could 
make a funding commitment to the project. 

As indicated in the Section 3(j) report, the Department considers the common ele- 
ments of the Piers and Central Artery projects to be a candidate for a letter of in- 
tent (LOI). FTA has also held initial discussions with the Massachusetts Bay Trans- 
portation Authority concerning a possible full funding grant agreement. It is antici- 
pated that FTA decisions on a 101 and/or FFGA will be made in context of the fiscal 
year 1996 budget development process. 

CHICAGO CENTRAL AREA CIRCULATOR 

Mr. Carr. Provide details of the membership and recommenda- 
tions offered by the review panel considering the design and oper- 
ation of the Chicago Central Area Circulator project. 

[The information follows:] 

The following individuals participated in the peer review process: Donald Mac- 
Donald, past project manager of Portland LRT; Thomas F. Larwin, General Man- 
ager of Metropolitan Transit Development Board in San Diego; George Chien, the 
Toronto Transit Commission's Operational Planning Chief; and Herbert Levinson, 
transportation consultant to FTA for the Chicago Central Area Circulator (CAC) 
project. 

The peer group concluded that there were no fatal flaws present that would pre- 
clude CAC operations; however, they found that there were a number of design/oper- 
ating plan elements that taken together could cause significant problems. The peer 
group recommended certain areas for further study. These areas included; track seg- 
ments with three overlapping routes, certain gdignments and facilities, consideration 
of Riverbank-North route as the initial operating segment, and consideration of a 
three route operating plan in lieu of the current four route plan. 

Mr. Carr. Concerning the Chicago circulator project, the report 
makes the following observation on page 22: "Provided the oper- 
ation difficulties mentioned above are addressed to the Depart- 
ment's satisfaction, this project is a candidate for a letter of intent." 
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Why does the Chicago Circulator project have to resolve difficul- 
ties to the Department's satisfaction before an LOI can be consid- 
ered when the Tasman project, with a potentially serious financial 
issue, receives an LOI before the resolution of the difficulty? 

[The information follows:] 

Although FTA has been directed to negotiate multiyear grant agreements for 
other projects, including Chicago, the Tasman project is the only one that has 
reached an appropriate level of project development at this time to warrant issuance 
of a LOI. Final design activities are weU underway for the Tasman project, and the 
final environmental impact statement (EIS) has been submitted to FTA. The Chi- 
cago Circulator has yet to complete preliminary engineering activities, and the final 
EIS is still pending. 

The LOI for the Tasman project signals an intent to proceed with the project, pro- 
vided the difficulties surrounding the tax initiative for the loc£d share are resolved. 
The project will not proceed unless and until the issue is resolved. The difficulties 
with the Chicago Central Area Circulator concern the design of the system and the 
chosen technology, and are arguably more serious. If project development continues 
before these issues are resolved, it may later be determined that significant alter- 
ations are necessary to ensure the success of the project. The earlier any such alter- 
ations can be made in the engineering and design processes, the less the potential 
for later delays, overruns, and inefficient use of resources. 

Mr. Carr. Why hasn't the Federal Transit Administration treat- 
ed these projects in an equitable manner? 
[The information follows:] 

The Federal Transit Administration has treated all New Starts projects in an 
even-handed, equitable manner. Projects that have existing or pending FFGAs 
should be funded before any new commitments are made. Statutory authorizations 
contained in the ISTEA are honored to the extent that projects are ready to obligate 
funding. All projects, whether or not exempt from the criteria, are equally evaluated 
under the project justification, finance, and process criteria established by section 
3(i) of the FT Act. LOIs, ultimately anticipating FFGAs, are issued to projects which 
have proceeded to the point that their justification and level of local financial com- 
mitment can be established with some certainty. In order to best manage limited 
financial resources, funds are not allocated to projects until they have reached a suf- 
ficient state of readiness to actually obhgate funding. 

ORANGE COUNTY TRANSITWAY 

Mr. Carr. Concerning the Orange County Transitway, the sec- 
tion 3(j) report notes that "The Department currently views the 
intermodal center as separate from the transitway ramps and re- 
lated bus acquisition activities. Until issues surrounding the inter- 
modal center are resolved, it is premature to consider this project 
for a future federal funding commitment." 

Once again, why does this project have to resolve its difficulties 
before a letter of intent or full funding grant agreement can be ne- 
gotiated, while the Tasman project will probably receive an LOI be- 
fore the resolution of its difficulties? 

[The information follows:] 

A primary difference between the Tasman and Orange County projects is the 
stage of project development. The Tasman project has completed the environmental 
process and is now in final design. Alternatively, the Orange County Transitway 
project is still in the preliminary engineering stage and the scope and timing of cer- 
tain aspects of the project have recently changed. For example, under the new pro- 
posal, the Orange County Transportation Agency proposes to delay the acquisition 
of buses and construction of critical park and ride lots. Additionally, an environ- 
mental analysis of alternative sites for the intermodal center has not been per- 
formed. These are critical path issues which need to be resolved before the project 
can move forward in the project development process and thus be a candidate either 
for a letter of intent or full funding grant agreement. 
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Mr. Carr. Under the currently proposed plan, what portion of 
the total intermodal center costs are borne by the FTA? 
[The information follows:] 

Under the currently proposed plan for the intermodal center, the Orange County 
Transportation Agency (OCTA) is requesting $127 million in section 3 funds towards 
a total cost of $219 million or a 58 percent federal share. The number of parking 
spaces set aside for transit is expected to be less than 10 percent. FTA has advised 
OCTA that the FTA share should be commensurate with the transit benefit. 

Mr. Carr. How many parking spaces will the intermodal center 
contain? How many of the parking spaces are devoted to the 
transitway? 

[The information follows:] 

The total number of parking spaces at the intermodal center is estimated to be 
12,000. The number of spaces reserved for transit is 1,000 or about eight percent. 

Mr. Carr. What is the Department's opinion of the Orange Coun- 
ty Transitway project if the intermodal center is not considered as 
integral to the project? 

['Die information follows:] 

The original project package included the transitway segments and related direct 
access ramps, park and ride lots and bus acquisitions sufficient to support expanded 
service. FTA has been supportive of this project in the past because it included aU 
of the elements necessary for a successful rapid transit system. The cost effective- 
ness index was $4 per new trip, which made it one of the most cost effective in the 
new starts pipeline. (A cost effectiveness index for the new proposal has not yet 
been calculated.) If the intermodal center were not considered as integral to the 
project, and if Orange County would agree to provide the bus expansion and park 
and ride facilities concurrent with the ramps, FTA would again be supportive. 

ORLANDO STREETCAR PROJECT 

Mr. Carr. The section 3(j) report indicates the Orlando Streetcar 
(OSCAR) project will be an electrified trolley system separated 
from traffic. Hasn't there been a more recent change in the pro- 
gram that would replace the proposed trolleys with rubber-wheeled 
buses? 

[The information follows:] 

The Orlando City Council met on Monday, April 18, and unanimously approved 
changing the locally preferred alternative to a rubber-tired trolley (bus) project. 

Mr. Carr. What is the reason for £ind impact on cost and sched- 
ule of the change in the Orlando project? 
[The information follows:] 

According to the preliminary information we have, the primary reason for switch- 
ing to a bus alternative is the lower cost. The capital cost of the streetcar alter- 
native originally selected is $47 million (1991 dollars), compared to the best bus al- 
ternative at $21 million (1991 dollars). Another reason may be that the Regional 
Transportation Authority in Orlando intends to look at a comprehensive rail system 
in the area and therefore is deferring any rail construction until this broader study 
is completed. 

We have not yet received a revised schedule based on selection of the bus alter- 
native. However, it is Ukely that the construction schedule would be shorter for the 
bus project. 

DALLAS SOUTH OAK CLIFF LRT PROJECT 

Mr. Carr. The proposed budget includes $33.77 million for the 
Dallas South Oak Cliff light rail transit project. Recent press re- 
ports have indicated that problems with land acquisition may lead 
to cost overruns and delays in the start of revenue service. One ar- 
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tide indicated that several contracts scheduled to go out for bid 
have been held up until controversy involving merchants along 
Lancaster Road is resolved. The project's chief engineer is quoted 
as saying: "If I have to redesign, it will cost at least $18 million 
plus a year's delay." How accurate are these reports? 
[The information follows:! 

The newspaper reports were accurate, but the issue has now been resolved with 
an agreement between DART and the City of Dallas to implement several very 
minor, low-cost design changes to the South Oak CUff project in this area. 

Mr. Carr. Are you certain that the project requires additional 
funding in fiscal year 1995, or might these issues delay the effec- 
tive use of additional federal funding in 1995? 

[The information follows:] 

DART has resolved the Lancaster Road issues and will be able to proceed expedi- 
tiously and effectively utilize the $33.77 milhon in fiscal year 1995, which will com- 
plete FTA's financial obligation under the terms of the full funding grant agree- 
ment. 

JUSTIFICATIONS 

PASSENGER FRIENDLY TRANSIT 

Mr. Carr. According to page 4 of the justifications, under the 
transit planning and research national program, "Projects will 
maximize the opportunities of transferring existing military tech- 
nology in areas such as advanced materials and communications to 
the transit industry to provide 'passenger-friendly transit.'" Ex- 
plain exactly what is meant by "passenger-friendly transit" and 
give examples of projects that either have been funded or are con- 
sidered to be funded in 1995. 

[The information follows:] 

Usage of the term "passenger friendly transit" encompasses several attributes 
that place the needs and expectations of the customer above all to provide afford- 
able, safe, comfortable, and easy-to-use transit with convenient Unks to other modes 
of transportation. Such a transit system would address the needs of all passengers 
including the disabled, elderly, and economically disadvantaged. It would offer a 
competitive alternative that is environmentally sound and energy efficient to the 
use of the automobile. 

Projects under consideration for fiscal year 1995 include those that are suitable 
for command, control and communications technologies and advanced materials of 
the military. The former can advance the state-of-the-art in operations, customer in- 
formation, and intermodahsm across modes. Real-time monitoring of vehicle location 
and health improves operational efficiency, safety, and resource utiUzation. Accurate 
and timely customer information, disseminated in easy-to-follow methods, helps cus- 
tomers evaluate alternatives for potential shift to transit as a preferred choice. Use 
of advanced materials in vehicles and subsystems improves durabihty and provides 
a better riding environment. 

CLEAN AIR ACT CONFORMITY REVIEWS 

Mr. Carr. The justifications state (page 3) that the FTA will con- 
duct more than 125 conformity reviews under the Clean Air Act in 
1995. What is the level of detail conducted in these reviews? How 
many person years does the FTA devote to these reviews? 

[The information follows:] 

The new, more stringent air quality conformity process under the Clean Air Act 
Amendments of 1990 is a complex process, both for the MPOs that have to develop 
the new, more detailed long-range plans and transportation improvement programs 
(TIPs) and the DOT staff who have to review the MPOs' initial conformity deter- 
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minations for reasonableness. There is no question that to do this job right, FTA 
needs more staff than we now have. 

Generally, the conformity review process for FTA involves the following tasks: 
checking to see that transit projects are identified in sufficient detail in plans and 
TIPs; determining whether proposed transit improvements have been coded into re- 
gional transportation system data-set used in travel modeling and, tiius, factored 
into the reqviired regional emissions analysis for the plan and the TIP; checking the 
reasonableness of key growth assumptions (population, employment, vehicle miles 
of travel) underlying the plan and TIP; determining whether the conforming plan 
and TIP are actually 'fiscally constrained'. Obviously, this review is more difficult 
and time-consuming in the largest metropolitan nonattainment areas like New 
York, Chicago, and Los Angeles. 

Conformity reviews must be done for every new long-range plan and major revi- 
sion to the plan and for each new TIP and TIP amendment if the amendment in- 
volves any project which is not exempt ftx)m the conformity requirements. We esti- 
mate that, on average, a nonattainment area will have to do conformity analysis for 
the plan every two to three years and for the TIP every one to two years. We esti- 
mate that in 1995, FTA will devote 10 to 12 person years to conformity reviews on 
plans, TIPs, and projects seeking FTA funds. 

REQUESTED FTE INCREASE 

Mr. Carr. The 1995 budget request includes funding for an in- 
crease of 20 full-time equivalents. What is the amount of funding 
included in the budget for the additional FTE's? What is the break- 
down of the requested new FTE's among planning, oversight, civil 
rights, and other activities? 

[The information follows:] 

The amount of funding included in the 1995 budget request for an additional 20 
FTE's is $1,384 milUon. This amount covers salaries, benefits, travel, supplies, 
equipment and other administrative costs associated with the increase. The 20 
FTE s, plus an additional 8 FTE's transferred from headquarters, wiU be allocated 
to the regions, as follows: 

Activity: No. of FTE 

Planning 12 

Oversight 6 

Civil Rights 4 

Other Activities (Management and Operations) 6 

PROPOSED NEW GENERAL PROVISION ON FUNDING 

Mr. Carr. The budget request includes a new general provision 
[Section 321) affecting funds appropriated under the Federal Tran- 
sit Act before October 1, 1993. What amount of funding would this 
provision affect? What is the perceived need for this provision? 
What is the impact if the proposed language is not agreed to by the 
Congress? 

[The information follows:] 

This continues, and expands, a similar provision in section 3037 of the Intermodal 
Surface Transportation Efficiency Act (ISTEA), and would allow funds provided in 
old funding categories to be aUgned with funds in new funding categories that fund 
the same type of projects. This provision will affect about $37 million. Essentially, 
we are requesting to clean up our accounting by combining 15 specific small ac- 
counts with other existing accounts funding the same type projects. For example, 
we will be able to combine several section 18 appropriations into one account. This 
will reduce the accounting efforts of our grantees as well as for FTA by allowing 
only one code to be used instead of several for the same project that is using multi- 
year funds. 

1995 BUDGET PROPOSALS 

Mr. Carr. The 1995 budget proposes that all funding for admin- 
istrative expenses, university transportation centers, and transit, 
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planning and research be derived from the general fund. In prior 
years, both general funds and trust funds were provided for these 
activities. Why has a change been requested? 
[The information follows:] 

It is a more logical approach and we wish to streamline our accounting activities. 
ISTEA provides ftinding for all the FTA programs, except for section 3 discretionary 
grants under section 21(a) and 21(b). The way the legislation is written could be in- 
terpreted that the formula grants, administrative expenses, university research cen- 
ters and transit planning and research accounts should be spUt-fiinded, i.e., use 
both trust fund and general fund resources. This is how FTA has operated in fiscal 
year 1993 and fiscal year 1994. This has caused a number of problems and much 
confusion. The language in the appropriations bills has been very complicated and 
difficvilt to understand because the general fund amount is included and then the 
total funding limit for each appropriation. Also, FTA has been required to set-up a 
trust fund share account that requires nvunerous accounting transactions to transfer 
funds to the four operating accounts. The Department and the Office of Manage- 
ment and Budget have determined that split-funding was at our option. Therefore, 
in fiscal year 1995 we are requesting to align the trust funded resources only with 
the formula grants programs and simplify our accounting. 

Mr. Carr. The justifications state: "In 1995, the FTA proposes to 
use trust fund and general resources for only the formula grants 
programs. In this manner these trust fund resources will fund ac- 
counts that are distributed more widely to the areas that paid gas- 
oline taxes. Centralizing trust funds in one appropriation allows ef- 
ficiency in the management and accounting of these funds." 

Please elaborate on the reasons for the proposed change, with 
special clarification regarding distribution to areas that paid gas 
taxes. 

[The information follows:] 

In addition to the streamlining of accounting and the eUmination of confusion in 
our appropriations bills we think this is a logical approach. Funding only formula 
grants programs, which are distributed by formula, with trust funds rather than 
funding administrative and research activities, will essentially put the funding from 
the gas tax collected through the highway trust fund for transit back in the areas 
that paid for it. Formula grants are distributed to aU urbanized areas and non-ur- 
banized, or rural, areas nationwide based on population, population density and a 
number of transit operational factors. 

TRANSIT BENEFIT PROGRAM 

Mr. Carr. The budget includes $188,000 for the transit benefit 
program. How many FTA employees participate in this program? 
Where are they located? 

[The information follows:] 

There are cxurently 297 employees participating in the program. The following 
chart includes a breakdown: 

Headquarters, Washington, DC 182 

Region 1, Boston, MA 

Region 2, New York, NY 21 

Region 3, Philadelphia 21 

Region 4, Atlanta, GA 12 

Region 5, Chicago, IL 20 

Region 6, Fort Worth, TX 

Region 7, Kansas City, MO 

Region 8, Denver, CO 8 

Region 9, San Francisco, CA 23 

Region 10, Seattle, WA 10 

Total 297 
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ADMINISTRATION EXPENSES 

Mr. Carr. Under the administrative expenses account, the De- 
partment of Transportation working capital fund reflects an in- 
crease of $446,000, or 9.4 percent in 1995. What are the reasons 
for this significant increase? 

[The information follows:] 

The primary reason for the 1995 increase in the working capital fund is the trans- 
fer to Uiat accoiint of a number of activities that in previous years had been funded 
by reimbursable agreements with OST within the administrative expenses account. 
These include training courses sponsored by OST, drug education and awareness 
program, consolidated personnel management information system, and the extended 
local area network/intermodal data network. An offsetting reduction was taken in 
the contractual support area to reflect the transfer to the working capital fund. 

Mr. Carr. Explain why the amounts budgeted for administrative 
expenses equipment varies from $544,000 in 1993 to $85,000 in 
1994 to $296,000 in 1995. 

[The information follows:] 

In 1993, we continued our equipment replacement and technology upgrade pro- 
gram which began in 1991 with funding that became available as a result of reduc- 
ing discretionary spending. In 1994, due to budget constraints resulting from ab- 
sorption of the 1994 pay raise, the equipment allocation was drastically reduced, ne- 
cessitating a deferment of the replacement program. Ovu* 1995 request will allow us 
to upgrade or replace faiUng equipment. 

Mr. Carr. The administrative expenses budget request includes 
$295,000 for the annualization of the fiscal year 1994 pay raise. 
The 1994 portion of this raise was absorbed within the account; is 
that correct? 

[The information follows:] 

Yes, the 1994 portion of this raise was absorbed within the account. 

Mr. Carr. Why shouldn't the 1995 portion of the 1994 raise also 
be absorbed within the administrative expenses account? 
[The information follows:] 

Absorption of the 1995 portion of the 1994 raise would be a hardship because of 
previous years' reductions to the budget base. Absorption really means that areas 
such as travel, overtime, equipment and training, the only areas over which we have 
control, would have to be further reduced beyond the mandatory 3 percent adminis- 
trative costs reduction already appUed in 1994 and in the 1995 budget request. 
These items make up about 3 percent of our budget. Absorbing the 1995 portion of 
the pay raise would require a 20 percent cut in each of these areas and would 
compound an already difficult budget situation. 

Mr. Carr. The administrative expenses budget also reflects a 
$253,000 administrative costs reduction. Exactly how will these 
savings be realized? 

[The information follows:] 

These savings will be reaUzed by reducing working capital fund costs that can be 
controlled, such as ADP and printing services; reducing travel, training and other 
discretionary items of expense. 

ELECTRONIC CLEARING HOUSE OPERATION 

Mr. Carr. A $100,000 increase in 1995 has been requested for 
grantee payment system improvements. The justification states: 
"Implementation of the electronic clearing house operation will re- 
sult in more timely disbursements to grantees, reduced operational 
and system support costs and improved cash management over- 
sight." 
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Please elaborate on the nature and amount of the estimated sav- 
ings. What is the cost benefit ratio for the ECHO system? 
[The information follows:] 

The nature and the estimated amount of annual savings for the electronic clearing 
house operation (ECHO) system improvement and enhancements consists of: 

Amount 

ConsoUdate the database to a single operational platform, thereby reduc- 
ing maintenance and support costs .$31,500 

Automate the status of federal funds report for cash management over- 
sight, thus reducing paperwork 9,000 

Estimted annual savings (cost-benefit ratio over a five year period is es- 
timated to be 1:2) 40,500 

The ECHO system is an essential element of FTA's program delivery process. Fed- 
eral assistance is only consummated when the grantee actually receives cash on ap- 
proved grants. This investment will also achieve qualitative improvements that will 
benefit our grantees such as more user friendliness, quicker access to cash and in- 
creased data about payment status. 

REVIEW OF PARATRANSIT PLANS 

Mr. Carr. Twelve FTE are requested in 1995, partly to review 
540 ADA paratransit plans. How many plans did the FTA review 
in 1994 and how many FTE were required for the reviews? Since 
personnel reviewing ADA paratransit plans in 1994 were not avail- 
able for other activities, what was the impact on other FTA oper- 
ations? 

[The information follows:] 

In 1994, and again in 1995, the FTA will review approximately 540 ADA para- 
transit plans. In the regional offices, ten FTE are required each year to review ADA 
paratransit plans, monitor progress on ADA implementation, manage certain con- 
tractor resotirces, and provide technical assistance on all aspects of the ADA imple- 
mentation regulation. 

With respect to providing technical assistance, the purview of the ADA statute is 
broad ranging and extends beyond our primary pubhc transit role to other t3rpes of 
transportation for the public. FTA is responsible for working with private transpor- 
tation providers (taxis, shuttle services), as well as public transit, on ADA require- 
ments affecting vehicle procurements and vehicle operating procedures, in addition 
to our role of responding to concerns from various individuals and groups. 

Given FTA's constrained staffing resources, the impact of the ADA, the CAAA, 
planning and other new regulations on the workload of the agency has been signifi- 
cant. Implementing these new requirements has been accommodated through the 
absorption of increased workloads by existing staff. 

ADA/DBE noncompliance COMPLAINTS 

Mr. Carr. The justifications indicate that the FTA has experi- 
enced an increase in the number of complaints filed for alleged 
noncompliance with ADA and DBE programs. For the last three 
years, provide the number of such complaints, along with location 
and final disposition. 

[The information follows:] 

The Federal Transit Administration received 40 ADA complaints in 1992, all of 
which are resolved and closed. In 1993, FTA received 119 ADA complaints, resolved 
and closed 80 and has 39 open. In the first three and a half months of 1994, FTA 
has received 237 complaints, resolved and closed 39 and has 198 open cases. The 
FTA has a total of 237 complaints it is currently investigating. 

The above complaints involve over 70 FTA grantees nationwide. A partial listing 
includes: Suffolk County Department of Public Works, Massachusetts Bay Transit 
Authority, New Jersey Transit Corporation, New York Metro Transit Authority, 
New York City Transit Authority, Washington Metro Area Transit Authority, South- 
eastern Pennsylvania Transit Authority, Metropolitan Rapid Transit Authority, Chi- 
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cago Transit Authority, Pinellas Suncoast Transit Authority, Bi-State Development 
Agency, New Orleans Regional Transit Authority, Houston Metropolitan Transit Au- 
thority, Dallas Area Rapid Transit, Los Angeles County Transit Commission, San 
Francisco Bay Area Regional Transit District and the California Department of 
Transportation. Most of the large transit authorities have fewer than 10 complaints 
against them. 

The FTA received 2 DBE cases in 1992, 8 in 1993, and 4 cases in the first three 
months of 1994. All cases are open. 

Mr. Carr. Provide the details by contractor and location of each 
contractor in the FTA's DBE program that has been debarred. 
[The information follows:] 

The Federal Transit Administration is unable to answer this question, since indi- 
vidual debarments are not tracked by the agency. Each grant recipient, however, 
maintains a record of pertinent debarred DBFs. 

Mr. Carr. Provide details by lawsuit and location of all active 
lawsuits against the FTA for alleged noncompliance with ADA and 
DBE programs. 

[The information follows:] 

There are no current active lawsuits against the FTA for alleged noncompliance 
with the ADA and DBE programs. 

FTE REDUCTIONS PURSUANT TO EXECUTIVE ORDER 12837 

Mr. Carr. Provide details on the eight FTE reduction the FTA 
must apply pursuant to Executive Order 12837, including location 
and activities affected. 

[The information follows:] 

The eight FTE reduction will be accomplished by reducing the number of senior 
level managers (SES, GM-14/15 positions) in headquarters staff. We expect to 
achieve this reduction through the voluntary separation incentive program. 

FORMULA GRANTS FROM GENERAL FUND 

Mr. Carr. In 1993, 38.3 percent of the budget authority for the 
formula grants program was derived from the general fund, with 
the balance coming from the highway trust fund. In 1994, the gen- 
eral fund percentage was 53.2. In 1995, the general fund percent- 
age increases yet again to 59.9. What are the reasons for this 
trend? 

[The information follows:] 

FTA has consistently tried to use the full authorization in trust funded resources 
to fund the programs authorized under section 21(a) formula grants of ISTEA. This 
includes all PTA program, except section 3 discretionary grants. The authorization 
legislation provides that approximately 62 percent of the 21(a) fund be general 
funds and 38 percent be trust funds. In 1993 the formula grants programs (i.e., sec- 
tions 9, 16 and 18) totaled $1.7 billion and about $.7 billion, 38.3 percent, was made 
available from the general funds. In 1994 the formula grants funds were signifi- 
cantly increased to $2.4 million (more in line with the 1992 level), therefore the gen- 
eral ftind portion had to increase substantially to $1.3 billion, or 53.2 percent of the 
total because trust funds authorized for these programs is somewhat constant. In 
1995, we request additional fiinding in formula grants to the $2.8 billion level, of 
which 59.9 percent is general funded, again because the trust fiinds authorized for 
these programs are limited to $1.1 billion, therefore any increase must be general 
funded. 

ISTEA TRANSIT DEMONSTRATION PROJECTS 

Mr. Carr. Update the information appearing on pages 972-976 
of the 1994 hearing volume concerning ISTEA demonstration tran- 
sit projects. 
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[The information follows:] 

The updated information on demonstration transit projects follows. The cost esti- 
mates for new start projects were taken from table 2 of the 1995 section 3(j) report 
with adjustments to represent inflation. Where the cost estimate given in the sec- 
tion 3(j) report for any project was not in current dollars, that cost estimate was 
inflated at an annual rate of 4 percent to the assumed midpoint of construction. The 
midpoint of construction was assumed to be 1997 for any project now in preliminary 
engineering, 1999 for any projects now in alternatives analysis, and 2001 for any 
project now in systems planning. None of the bus and bus related projects have 
changed in status since last year's report. Where a range of costs is given in the 
section 3(j) report, the midpoint of the range has been assumed. 
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URBAN WORK TRIPS 

Mr. Carr. Update the information appearing on page 979 of last 
year's hearing volume concerning urban work trips. 
[The information follows:] 

Nationally, the decennial census found that about 6.1 million workers used public 
transit to get to work in 1990, about the same number as in 1980. However, owing 
to the large growth in the number of workers during the 1980s, transit's share of 
the overall national market declined during that period from 6.4 percent of all work- 
ers to 5.3 percent of all workers. 

In 1980, the share of workers in urbanized areas using transit was 9 percent. We 
are not yet able to update this information, since although overall data has been 
released, the details of the 1990 census data on the journey to work are not yet 
available. However, it can be said that, because the urbanized area market grew, 
transit's overall share in the urbanized market is likely to be somewhat smaller. 

We are also notyet able to develop transit's market share by urbanized areas 
work trip "flows." The 1992 hearing record included 1970 to 1980 data on transit's 
share of four work trip "flows:" suburb to suburb, suburb to central city, central city 
to suburb, and central city to central city. In 1993 we planned to update this for 
1990 based on census data then expected to be released in 1993. We later learned 
that access to the census data in the form needed to connect worktrip origins and 
destinations is much more difficult than expected. The difficulties relate to census' 
confidentiality protections. We are proceeding on a different track and hope to have 
the results for next year's hearings. 

A preUminary analysis of worktrip data from the Nationwide Personal Transpor- 
tation Study (NPTS), however, indicates significant growth in the use of transit by 
suburban residents. We cannot determine if this means that transit continued to re- 
tain its share of worktrips from suburban homes to central city work locations. But 
this 1990 statistic is consistent with the earUer finding that during the 1970s, tran- 
sit grew 50 percent among suburbanites who worked in central cities and thus re- 
tained its 11.5 percent share in that market niche. 

BUDGET SUBMISSION COMPARISONS 

Mr. Carr. Provide a side-by-side comparison of the Federal Tran- 
sit Administration's budget submissions to the Office of the Sec- 
retary of Transportation, to the Office of Management and Budget, 
and to the Congress. 

[The information follows:] 
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FAREBOX RECOVERY RATIOS 

Mr. Carr. Update the farebox recovery of operating expenses 
data contained on pages 981-982 of the 1994 hearing volume. 
[The information follows:] 

The following is a ranking of those systems with rail transit in terms of the share 
of operating costs covered by fare revenues, based on Section 15 data from 1992. 
Because transit operators are not required to report fare revenue by mode, for 
multimodal operators (marked with a *" in the following chart), the fare recovery 
ratio is for the operator as a whole, rather than for the rail operations alone: 
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Operator 


Fare 

Recovery 

Ratio 


Vehicles 

Operated in 

Maximum 

Scheduled 

Service 


Chicago-Metra/BN RR 


80.0% 


139 


San Diego- The Trolley 


73.8% 


59 


NW IN-NICTD 


61.9% 


39 


Philadelphia-PATCO 


60.6% 


102 


Chicago-Metra/C&NW RR 


59.2% 


277 


NY-MTA-Metro-North RR 


57.7% 


706 


NY-MTA-NYCTA * 


54.0% 


7,973 


Chicago-RTA-Metra 


52.8% 


416 


Washington-WMATA * 


51.6% 


1,970 


New Jersey Transit * 


49.7% 


2,251 


NY-MTA-LIRR 


47.3% 


947 


San Francisco-BART 


47.2% 


450 


Chicago-RTA-CTA * 


44.9% 


2,957 


New Orleans-RTA * 


44.6% 


418 


Philadelphia-SEPTA * 


43.6% 


1,964 


Buffalo-NFTA * 


42.3% 


331 


Baltimore-Maryland DOT 


40.0% 


859 


Port Authority-PATH 


38.6% 


285 


Galveston-Island Transit 


38.1% 


18 


Atlanta-MARTA * 


36.0% 


729 


NY-MTA-SIRTOA 


35.8% 


36 
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LA-SCRTD * 


35.8% 


1,933 


Pittsburgh-PAT * 


34.1% 


820 


San Francisco-Muni * 


33.6% 


844 


Miami-MDTA * 


32.6% 


747 


Boston-MBTA * 


28.8% 


1,848 


LA-OCTA * 


27.9% 


646 


Portland-Tri-Met * 


27.2% 


533 


Sacramento-RT * 


26.2% 


239 


Cleveland-RTA * 


24.9% 


749 


Seattle-Metro * 


24.4% 


1,724 


Ft. Lauderdale-TCRA 


21.2% 


20 


San Jose-SCCTD * 


12.3% 


449 


Hartford-Conn DOT 


1.3% 


24 
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ACCIDENT DATA 

Mr. Carr. Update the annual accident data appearing on pages 
983-987 of the 1994 hearing volume. 
[The information follows:] 

Updated information derived from 1992 section 15 reports submitted to the Fed- 
eral Transit Administration follows. 
The abbreviations used on the tables are: 
AG — ^Automated Guideway. 
CR — Commuter Rail. 
DR — Demand Responsive. 
LMB — Large Bus. 
MMB — Medium Bus. 
RR— Rapid Rail. 
LR— Light Rail. 
VP— Van Pool. 
SMB— Small Bus. 
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DERAILMENT OR LEFT ROADWAY 

Number and Result by Mode 



Nod* 


Incidents 


FstalitiM 


Injuries 


LHB 


35 





27 


HM8 


28 





6 


SN8 


15 





2 


AG 










CR 


42 







HR 


2S 







LR 


27 







OR 


3 







VP 











ALL 


178 





45 



OPERATING STATISTICS 





Mode 
LNB 


Vehicle Kites 


Passengers 


Passenger Miles 
9,020,728,495 


Property Damage 
$13,105,638.91 


818,634,740 


2,915,883,332 




MHB 


594,265,959 


1,334,447,953 


5,802,019,495 


$8,900,791.52 




SM8 


275,246,814 


477,895,578 


1,793,207,291 


$2,807,956.49 




AG 


981,072 


5,499,402 


6,350,377 


$11,286.00 


^ 


CR 


205,232,126 


296,628,323 


6,712,300,852 


$2,986,769.00 




HR 


520,198,883 


2,118,769,679 


10,613,108,031 


$7,333,790.00 




LR 


28,287,567 


187,321,032 


686,289,760 


$1,184,824.79 




OR 


72,132,582 


13,269,519 


114,366,427 


$1,074,322.42 




VP 


12,571,244 


3,255,200 


84,648,188 


$70,367.00 




ALL 


2,527,550,987 


7,352,970,018 


34,833,018,916 


$37,475,746.13 



TOJIAL OF INCIDENTS, FATALITIES, INJURIES* 
& PROPERTY DAMAGE 



Mode Incidents 


fatalities 


Injuries 


Property Damage 
$13,105,638.91 


LMB 30,952 


56 


23,654 


MMS 16,222 


34 


12,090 


$8,900,791.52 


SMB 5,308 


9 


4.346 


$2,807,956.49 


AC S 





7 


$11,286.00 


CR 3.160 


74 


2,546 


$2,986,769.00 


HR 15,512 


91 


10,446 


$7,333,790.00 


LR 1,492 


9 


1,268 


$1,184,824.79 


OR 1,152 





719 


$1,074,322.42 


O.' VP 40 





19 


$70,367.00 


ALL 73,846 


273 


55,095 


$37,475,746.13 


* These are the totals of 


Collisions, 


Derailments, 


Personal Casualties t Fires. 
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PERSONAL CASUALTIES 
by Mode 



INCIDENTS 

Mode On Vehicle Enter/Exft* Lifts Station/Stop" Escalators 

LMB 5,240 3,292 49 221 1 

MHB 3,524 2,594 82 396 1 

SHB 1,236 1,187 37 205 

AG 4 3 2 

CR 362 1,289 778 2 



DR 


222 


210 


54 


31 





NR 


1,451 


968 





7,347 


1,170 


LR 


281 


250 





258 


36 


VP 


2 


3 











ALL 


12,322 


9,793 


222 


9,239 


1,212 



DEATH 



Mode 


On Vehicle 


Enter/Exit* 


Lifts 


Station/Stop" 


Escalators 




LNB 


2 


















HM6 





1 







1 







SMB 





1 







1 







AG 





















CR 





3 







5 







HR 


3 


2 







11 







LR 













1 







OR 





















VP 





















ALL 


5 


7 







19 











INJURIES 










Mode 
LMB 


On Vehicle 


Enter/Exit* 


Lifts 


Station/Stop" 


Escalators 




5,943 


3,373 


51 




222 


1 


HHB 


4,088 


2,669 


62 




421 


1 




SMB 


1,336 


1,232 


39 




213 





, 


AG 


4 










3 


2 




CR 


363 


1,287 







773 


3 




HR 


1,456 


970 







7,353 


1,176 




LR 


290 


252 







258 


36 




OR 


233 


214 


56 




32 







VP 


3 


3 















ALL 


13,716 


10,000 


228 




9,275 


1,219 




• Enter/Exit figures 


include the lift figures. 








** Station/Stop figures inclvjde th 


e Escalator f 


igures. 
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COLLISIONS 

by Mode 







INCIDENTS 




Node 


Vehicle 


Object 


People* 


Suicfde 


LNB 


19.535 


1,705 


756 


2 


MHB 


8,073 


1,207 


302 


6 


SMB 


2,108 


457 


69 





AC 





1 








CR 


51 


12 


99 


23 


HR 


U7 


68 


135 


65 


LR 


474 


31 


70 


2 


DR 


520 


146 


11 





VP 


32 


3 








ALL 


31,240 


3.630 


1,U2 


98 



DEATHS 
Mode Vehicle Object People* Suicide 



LHB 


26 





28 





HNB 


21 





11 


2 


SHB 


5 





2 





AC 














CR 


3 





63 


23 


HR 








75 


42 


LR 


2 





6 


2 


OR 














VP 














ALL 


57 





185 


69 






INJURIES 


' 


Mode 


Vehicle 


Object 


People* 


Suicide 


LMB 


13,028 


374 


666 


2 


HMB 


4,406 


232 


261 


1 


SHB 


1,430 


65 


62 





AC 














CR 


62 


3 


41 





HR 


126 


14 


161 


29 


LR 


398 


3 


62 





DR 


215 


13 


9 





VP 


13 











ALL 


19,678 


704 


1,262 


32 



* People figures Include Suicides. 
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FIRES 

by Result and Mode 







INCIDENTS 


Mode 


Vehicle 


station 


R-O-U/Road 


LMB 


158 


5 


5 


MMB 


96 


2 





SMS 


28 





3 


AG 











CX 


52 


166 


309 


NR 


522 


2.2«3 


2,303 


LR 


11 


23 


67 


DR 


8 





1 


VP 











ALL 


875 


2,439 


2,688 



DEATHS 



Mode 


Vehicle 


Station 


R-O-U/Road 


LMB 











MNB 











SNB 











AG 











CR 











HR 











LR 











DR 











VP 











ALL 















INJURIES 




Mode 


Vehicle 


station 


R-O-U/Road 


LMB 


20 


1 





MMB 


7 








SMB 


4 





2. 


AG 











CR 


12 





1 


HR 


75 


94 


196 


LR 











DR 


2 





1 


VP 











ALL 


120 


95 


200 
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STATUS OF MASS TRANSIT ACCOUNT 

Mr. Carr. Provide estimated receipts and outlays from the mass 
transit account of the highway trust fund for fiscal years 1993- 
1999. 

[The information follows:] 
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STAFFING 



Mr. Carr. Update the staffing table appearing on page 998 of the 
1994 hearing volume. 
[The information follows:] 
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Authorized FTE 
Fiscal Years 
1994 1995 



On-Board 
4/17/94 a/ 



Headquarters Offices : 

Administrator 

Executive Secretariat 

Public Affairs 

Chief Counsel 

Budget and Policy 

Civil Rights 

Administration 

Technical Assistance and Safety 

Grants Management 

Interns/Pool 

Total Headquarters 

Reffional Office : 

Region 1, Cambridge, MA 

Region 2, New York, NY 

Region 3, Philadelphia 

Region 4, Atlanta, GA 

Region 5, Chicago, IL 

Region 6, Fort Worth, TX 

Region 7, Kansas City, MO 

Region 8, Denver, CO 

Region 9, San Francisco, CA 

Region 10, Seattle, WA 

Total Regions 

Subtotal (Ceiling) 
Students (Non-Ceiling) 

Subtotal FTA 

OST Special Ceiling Allocation 

Total 



5 


5 


4 


6 


6 


6 


7 


6 


7 


23 


23 


23 


63 


63 


62 


17 


17 


16 


60 


61 


60 


52 


52 


52 


68 


68 


72 


8 





10 


309 


301 


312 


. 13 


15 


13 


20 


23 


20 


19 


20 


19 


20 


22 


20 


20 


25 


20 


14 


18 


14 


11 


15 


11 


8 


12 


8 


22 


24 


22 


10 


11 


10 


157 


185 


157 


466 


486 


469 


18 


18 


17 


484 


504 


486 


2 





2 


4?$ 


504 


488 



a/ Includes FTE for permanent full-time and part-time, temporary 
full-time and students. The numbers were taken prior to buyouts. 
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FORMULA GRANT ALLOCATIONS BY CITY 

Mr. Carr. Provide the fiscal year 1994 grant allocations by city 
and the estimated allocation of the 1995 formula grant funds as- 
sumed in the 1995 budget. 

[The information follows:] 

The fiscal year 1994 section 9 formula apportionments and the proposed fiscal 
year 1995 apportionments based on the President's budget are contained in the 
table below. The fiscal year 1995 proposed amounts to urbanized areas are approxi- 
mate and will change slightly when more recent Section 15 data is available later 
this fiscal year to be used in the formula calcvilation. Also, deobligated funds to be 
reapportioned in fiscal year 1995 will change the overall dollar amounts available 
sligntly. The apportionments to the areas were not broken out into general and 
trust ftinds. Tables are also included showing the section 18 and section 16 appor- 
tionments by state. 
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FEDERAL TRANSIT ADMINISTRATION 

FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS AND 
FISCAL YEAR 1995 FTA SECTION 9 BUDGET PROPOSAL 

AMOUNTS APPORTIONED TO URBANIZED AREAS OVER 1,000,000 IN POPULATION 



URBANIZED AREA 



FY 1994 

SECTION 9 

APPORTIONMENTS 



FY 1995 

BUDGET 

PROPOSAL 



Atlanta, GA $30,083,986 $35,628,585 

Baltimore, MD 26,054,703 30,856,759 

Boston, MA 61,479,284 72,808,985 

Chicago, IL-Northwestern IN 158,569,976 187,793,143 

Cincinnati, OH-KY 11,504,677 13,561,944 

Cleveland, OH 19,754,267 23,353,942 

Dallas-Fort Worth, TX 28,050,854 33,221,553 

Denver, CO 17,088,381 20,238,264 

Detroit, MI 29,515,588 34,956,264 

Ft Lauderdale-Hollywood-Pompano Bch, PL. 15,698,048 18,591,320 

Houston. TX 32,776,647 38,817,997 

Kansas City, MO-KS 7,923,974 9,384,657 

Los Angeles, CA 142,710,839 169,015,859 

Miami-Hialeah, FL 28,469,483 33,716,907 

Milwaukee, WI 14,098,369 16,697,171 

Minneapolis-St. Paul, MN 19,247,771 22,795,539 

New Orleans, LA 12,941,334 15,326,685 

New York, NY-Northeastern NJ 498,647,056 590,539,691 

Norfolk-Virginia Beach-Newport News, VA. 8,533,816 10,106,898 

Philadelphia, PA-NJ 92,632,339 109,703,525 

Phoenix, AZ 17,783,269 21,061,092 

Pittsburgh, PA 25,708,162 30,446,716 

Portland-Vancouver, OR-WA 16,653,099 19,722,655 

Riverside-San Bernardino, CA 7,708,242 9,129,152 

Sacramento, CA 9,851,554 11,667,389 

San Antonio, TX 14,613,666 17,307,407 

San Diego, CA '. 29,225,654 34,612,444 

San Francisco -Oak I and, CA 91,452,351 108,306,307 

San Jose, CA 21,807,960 25,827,382 

San Juan, PR 10,589,419 12,541,293 

Seattle, UA 37,694,803 44,642,069 

St. Louis, MO-IL 16,683,616 19,758,938 

Tampa-St. Petersburg-Clearwater, FL 11,770,161 13,939,824 

Washington, DC-MD-VA 71,215,603 84,340,151 

SUBTOTAL $1 ,638,538,951 $1 ,940,418,507 
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FEDERAL TRANSIT ADMINISTRATION 

FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS AND 
FISCAL YEAR 1995 FTA SECTION 9 BUDGET PROPOSAL 

AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION 



URBANIZED AREA 



FY 1994 

SECTION 9 

APPORTIONMENTS 



FY 1995 

BUDGET 

PROPOSAL 



Akron, OH $4,648,856 $5,505,820 

Albany-Schenectady-Troy, NY.". 5,749,382 6,809,180 

Albtxiuerque, NM 4,493,659 5,322,014 

Allentown-Bethlehem-Easton, PA-NJ 3,430,725 4,063,137 

Anchorage, AK 1,901,495 2,252,012 

Ann Arbor, MI 3,023,713 3,581,102 

Augusta, GA-SC 1,588,000 1,880,727 

Austin, TX 9,000,976 10,660,163 

Bakersfield. CA 2,901,356 3,436,179 

Baton Rouge, LA 2,266,549 2,684,357 

Birmingham, AL 4,615,879 5,466,743 

Bridgeport-Mi If ord, CT 4,968,073 5,883,730 

Buffalo-Niagara Falls, NY 10,293,906 12,191,379 

Canton, OH 1,544,095 1,828,734 

Charleston, SC 2,372,078 2,809,331 

Charlotte, NC 4,575,705 5,419,156 

Chattanooga, TN-GA 2,014,246 2,385,540 

Colorado Springs, CO 2,956,631 3,501,640 

Columbia, SC 2,277,530 2,697,364 

Columbus, GA-AL 1,485,033 1,758,781 

Columbus, OH 9,161,336 10,850,084 

Corpus Christi, TX 2,664,562 3,155,742 

Davenport-Rock Island-Moline, lA-IL 2,384,435 2,823,979 

Dayton, OH 9,636,632 11,412,774 

Daytona Beach, FL 1,715,052 2,031,197 

Des Moines, lA 2,214,437 2,622,635 

Durham, NC 2,032,878 2,407,613 

El Paso, TX-NM 6,660,262 7,887,884 

Fayetteville, NC 1,201,637 1,423,144 

Flint, MI 2,808,906 3,326,690 

Fort Myers-Cape Coral, FL 1,630,298 1,930,819 

Fort Wayne, IN 1,719,617 2,036,612 

Fresno. CA 4,173,753 4,943,132 

Grand Rapids, MI 3,313,688 3,924,527 

Greenville, SC 1,600,681 1,895,748 

Harrisburg, PA 1,940,695 2,298,436 

Hartford-MiddletoMn,.CT 7,403,742 8,768,438 

Honolulu, HI 16,520,800 19,565,746 

Indianapolis, IN 6,702,540 7,938,055 

Jackson, MS 1,562,870 1,850,972 

Jacksonville, FL 6,225,444 7,373,005 

Knoxville, TN 1,980,258 2,345,296 

Lansing-East Lansing, MI 2,612,867 3,094,515 

Las Vegas, NV 5,325,834 6,307,535 

Lawrence-Haverhill, MA-NH 2,858,674 3,385,545 

Lexington-Fayette, KY 1,825,708 2,162,256 
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FEDERAL TRANSIT ADMINISTRATION 

FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS AND 
FISCAL YEAR 1995 FTA SECTION 9 BUDGET PROPOSAL 

AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION 



URBANIZED AREA 



FY 1994 
SECTION 9 
APPORTIONMENTS 



FY 1995 

BUDGET 

PROPOSAL 



Little Rock-North Little Rock, AR $2,071,075 $2,452,851 

Lorain-Elyria, OH 1,160,675 1,374,633 

Louisville, KY-IN 8,430,737 9,984,817 

Madison, UI 3,986,739 4,721,601 

McAllen-Edinburg-Mission, TX 1,082,405 1,281,936 

Melbourne-Palm Bay, FL 2,049,943 2,427,827 

Menphis, TN-AR-MS 7,531,966 8,920,359 

Mobile, AL 2,030,495 2,404,787 

Modesto, CA 2,377,871 2,816,202 

Montgomery, AL 1,287,275 1,524,568 

Nashville, TN 4,531,306 5,366,578 

New Haven-Meriden, CT 7,704,873 9,124,840 

Ogden, UT 2,345,304 2,777,625 

Oklahoma City, OK 4,237,841 5,019,039 

Omaha, NE-IA 4,801,246 5,686,297 

Orlando, FL 8,025,987 9,505,450 

Oxnard-Ventura, CA 3,215,027 3,807,680 

Pensacola, FL 1,826,904 2,163,671 

Peoria, IL 1,866,083 2,210,074 

Providence-Pautucket, RI-MA 13,034,375 15,436,665 

Provo-Orem, UT 2,106,428 2,494,717 

Raleigh, NC 2,185,369 2,588,204 

Reno, NV 3,087,638 3,656,799 

Richmond, VA 5,312,022 6,291,210 

Rochester, NY 6,258,806 7,412,529 

Rockford, IL 1,540,483 1,824,453 

Salt Lake City, UT 10,571,199 12,519,790 

Sarasota-Bradenton, FL 2,898,361 3,432,643 

Scranton-Uilkes-Barre, PA 2,877,754 3,408,233 

Shreveport, LA 2,096,930 2.483,467 

South Bend-Mi shawaka, IN-MI 1,916,913 2,270,273 

Spokane, WA 4,549,106 5,387,679 

Springfield, MA-CT 4,933,783 5,843,258 

Stockton, CA 2,641,498 3,128,429 

Syracuse, NY 4,433,613 5,250,889 

Tacoma, UA 7,123,650 8,436,758 

Toledo, OH-MI 4,847,915 5,741,566 

Trenton, NJ-PA 3,870,563 4.583,959 

Tucson, AZ 6,545,822 7,752,445 

Tulsa, OK 3,606,816 4,271,684 
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FEDERAL TRANSIT ADMINISTRATION 

FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS AND 
FISCAL YEAR 1995 FTA SECTION 9 BUDGET PROPOSAL 

AMOUNTS APPORTIONED TO URBANIZED AREAS 200,000 TO 1,000,000 IN POPULATION 



URBANIZED AREA 



FY 1994 FY 1995 
SECTION 9 BUDGET 
APPORTIONMENTS PROPOSAL 



West Palm Bch-Boca Raton-Delray Bch, FL. 10,232,371 12,118,167 

Wichita, KS 2,543,067 3,011,850 

Wilmington, DE-NJ-MD-PA $4,577,511 $5,421,260 

Worcester, MA-CT 2,806,263 3,323,567 

Youngstown-Warren, OH 1,995,069 2,362,839 

SUBTOTAL $373,142,570 $441,923,636 



AMOUNTS APPORTIONED TO STATE GOVERNORS FOR URBANIZED AREAS 50,000 TO 200,000 IN POPULATION: 



STATE 



FY 1994 
SECTION 9 
APPORTIONMENTS 



FY 1995 

BUDGET 

PROPOSAL 



ALABAMA $4,023,845 $4,765,256 

ALASKA 

ARIZONA 638,913 756,635 

ARKANSAS 1.537,398 1,820,670 

CALIFORNIA 23.549,604 27,888,714 

COLORADO 4,339,243 5,138,766 

CONNECTICUT 14,761,548 17,481,425 

DELAWARE 327,362 387,680 

FLORIDA 9,977,296 11,815,656 

GEORGIA 4,368,310 5,173,190 

HAWAII 1,160,989 1.374,906 

IDAHO 2,297,799 2,721,177 

ILLINOIS 10,525,078 12.464,367 

INDIANA 6,138.682 7.269,760 

IOWA 3,341,820 3,957,565 

KANSAS 1,622,561 1.921.523 

KENTUCKY 1.278.842 1,514,475 

LOUISIANA 3,787,399 4,485,243 

MAINE 1,648,342 1,952.056 

MARYLAND 1,833,041 2.170.786 

MASSACHUSETTS 7,259,700 8,597,328 

MICHIGAN 6,195,129 7,336.608 

MINNESOTA 2,207,762 2.614,552 

MISSISSIPPI 1,895,402 2,244,638 

MISSOURI 2,611,897 3,093,149 

MONTANA 1.738,747 2.059.118 



79-406 O- 94 -28 
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FEDERAL TRANSIT ADMINISTRATION 

FISCAL YEAR 1994 FTA SECTION 9 FORMULA APPORTIONMENTS AND 
FISCAL YEAR 1995 FTA SECTION 9 BUDGET PROPOSAL 



FY 1994 


FY 1995 


SECTION 9 


BUDGET 


ORTIONMENTS 


PROPOSAL 



AMOUNTS APPORTIONED TO STATE GOVERNORS FOR URBANIZED AREAS 50,000 TO 200,000 IN POPULATION: 



STATE 



NEBRASKA 1,932,956 2,289,112 

NEVADA 

NEW HAMPSHIRE $2,347,297 $2,779,798 

NEU JERSEY 1,778,508 2,106,206 

NEW MEXICO 968,494 1,146,944 

NEW YORK 5,373,525 6,363,619 

NORTH CAROLINA 8,723,388 10,330,708 

NORTH DAKOTA 1,694,947 2,007,247 

OHIO 4,660,308 5,518,991 

OKLAHOMA 725,352 859,002 

OREGON 3,782,702 4,479,681 

PENNSYLVANIA 9,888,648 11,710,672 

PUERTO RICO 9,135,045 10,818,204 

RHODE ISLAND 581,470 688,608 

SOUTH CAROLINA 2,462,447 2,916,163 

SOUTH DAKOTA 1,222,680 1,447,965 

TENNESSEE 1,892,309 2,240,976 

TEXAS 17,521,105 20,749,442 

UTAH 350,192 414,716 

VERMONT 614,483 727,704 

VIRGINIA $4,078,906 $4,830,462 

WASHINGTON 3,854,641 4,564,874 

WEST VIRGINIA 2,962,488 3,508,338 

WISCONSIN 8,109,936 9,604,227 

WYOMING 849,030 1,005,467 

SUBTOTAL $214,577,566 $254,114,369 



OVER 1,000,000 IN POPULATION $1,638,538,951 $1,940,418,507 

200,000-1,000,000 IN POPULATION 373,142,570 441,923,636 

50,000-200,000 IN POPULATION 214,577,566 254,114,369 

TOTALS $2,226,259,087 $2,636,456,512 

SECTION 23 SET-ASIDE 11,132,764 13,248,525 

NATIONAL TOTALS $2,237,391,851 $2,649,705,037 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 18 FORMULA APPORTIONMENTS AND FISCAL YEAR 1995 BUDGET PROPOSAL 



STATE 



ALABAMA 

ALASKA 

AMERICAN SAMOA. 

ARIZONA 

ARICANSAS 

CALIFORNIA 

COLORADO 

CONNECTICUT 

DELAWARE 

FLORIDA 

GEORGIA 

GUAM 

HAWAII 

IDAHO 

ILLINOIS 

INDIANA 

IOWA 

KANSAS 

KENTUCKY 

LOUISIANA 

MAINE 

MARYLAND 

MASSACHUSETTS.. 

MICHIGAN 

MINNESOTA 

MISSISSIPPI 

MISSOURI 

MONTANA 



FY 1994 


FY 1995 


SECTION 18 


BUDGET 


'PORTIONMENTS 


PROPOSAL 


$3,095,492 


$3,663,479 


461,605 


546,304 


65,793 


77,865 


1,419,630 


1,680,115 


2,474,717 


2,928,799 


6,039,978 


7,148,244 


1,289,294 


1,525,865 


1,169,511 


1,384,103 


291 , 765 


345,300 


3,882,765 


4,595,207 


4,525,939 


5,356,396 


187,298 


221,664 


507,968 


601,174 


1,024,810 


1,212,850 


4,152,296 


4,914,194 


4,011,024 


4,747,000 


2,579,930 


3,053,317 


2,052,253 


2,428,817 


3,387,821 


4,009,447 


2,801,973 


3,316,103 


1,352,061 


1,600,149 


1,687,984 


1,997,709 


1,809,006 


2,140,937 


4,899,096 


5,798,024 


2,819,147 


3,336,428 


2,751,122 


3,255,920 


3,283,580 


3,886,079 


830,176 


982,504 



STATE 



NEBRASKA 

NEVADA 

NEW HAMPSHIRE 

NEW JERSEY 

NEW MEXICO 

NEW YORK 

NORTH CAROLINA 

NORTH DAKOTA 

NORTHERN MARIANAS. 

OHIO 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

PUERTO RICO 

RHODE ISLAND 

SOUTH CAROLINA 

SOUTH DAKOTA 

TENNESSEE 

TEXAS 

UTAH 

VERMONT 

VIRGIN ISLANDS 

VIRGINIA 

WASHINGTON 

WEST VIRGINIA 

WISCONSIN 

WYOMING 



FY 1994 

SECTION 18 

APPORTIONMENTS 

1,252,631 

408,965 

1,082,832 

1,548,221 

1,217,136 

5,449,923 

5,789,428 

613,953 

60,971 

5,894,040 

2,519,641 

2,000,617 

6,574,863 

1,964,776 

251,691 

2,897,638 

748,360 

3,740,519 

7,897,275 

567,298 

669,099 

143,209 

3,316,333 

2,323,713 

1,975,825 

3,413,995 

477,486 



FY 1995 

BUDGET 

PROPOSAL 



1,482,475 

484,005 

1,281,520 

1,832,301 

1,440,466 

6,449,921 

6,851,721 

726,606 

72,158 

6,975,528 

2,981,966 

2,367,708 

7,781,274 

2,325,290 

297,873 

3,429,321 

885,676 

4,426,861 

9,346,332 

671,391 

791,871 

169,486 

3,924,841 

2,750,087 

2,338,366 

4,040,423 

565,099 



TOTAL 

SECTION 23 SET-ASIDE. 



$129,654,472 $153,444,559 
647,939 771,078 



NATIONAL TOTAL $130,302,411 $154,215,637 
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FEDERAL TRANSIT ADMINISTRATION 
FISCAL YEAR 1994 FTA SECTION 16 FORMULA APPORTIONMENTS AND FISCAL YEAR 1995 BUDGET PROPOSAL 



STATE 



ALABAMA 

ALASKA 

AMERICAN SAMOA 

ARIZONA 

ARKANSAS 

CALIFORNIA 

COLORADO 

CONNECTICUT 

DELAWARE 

DISTRICT OF COLUMBIA.. 

FLORIDA 

GEORGIA 

GUAM 

HAUAI I 

IDAHO 

ILLINOIS 

INDIANA 

IOWA 

KANSAS 

KENTUCKY 

LOUISIANA 

MAINE 

MARYLAND 

MASSACHUSETTS 

MICHIGAN 

MINNESOTA 

MISSISSIPPI 

MISSOURI 



FY 1994 

SECTION 16 

APPORTIONMENTS 

$1,021,761 

177,708 

52,075 

903,234 

719,942 

5,447,020 

705,076 

805,020 

258,053 

256,287 

3,682,148 

1,318,978 

131,903 

322,820 

329,895 

2,387,318 

1,262,068 

772,463 

650,827 

980,050 

983,156 

407,465 

987,711 

1,413,835 

2,045,414 

1,001,354 

700,006 

1,279,592 



FY 1995 

BUDGET 

PROPOSAL 

t1, 059, 014 

179,897 

52,162 

935,563 

744,657 

5,668,116 

729,174 

833,270 

263,580 

261,741 

3,829,920 

1,368,578 

132,189 

331,037 

338,407 

2,481,299 

1,309,304 

799,360 

672,671 

1,015,571 

1,018,805 

419,199 

1,023,549 

1,467,376 

2,125,192 

1,037,760 

723,893 

1,327,557 



STATE 



MONTANA 

NEBRASKA 

NEVADA 

NEW HAMPSHIRE 

NEW JERSEY 

NEW MEXICO 

NEW YORK 

NORTH CAROLINA 

NORTH DAKOTA 

NORTHERN MARIANAS. 

OHIO 

OKLAHOMA 

OREGON 

PENNSYLVANIA 

PUERTO RICO 

RHODE ISLAND 

SOUTH CAROLINA 

SOUTH DAKOTA 

TENNESSEE 

TEXAS 

UTAH 

VERMONT 

VIRGIN ISLANDS 

VIRGINIA 

WASHINGTON 

WEST VIRGINIA 

WISCONSIN 

WYOMING 



FY 1994 

SECTION 16 

APPORTIONMENTS 

304,323 
464,773 
350,899 
332,605 

1,693,381 
411,171 

3,897,514 

1,497,296 

262,033 

51,896 

2,490,572 
848,490 
790,244 

2,982,094 
750,682 
364,877 
820,829 
281,365 

1,202,832 

3,079,212 
384,530 
236,066 
133,764 

1,250,498 

1,123,579 
605,189 

1,146,696 
203,793 



FY 1995 

BUDGET 

PROPOSAL 

311,772 
478,888 
360,283 
341,229 

1,758,535 
423,059 

4,054,232 

1,554,304 

267,726 

51,974 

2,588,843 
878,545 
817,879 

3,100,784 
776,674 
374,842 
849,735 
287,860 

1,247,607 

3,201,936 
395,311 
240,680 
134,128 

1.297,254 

1,165,062 
625,137 

1,189,140 
207,066 



NATIONAL TOTAL $58,964,382 $61,129,326 
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SECTION 9 FUNDING FOR AREAS WITHOUT TRANSIT SERVICE 

Mr. Carr. Update the information appearing on pages 1015 and 
1016 of the 1994 hearing volume concerning the use of section 9 
funding for areas without transit service. 

[The information follows:] 
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Shown below are urbanized areas without mass transit service which are eligible to receive 
Section 9 funding. 

URBANIZED AREAS (UZA's) WITHOUT CONVENTIONAL MASS TRANSIT SERVICE 

(BY STATE) 

UZA's 50,000 - 200,000 IN POPULATION 



STAIL 


UZA's 


POPULATION 


FY 1994 

SECilON 9 

FUNDING 



ARIZONA 


YUMA 


70,955 


$ 638,913 


ARKANSAS 


FORT SMITH 


91,870 


577,581 


CALIFORNIA 


LODI 

VACAVILLE 


55,590 
71,535 


600,865 
708,092 


FLORIDA 


FORT WALTON BEACH 

FORT PIERCE 

NAPLES 

OCALA 

PANAMA CITY 

PUNTA GORDA 

SPRING HUL 

STUART 

VERO BEACH 

WINTER HAVEN 


112,522 
126,342 
94,344 
68,004 
103,667 
67,033 
52,056 
80,069 
64,707 
86,427 


770,338 
794,678 
664,228 
446,192 
669,612 
437,886 
334,740 
584,067 
407,997 
631,942 


GEORGIA 


BRUNSWICK 
WARNER ROBINS 


50,066 
60,976 


298,529 
466,972 


ILLINOIS 


ROUND LAKE BEACH 


112,640 


756,743 


KANSAS 


LAWRENCE 


65,755 


614,431 


LOUISLWA 


HOUMA 
SEIDELL 


65,879 
54,084 


388,760 
391,083 
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PAGE 2 
UZA's 50,000 - 200,000 IS POPULATION 



STAUi; 


UZA's 


POPULATION 


FY 1994 
SECTION 9 
FUNDING 



MISSOURI 


JOPLIN 


60,208 


$ 362,132 


NORTH CAROLINA 


BURLINGTON 
GOLDSBORO 
JACKSONVILLE 
KANNAPOLIS 


74,053 

60,230 

101,297 

78,177 


488,447 
371,422 
664,052 
479,387 


NORTH DAKOTA 


BISMARK - MANDAN 


66,476 


488,750 


OKLAHOMA 


LAWTON 


92,634 


712,627 


PUERTO RICO 


CAYEY 
HUMACAO 


53,945 
57,144 


578,205 
500,424 


SOUTH CAROLINA 


ROCK HILL 


58,757 


379,301 


TEXAS 


HARLINGEN - SAN BENITO 

KHLEEN 

LEWISVILLE 

LONGVIEW 

MIDLAND 

ODESSA 

lEXARKANA 

rtXAS CITY 

VICTORIA 


79,309 

137,876 

79,433 

76,429 

91,999 

113,672 

42,310 

128,211 

55,122 


566,464 
1,083,492 
481,433 
473,670 
591,058 
655,697 
281,841 
749,186 
406,121 


WYOMING 


CHEYENNE 


61,890 


459,559 



UZA OVER 200.000 IN POPULATION 



TEXAS 



McALLEN 



263,192 



1,082,405 
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Mr. Carr. The information supplied last year on section 9 fund- 
ing for areas without transit service raises questions. For instance, 
within the same State of Florida, Fort Walton Beach, with a popu- 
lation of 112,522, shows a 1993 section 9 funding generated 
amount of $538,449, while Fort Pierce, with a population of only 
26,342, has a section 9 funding generated amount of $555,450. Why 
are the funding generated amounts so similar when the popu- 
lations are so different? In the information supplied last year, what 
exactly does the "section 9 funding generated" column represent? 

[The information follows:] 

There were printing errors in the population for several of the urbanized areas, 
including Fort Walton Beach and Fort Pierce, that have been corrected this year. 
The populations for Fort Walton Beach and Fort Pierce are very similar at 112,522 
and 126,342, respectively. 

The section 9 ninding column indicates the amount of section 9 formula apportion- 
ment to a governor that is attributed to the population and population density of 
the individual vu-banized area. The governor has the authority to allocate all section 
9 funds within the governor's apportionment. 

FUNDING FLEXIBILITY 

Mr. Carr. Update the funding flexibility information appearing 
on page 1017 of the 1994 hearing volume. 
[The information follows:] 

AUTHORIZATIONS 

[In millions] 

1994 1995 

Highway: 

Interstate Substitute Program $240.0 $240 

Interstate Maintenance Program 583.0 583.0 

National Highway System 3,599.0 3,599.0 

Surface Transportation Program 4,096.0 4,096.0 

Congestion Mitigation and Air Quality Improvement Program 1,028.0 1,028.0 

Bridge Program 1,105.0 1,105.0 

Donor State Bonus Amount 514.0 514.0 

Hold Harmless 606.6 606.6 

90 Percent of Payment Adjustments .t.--........- 83.0 83.0 

Additional Allocation — Wisconsin 47.8 47.8 

Minimum Allocation 803.4 803.4 

Total 12,705.8 12,705.8 

Transit: 

Section 9 Formula Program (capital only for areas atwve 200,000 in population ' 1,349.7 ^1,887.2 

■ Fiscal year apportionments. 
'Fiscal year 1995 budget proposal. 

LABOR COMPENSATION AND OPERATING ASSISTANCE 

Mr. Carr. Update the chart appearing on page 1018 of the 1994 
hearing volume concerning average real labor compensation and 
real federal operating assistance expended. 

[The information follows:] 
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Average Real Labor Conpensalion and 

Real Federal Operaling Assistance 

Expended, 1983 lo 1992 



1992 Dollars 



Billions ol 1991 Dollars 



14.9 



$4.7 
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14.1 - 



$3.9 



3.7 



$3.5 



Total Labor Corrpensalion 
Per Revenue Vehicle Mile 




$1.3 



$1.2 



- $1.1 



Federal Operating As'*sJslance Expended 




_J L 
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$0.9 



1992 



$0 8 



870 



CAPITAL FUNDING DISTRIBUTION 

Mr. Carr. Update the information appearing on page 1019 of the 
1994 hearing volume concerning the distribution of capital funding. 
[The information follows:] 

FTA CAPITAL FUNDS— FISCAL YEAR 1986-FISCAL YEAR 1994, SECTIONS 3, 9, 9A, AND 5 

[In millions of dollars] 













Fiscal years 










Program 


1986 


1987 


1988 


1989 


1990 


1991 


1992 


1993 


1994 
(est.) 


Bus Capital 

Fixed Guideway 

New Systems 


$935.5 
832,4 
600.4 


$768.7 
927.5 
282.1 


$820.0 

1,074.4 

538.2 


$716.3 
986.4 
3721 


$760.9 
998.9 
603,7 


$745.1 
972.8 
330.0 


$8274 
9481 
329.1 


$1,175.6 

1,093.1 

809.5 


$1,417.1 
1,466.9 
1.216.3 


Total 


2,368.3 


1,978.3 


2,432.6 


2,074.8 


2,3635 


2.0479 


2,104.6 


3,078.2 


4,100.3 



UNOBLIGATED NEW START FUNDING 

Mr. Carr. Provide a list by city of unobligated new start funding 
by fiscal year similar to the information appearing on page 1022 
of the 1994 hearing volume. 

[The information follows:] 
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NEW START UNOBLIGATED BALANCES 







BY YEAR AND CITY 












(As of 04/22/94) 


















FY 92 




AREA 


DESCRIPTION 


FY 94 


FY 93 REALLC. 


n 93 


4 PRIOR YEARS 


TOTAL 


Los Angeles 


Hetrorail MOS-2/HOS-3 


$168,725,000 


$34,045,950 


$0 


$0 


$202,770,950 


New Jersey 


Orban Core Project 


62,031,250 





14,460,000 





76,491,250 


Chicago 


Central Area Circulator 


23,909,325 


8,500,000 


21,090,625 


19,191,002 


72,690,952 


San Francisco 


SF Airport/BART-COLMA Ext./TASHAN LRT 


27,988,500 




18,652,500 


6,865,587 


53,506,587 


New Jersey 


Hawthorne Warwick Couuter Rail 


6,649,750 





4,466,250 


34,203,000 


45,319,000 


Dallas 


South Oak Cliff Light Rail 


39,700,000 


4,000,000 


1,251 





43,701,251 


Pittsburgh 


Pittsburgh Busway 


36,424,750 


5,000,000 








41,424,750 


Houston 


Regional Better Bus Alternative 


38,707,500 


1,000,000 


175,975 





39,883,475 


Portland-Boston 


CoMuter rail upgrade 


9,428,750 





25,308,750 





34,737,500 


Hiaai 


Downtown Circulator Ertentions 








5,393,245 


19,688,350 


25,081,595 


Baltiiore 


Extension to Central LRT line 








24,812,500 





24,812,500 


Boston 


South Boston Piers Transitway 


9,925,000 


10,000,000 








19,925,000 


Seattle 










15,185,250 


3,240,000 


18,425,250 


Orange County 


Transitway Systei 


15,383,750 











15,383,750 


Jacksonville 


ASE Peopleiover Extension 








9,925,000 


5,120,000 


15,045,000 


Atlanta 


North Line Extension for MARTA 








11,045,616 





11,045,616 


Detroit 


LRT Project 











10,000,000 


10,000,000 


Los Angeles 


LOSSAH 3 grade separation projects 











10,000,000 


10,000,000 


Ft. Uuderdale 


Tri-Rail project 


9,925,000 











9,925,000 


Cleveland 


Dual Hub Corridor 


794,000 





1,488,750 


7,459,030 


9,741,780 


St. Louis 


HETROLIHK 


8,035,000 


0' 








8,035,000 


San Jose 


Couuter rail froi San Jose to Gilroy 











8,000,000 


8,000,000 


Vallejo 


North Bay Ferry 











8,000,000 


8,000,000 


Chicago 


Wisconsin Central Couuter Line 


7,940,000 











7,940,000 


Maryland 


MARC Systei Iiproveients 


6,772,750 











6,772,750 


New Jersey 


Lakewood-Freehold Couuter Rail 


2,977,500 





2,977,500 





5,955,000 


Orlando 


Downtown Trolley OSCAR 


2,977,500 





1,985,000 


510,000 


5,472,500 


Salt Lake City 


1-15 Light Rail ROW 


2,977,500 





1,953,530 





4,931,030 


San Diego 


Mid Coast Extension Preliiinary Exten. 








1,687,250 


2,296,000 


3,983,250 


Milwaukee 


Milwaukee East-West Corridor 





3,000,000 








3,000,000 


Minnesota 


Twin Cities Central Corridor 


2,779,000 











2,779,000 


Miaii 


Urban Initiative 








2,154,718 





2,154,718 


New Orleans 


New Orleans Canal Street 


1,573,000 











1,573,000 


Cincinnati 


Couuter Rail - Major Investient Study 


1,339,875 











1,339,875 


Philadelphia 


Cross County Transit 








694,750 


510,000 


1,204,750 


Staten Island 


Staten Island Midtown Ferry 











1,000,000 


1,000,000 


Akron 


Couuter Rail-Advanced Land Aguisition 


992,500 











992,500 


Sacraiento 


Sacraiento LTR Extension 


992,500 











992,500 


Kansas City 


PE for Phase I LRT Project 











931,520 


931,520 


Heipbis 


Meiphis Regional Rail 


496,250 











496,250 


New Jersey 


South Jersey Regional Rail 


496,250 











496,250 



TOTALS 



$489,942,200 $65,545,950 $163,458,460 $137,014,489 $855,961,099 
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AVERAGE AGE OF BUS FLEET 



Mr. Carr. Update all the information appearing on page 1025 of 
the 1994 hearing volume concerning average age of bus fleet. 
[The information follows:] 



873 



LAKGE HOTOR BUSES 

YEAR: LARGE HOTOR BUSES 

1980 8.8 

1981 9.4 

1982 9.4 

1983 9.3 

1984 8.1 

1985 9.0 

1986 8.3 

1987 8.2 

1988 8.2 

1989 8.4 

1990 8.2 

1991 7.9 

1992 8.2 



AGE OP BOS FLBET-MDMBER OF BOSBS 



BDS HODE 1987 1988 

16 PLCS YEARS 

11 TO 15 YEARS 

6 TO 10 YEARS 

TO 5 YEARS 

TOTAL 56,153 56,438 

For 1990 and subsequent years, the Section 15 data on age of bus fleet is being 
presented in six separate age categories rather than the previous four groups. 
The data for 1990, 1991 and 1992 follow: 



1990 1991 1992 



25 PLCS YEARS 217 

21 TO 25 YEARS 1,146 

16 TO 20 YEARS 3,524 

12 TO 15 YEARS 9,524 

6 TO 11 YEARS 19,782 

5 YEARS OR LESS 20,260 



4,676 


4,700 


11,905 


11,413 


16,974 


18,354 


22,598 


21,971 



301 


510 


1,142 


910 


3,179 


3,014 


5,773 


7,308 


21,513 


20,624 


18,380 


16,230 



TOTAL 54,453 50,288 48,596 
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BUS CAPITAL GRANTS 

Mr. Carr. Update the bus capital funding data appearing on 
page 1026 of last year's hearing volume. 
[The information follows:] 

FISCAL YEAR 1993 OBLIGATIONS OF DISCRETIONARY AND FORMULA FUNDS FOR BUS 

CAPITAL 

[In millions of dollars] 

Bus category Section 3 Section 9 Total 

Bus purchase $187.1 $532.1 $719.2 

Bus facilities 27.4 77.7 105.1 

Bus other 78j 272.5 351.3 

Bus Total '293.3 882.3 1,175.6 

■Does not Include $156.1 million made available In fiscal year 1993 for the Houston Regional Bus Program from section 3 new start 
funds. 

BUS OBLIGATIONS 

Mr. Carr. Update the bus obligation information on page 1026 
of the 1994 hearing volume. 
[The information follows:] 

During fiscal year 1993, FTA obligated approximately $405 million for 1,989 
standard size buses and 99 articulated buses under section 9. Under the section 3 
bus program, approximately $114 million was obligated for 528 standard size buses 
and 46 articulated buses. 

FTA financed the rehabilitation of 105 full size buses at an approximate federal 
share of $6.8 million. It is expected that these vehicles will have an average life ex- 
tension of at least five years. 

BUS PROCUREMENT GRANTS 

Mr. Carr. Update the bus procurement grants information ap- 
pearing on page 1027 of last year's hearing volume. 
[The information follows:] 
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The following Section 3 bus grants were awarded in Fiscal Year 1993: 



City/Grantee 

Nassau County 

New Jersey, NJTransit 

Maryland, MTA 

Raleigh, CITY 

North Carolina, NCDOT 

Miami, MDTA 
Chattanooga, CARTA 
Michigan, MDOT 

Indiana, INDOT 

Wisconsin, STATE 

Cincinnati, SORT A 
Columbus, COTA 
Columbus, Ohio DOT 
Dayton, MVRTA 
Minnesota, MDOT 
Brazos Valley, BVCAA 

El Paso, SUN METRO 
Santa Fe, CITY 
Santa Fe, CITY 
Tucson, CITY 
Denver, RTD 
Eagle County 
Salt Lake City, UTA 
Lake Tahoe, TTD 
Sacramento, COUNTY 
San Francisco, SFPUC 
Palm Springs, SUNLINE 
Kauai, STATE 
Eugene, LTD 

Medford, RVTD 



Description Amount 

23 AFI Repl. buses S 7,729,004 

106 buses/fleet expan. 22,500,000 

87 buses/ 16 vans/fleet repl. 21,899,796 

12 vans 311,000 

5 (35ft.)/18 (30ft.) buses/5 vans 

and 2 support vehicles 7,417,274 

46 articulated repl. buses 1 1,644,433 

22 battery powered buses 14,395,135 

20 (40ft. )/88 (30ft.) buses and . 

12 vans 8,357,161 

14 (35ft. )/l 8 (30ft.) Repl. buses 

and 6 vans 4,204,687 

44 (40ft. )/29 (35ft.) repl. buses/ 

2 vehicles and 3 vans 1 0,07 1 ,940 

33 paratranist vehicles 626,500 

6 (40 ft.)/18(35ft.) repl. buses 4,067,898 
14 small buses/27 vans 589,594 
30 repl. trolley vehicles 12,203,694 

7 (40ft. )/7 (30ft.) repl. buses 1,589,646 
56 (30ft.)/10(<30ft.) repl. buses/ 

20 trolley buses 12,615,336 

25 buses/4 CNG vehicles 5,647,200 

2 (30ft. ) buses/1 van for expan. 325,432 

8 (30ft. ) buses/2 vehicles 96 1 ,920 
12 (40ft. )/5 (30ft.) buses 3,254,316 
66 (35ft.) buses 11,284,824 

6 (35ft.) buses 1,070,976 
30 (40ft.) repl. buses 5,168,620 

7 standard expan. buses 1,200,000 

6 small buses 1,061,175 
32 trolley buses 14,357,287 

9 (4()ft.) repl. buses 2,175,000 

7 (30ft. ) repl. buses 2,000,000 

I (40ft. ) cxpan./25 (40ft.) repl. 

buses • 4,517,760 

I I CNG repl. buses/2 vans 2.033.949 



TOTAL: 



$195,281,557 
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CAPITAL OBLIGATIONS FOR OLD RAIL CITIES 

Mr. Carr. Update the information appearing on page 1029 of the 
1994 hearing volume concerning obligations for certain cities. 
[The information follows:] 
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Fixed Guideway Modernization Obligations for Old Rail Cities 
(In Millions of Dollars) 



1989 



1990 



1991 



1992 



1993 



1994* 1995** 
(est) (est) 



Boston 
















Section 3 


16.6 


71.4 


32.0 








140.4 


52.5 


Section 9 


28.2 


27.6 


32.4 


35.1 


37.8 


40.8 


N/A 


Total 


448 


990 


64.4 


35.1 


378 


181.2 


52.5 


Chicago (Includes NW Indiana) 














Section 3 


824 


51 6 


111.3 


87.0 


94 9 


107.7 


106.4 


Section 9 


39.0 


44.0 


72.3 


63.4 


29 7 


65.0 


N/A 


Total 


121.4 


95.6 


183.6 


150.4 


124.6 


172.7 


106.4 


Cleveland 
















Section 3 





196 


6.8 


9.9 


10.3 


10.8 


10.8 


Section 9 





0.3 





88 








N/A 


Total 





199 


68 


18.7 


10.3 


108 


10.8 


New Jersey 
















Section 3 


96.6 


40.2 


40.0 





1C0.6 


79 1 


66.9 


Section 9 


34,6 


41.6 


54.8 


34.3 


50.6 


51.3 


N/A 


Total 


131 2 


81.8 


94.8 


34.3 


151.2 


130.4 


66.9 


New York (Includes SW Connecticut) 












Section 3 


291.8 


202.5 


182.7 


238.0 


253.6 


311.4 


296.8 


Section 9 


204.9 


202.4 


205.7 


266.8 


233.0 


236.2 


N/A 


Total 


496.7 


4049 


3884 


504.8 


486.6 


547.6 


2968 


Philadelphia (Includes 


So New Jersey) 












Section 3 


109.8 


53.6 


77.8 


53.0 


72.1 


824 


76 1 


Section 9 


34.0 


40.7 


41.8 


18.9 


16.4 


118 


N/A 


Total 


143.8 


94.3 


1196 


71.9 


88.5 


94.2 


76.1 


Pittsburgh 
















Section 3 


10.0 


4.0 





5.0 


188 


30 1 


15.3 


Section 9 


13.4 


0.5 


0.3 


0.1 








N/A 


Total 


23.4 


4.5 


0.3 


5.1 


188 


30.1 


15.3 


San Francisco 
















Section 3 


46.3 


21.0 


44.0 


30.7 


666 


638 


49.7 


Section 9 


44.4 


17.9 


116 


2.5 


9.8 


39.4 


N/A 


Total 


90.7 


389 


55.6 


33.2 


76.4 


103.2 


49.7 


All Old Rail Cities 
















Section 3 


665.3 


466.5 


530.5 


423.6 


616.9 


8257 


674.5 


Section 9 


483.3 


493.1 


525.8 


429.9 


377.3 


444.5 






Total 



1,1486 



959.6 1,056.3 853.5 994.2 1,270.2 674.5 



*Estimated Section 3 obligations in FY 1994 are based on the Annual Apportionments and 
Earmarks 
**FY 1995 estimates are based on the proposed budget for Fixed Guideway Modernization. 
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RAIL RIDERSHIP STATISTICS 

Mr. Carr. Provide the most recent rail ridership statistics, up- 
dating the information appearing on page 1031 of the 1994 hearing 
volume. 

[The information follows:] 

Our most recent data on rail ridership is from Section 15 for 1991, Numbers of 
Unlinked Trips in Thousands: 
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RAIL RIDERSHIP STATISTICS 

Automated Guidewav: 

Miami Metromover 32.0 

Seattle Monorail 23.4 

Jacksonville 2.9 

Cable Car; 

San Francisco 85.8 

Commuter Rail: 

Long Island Railroad 898.3 

MetroNorth Commuter Railroad 578.3 

New Jersey Transit 403.1 

Chicago Commuter Rail Board 293.9 

Philadelphia-SEPTA 219.5 

Chicago & Northwestern 113.5 

Boston-MBTA (Amtrak) 199.4 

Chicago-Burlington North. 1 13.5 

Staten Island Rapid Transit 60.0 

Caltrain-San Francisco 60.5 

Maryland MARC 44.8 

Northern Indiana Commuter Tr Distr 25.8 

Tri-County Commuter Rail Authority 22.6 

Caltrans-Los Angeles 1.9 

Inclined Plane; 

Pittsburgh-Port Authority Transit 15.0 

Chattanooga Area RTA 40.0 

Rapid Rail; 

New York City TA 13,254.0 

Washington, DC-WMATA 1,882.0 

Boston-MBTA 1,806.7 

Chicago-CTA 1,373.7 

Philadelphia-SEPTA 798.1 

San Francisco-BART 772.4 

Atlanta-MARTA 640.8 

NewYork-PATH 601.4 
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Miami-Dade County, TA 137.0 

Baltimore-MTA 120.0 

Pittsburgh-Port Authority Transit 115.5 

Cleveland RTA 55.6 

Light Rail: 

Philadelphia-SEPTA 415.5 

San Francisco-MUNI 390.3 

Boston-MBTA 249.3 

San Diego Trolley 171.6 

Pittsburgh-Port Authority Transit 87.2 

Buffalo-Niagara Frontier Tr Auth 85.7 

New Orleans RTA 69.1 

Portland-Tri County MTD 77.0 

Sacramento RTD 67.8 

Cleveland RTA 50.4 

New Jersey Transit 30.5 

Santa Clara County TD 61.3 

Seattle Metro 1.8 

Galveston Island Transit 1.2 
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BUS FUNDING FOR RURAL AREAS 

Mr. Carr. Update the table appearing on page 1034 of the 1994 
hearing volume concerning bus funding for rural areas. 
[The information follows:] 

SECTION 3 BUS FUNDS RURAL OBLIGATIONS 
[Dollars in millions] 

Fiscal year ^^'"'" ^ ''"^ ^^"''" ^ ""^^ Percentaee 

*'^»'y^^' appropriation obligation ferceniage 

1993 

1992 

1991 

1990 

1989 

METROPOLITAN PLANNING ORGANIZATIONS FUNDING 

Mr. Carr. Provide a state-by-state breakdown of 1994 and 1995 
proposed funding for metropolitan planning organizations, similar 
to the information appearing on page 1035 of the 1994 hearing vol- 
ume. 

[The information follows:] 



$327.5 


$35.8 


10.9 


276.4 


17.3 


6.3 


218.9 


33.3 


15.2 


131.4 


14.7 


11.2 


143.3 


12.3 


8.6 
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Funding to Scaces for Distribution to 

Metropolitan Plaiuilng Organization* 

Ooder Section 8 of the Federal Transit Act 





FY 1991 


'FY 1994 


FY 1995 




SBCS 


FINAL 


FINAL 




OZA 


ALLOCATION 


ALLOCATION 




MARX 


BASED am 


BASED ON 




(HOLD 


$41,513,500 


$41,512,500 




HARMLESS 


TOTAL FC» 


TOTAL FOR 


State 


LEVEL) 


MPOS 


MPOS 






STATBNIDB 


STATEWIDE 


Alabama 


$316,205 


$363,551 


$362,551 


Alaska 


$20,400 


$166,050 


$166,050 


Arizona 


$455,350 


$656,708 


$656,708 


Arlcansas 


$107, 00« 


$166,050 


$166,050 


California 


$5,436,550 


$7,040,939 


$7,040,939 


Colorado 


$493,700 


$539,088 


$539,088 


Connecticut 


$329,151 


$481,810 


$481,810 


Delaware 


$44,25B 


$166,050 


$166,050 


District/Col 


$195,605 


$223,237 


$223,237 


Florida 


$1,487,700 


$3,246,371 


$2,246,371 


Georgia 


$619,444 


$797,286 


$797,286 


Hawaii 


$108,100 


$166,050 


$166,050 


Idaho 


$40,000 


$166,050 


$166,050 


Illinois 


$2,249,380 


$2,421,760 


$2,421,760 


Indiana 


$564,428 


$588,336 


$588,336 


Iowa 


$151,607 


$185,833 


$185,833 


Kansas 


$168,333 


$214,302 


$214,302 


Kentucky 


$240,330 


$257,554 


$257,554 


Louisiana 


$438,000 


$445,573 


$445,572 


Maine 


$62,306 


$166,050 


$166,050 


Maryland 


$920,920 


$963,817 


$962,817 


Massachusetts 


$1,083,999 


$1,173,464 


$1,173,464 


Michigan 


$1,470,219 


$1,513,381 


$1,513,381 


Minnesota 


$572,904 


$613,980 


$613,980 


Mississippi 


$92,900 


$166,050 


$166,050 


Missouri 


$715,407 


$715,407 


$715,407 


Montana 


$60,000 


$166,050 


$166,050 


Nebraska 


$83,780 


$166,050 


$166,050 


Nevada 


$72,500 


$179,735 


$179,735 


New Hampshire 


$60,493 


$166,050 


$166,050 


New Jersey 


$1,842,311 


$3,053,185 


$2,053,185 


New Mexico 


$89,900 


$166,050 


$166,050 


New York 


$3,802,264 


$4,170,695 


$4,170,695 


North Carolina 


$332,300 


$493,936 


$492,936 


North Dakota 


$50,489 


$166,050 


$166,050 


Ohio 


$1,371,909 


$1,439,384 


$1,429,384 


Oklahoma 


$211,645 


$366,393 


$366,393 


Oregon 


$280,261 


$300,178 


$300,178 


Pennsylvania 


$1,909,473 


$1,909,473 


$1,909,473 


Rhode Island 


$165,658 


$166,050 


$166,050 


South Carolina 


$187,240 


$379,838 


$379,838 


South Dakota 


$40,412 


$166,050 


$166,050 


Tennessee 


$363,497 


$436,648 


$436,648 


Texas 


$3,279,399 


$3,808,686 


$2,808,686 


Utah 


$162,300 


$358,656 


$358,656 


Ven»nt 


$20,000 


$166,050 


$166,050 


Virginia 


$649,423 


$931,617 


$931,617 


Washington 


$602,839 


$736,459 


$736,459 


Nest Virginia 


$73,011 


$166,050 


$166,050 


Nlsconsin 


$557,793 


$557,793 


$557,793 


Wyoming 


$40,000 


$166,050 


$166,050 


Puerto Rico 


$348,000 


$447,689 


$447,689 




934.040,000 


$4i,sia,soo 


$41,513,500 
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TRANSIT PLANNING FUNDS 

Mr. Carr. Update the table appearing on page 1037 of the 1994 
hearing volume concerning major recipients of transit planning 
funding. 

[The information follows:] 

SECTION 8 PLANNING PROGRAM, TOTAL FUNDS RECEIVED 20 LARGEST UZA'S 

[All amounts In dollars] 

1988 1989 1990 1991 1992 1993 

New York 4,590,112 4,618,868 4,036,732 5,438,236 4,106,313 4,740,038 

Los Angeles 3,522,538 3,458,800 2,864,800 4,211,425 3,179,196 3,313,450 

Chicago 2,548,000 2,448,100 2,486,020 1,561,900 2,276,274 1,892,212 

Philadelphia 1,710,244 1,600,500 1,613,700 2,190,900 1,120,550 1,537,962 

San Francisco 1,455,200 1,343,900 1,552,300 2,271,200 1,015,694 1,388,162 

Detroit 1,410,000 1,320,000 1,055.000 1,180,000 1,180,000 1,180,000 

Washington, DC 2,126,945 1.003,500 1,080,000 1,146,700 1,028,757 885,152 

Miami 479,000 488,900 400,200 528,800 806,656 511,236 

Boston 1,412,117 1,024,500 1,049,500 1,327,200 904,092 798,398 

Houston 1,190,000 1,080,000 784,000 800,000 800,220 679,741 

Cleveland 535,000 450,000 607,440 640,000 550,800 504,974 

Seattle 469,000 596,000 435,300 852,000 546,277 451,779 

Atlanta 713,051 686,900 860,151 513,800 568,254 466,833 

St. Louis 643,900 583,900 491,200 548,500 558,232 544,040 

Denver 880,500 752,500 682,200 632,300 395,716 363,636 

Baltimore 675,000 645,000 462,900 1,252,847 561,273 496,800 

Dallas 1,450,000 870,000 1,380,000 800,000 867,222 736,045 

St. Paul 582,000 2,020,000 475,000 550,000 562,384 506,800 

Pittsburgh 574,680 569,800 479.400 1,195,200 558,050 535,730 

Milwaukee 553,000 500,000 400,000 435,000 351,700 378,833 

San Juan 371,300 199,300 291,600 366,700 371,325 196,000 

Note. — Not necessarily in order. 

TECHNOLOGY DEVELOPMENT PROJECTS 

Mr. Carr. Provide information on ongoing technology develop- 
ment projects, including location, purpose, cost and scheduled com- 
pletion dates. 

[The information follows:] 
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The following are ongoing technology development projects 
[Note: all cost estimates represent Federal share only.] 

Advanced Technology Transit Bus (Phase I) 

Los Angeles, CA 

Purpose: to develop an Advanced Technology Transit Bus. Phase I 

comprises preliminary design and manufacturing studies of a low 

emissions, low floor, light weight advanced desigh bus for the 

future. The bus will meet ADA, Clean Air and other requirements 

at the turn of the century that current technologies cannot 

fulfill. 

$3,999,689 

Completion: Mid-1995 

Advanced Technolocrv Transit Bus (Phase II) 
Los Angeles, CA 

Purpose: The second phase of the Advanced Technology Transit Bus 
will complete the design and fabrication of components such as 
gen-set engine, electrical drive and other major/minor parts of 
the bus. Testbed test will be conducted for these components and 
a mock-up will be prepared for the engineering of such a bus. 
$6, 000,000 
Completion: Early 1997 

Next Generation Bus 

Houston, TX 

Purpose: to develop and demonstrate a near term new technology 

transit bus that may be used as a new industry standard. The new 

design bus will have a low floor, extra-wide doors for easy 

ingress and egress, be lighter in weight, and will use corrosion 

resistant materials. It will utilize common parts with trucks to 

increase the market share . 

$4,488,000 

Completion: Mid-1995 

Bus On-Board and Wavside Information Displays 

Houston, TX 

Purpose: to demonstrate the benefits and practicality of the use 

of wayside electronic signs at bus stops to inform passengers of 

the route number and expected time of arrival of all buses that 

are enroute and expected to arrive at the stop within the next 

hour. 

$262,500 

Completion: Early 1994 
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Computerized Brake Dynamometer 

New York, NY 

Purpose: to test and evaluate a computerized brake diagnostic 

dynamometer for determining bus braking capacity. The 

dynamometer will be incorporated as part of a transit agency's 

preventive maintenance program to detect brake safety problems. 

$150, 000 

Completion: Mid-1995 

Advanced Transportation Svstems and Electric Vehicle Program 

[Four Projects] 

CALSTART 

Los Angeles, CA 

Purpose: to define and develop the necessary infrastructure 

support systems, and foster full-scale manufacturing of electric 

transit buses. 

$4.0 million 

Completion 12/94 

Chesapeake Consortium 

Baltimore, MD 

Purpose: to develop an advanced, economically viable power train 

for incorporation into electric vehicles. 

$4.0 million 

Completion: 12/94 

New York State Consortium 

New York, NY 

Purpose: to develop and demonstrate a low-floor, full-sized 

transit bus with a hybrid electric propulsion system. 

$2.3 million 

Completion: 12/95 

Advanced Lead Acid Battery Consortium 

Research Triangle Park, NC 

Purpose: Develop, demonstrate, and evaluate rapid recharge 

technology for lead acid batteries. 

$1.2 million 

Completion: 1/95 

Fuel Cell/Battery Bus Program 

Washington, DC 

Purpose: Joint DOE/DOT program to develop and demonstrate the 

feasibility of a fuel cell/battery propulsion system for an urban 

transit bus. 

$7 million 

Completion: December 1997 

Domestic Fuel Cell Transit Bus Development Program 

Washington, DC 

Purpose: This program will lead to the development of full -sized 

fuel cell transit buses and prepare U.S. manufacturer and 
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suppliers to be ready for the commercial production of these 

buses . 

$4.88 million 

Completion: December 1997 

Battery Bus Evaluation 

Santa Barbara, CA 

Purpose: to evaluate a variety of advanced batteries as a 

propulsion system for transit buses. 

$150,000 

Completion: 1994-1995 

Alternative Fuels Initiative Program 

Nationwide Program 

Purpose: 61 grants have been awarded for over 1100 alternative 

fuel powered transit buses. 

Federal grants total over $185 million 

Completion: Various 

Advanced Fare Collection Project 

Washington, DC 

Purpose: to develop, test and evaluate advanced fare technology 

systems with emphasis on barrier-free bus-rail system transfer. 

$997, 899 

Completion: Late 1994 

Universal Fare Pass Svstem 

Oakland, CA 

Purpose: to assist all San Francisco Bay Area transit agencies in 

developing and implementing a single multi-modal fare pass 

system. 

$4.3 million 

Completion: Early 1995 

Automated Wavside Passenger Information Svstem 

Newark, NJ 

Purpose: design a real-time information system for commuter rail 

system passengers to provide information of train delays or other 

system status. 

$300,000 

Completion: Mid-1994 

Advanced Automatic Train Control Svstem Development 

Oakland, CA 

Purpose: to design and test an advanced automatic train control 

system using advanced technology which will enable the Bay Area 

Rapid Transit District to operate trains at closer spacing with 

safety to increase system capacity. 

$600,000 

Completion: Winter 1994 
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Rapid Rail Vehicle Locational Monitoring 

Baltimore, MD 

Purpose: test and evaluate a real-time train locational system 

with an ancillary system that records mileage and schedules 

programmed maintenance . 

$902, 999 

Completion: Late 1994 

Signal System Simulator 

New York, NY 

Purpose: develop a simulator to analyze train operations under 

differing operating scenarios (schedules, etc.), to prepare 

requirements for major signal system modernization. The overall 

objective is to increase system capacity and enhance safety. 

$400, 000 

Completion: Spring 1995 

Superconducting Magnetic Energv Storage (SMES) for Rail Transit 

Oakland, CA 

Purpose: analyze feasibility and test (if feasible) a SMES device 

to relieve a low voltage problem in critical areas where system 

electric capacity is constrained. 

$350,000 

Completion: Mid-1994 (Phase I) 

Innovative Maintenance Technology 

Washington, DC 

Purpose: to find and and evaluate innovative technologies from 

non-transit industries, and/or technologies from outside the U.S. 

to improve transit maintenance efficiency. 

$50,000 

Completion: 5/94 

Automated Emergency Response System 

Burlington, MA 

Purpose: to develop and demonstrate a stand-alone computerized 

system to provide bus control operations with real-time 

instructions on actions to take under different emergencies. The 

software developed for this project is generic, and may be used 

by any transit agency. 

$205, 000 

Completion: Early 1994 

Bellevue Smart Traveler 
Bellevue, WA 

Purpose: This project examines ways in which mobile communica- 
tions, such as cellular phones, and information kiosks can be 
used to make ridesharing (carpooling and vanpooling) , more 
attractive. A set of information-based services for ridematching 
was developed in Phase I in cooperation with the mobile 
telecommunications industry in an effort to increase the use of 
HOV facilities. The initial focus advised private auto drivers 
of rideshare possibilities using mobile communications. A second 
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phase is operationally testing a prototype computer-based, 
interactive commuter information center in an office building in 
downtown Bellevue. The center provides computerized transit 
information, rideshare matching, and a method to schedule 
occasional carpool or vanpool trips. In addition to cellular 
telephone, the technological applications include voice mail, 
computer-based ridematching, "smart" ID cards, traffic monitoring 
computers, and electronic maps. 
$144,000 
Completion: Mid 1995 

California Smart Traveler 
California (State-wide) 

Purpose: This major project is comprised of several components 
which include (a) Los Angeles Smart Traveler, (b) Los Angeles 
Smart Card, (c) Orange County Smart Intermodal System, (d) Santa 
Clara County Smart Vehicle, and (e) Sacramento Real-Time 
Ridesharing. The Los Angeles Smart Traveler will provide 
pre-trip, real-time planning information including transit system 
status and expected arrival times. The Los Angeles Smart Card 
will test the use of smart cards for express transit service as 
well as for parking and other services at employment sites. The 
Orange County Smart Intermodal System will operationally test an 
integrated transit and traffic management system and a real-time 
information system that will include special event information. 
The Santa Clara County Smart Vehicle will use Global Positioning 
System (GPS) technology for automatic vehicle location (AVL) 
operation of a paratransit system in conjunction with bus, 
light-rail, and train operation. The Sacramento Real-Time 
Ridesharing component will use a geographic information system 
(GIS) to provide real-time ridesharing information and will 
include driver incentives. 
$1,575,000 
Completion Mid 1996 

Houston Smart Commuter 
Houston, TX 

Purpose: This project seeks to develop and evaluate a real-time 
traffic and transit information system. Four tasks are underway: 
(1) assess the market potential to increase bus, vanpool, and 
carpool use by providing traffic information, bus choices, and 
carpool options to travelers at home and work; (2) evaluate 
available technologies and identify those most feasible and 
cost-effective; (3) examine various ways of gathering and 
distributing transit and traffic information, to include the 
identification of roles and costs for the agencies involved; and 
(4) identify the project's administrative requirements and 
projected costs. 
$590,000 
Completion Mid 1995 
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' Rogue Valley Mobility Management 
Rogue Valley, OR 

Purpose: This project will demonstrate the Mobility Manager 
concept to integrate transportation users, providers, and funding 
sources. Advanced electronic technology will be used to record 
financial transactions and will include magnetic-strip farecards. 
The initial phase will focus on providing transportation service 
to the elderly and disabled who are unable to use fixed route 
transit. Using existing hardware and readily developed software, 
the second phase will demonstrate the mobility manager concept 
for frequent transit riders in urban and rural environments. 
$460,000 
Completion: Late 1995 

Winston-Salem Mobility Management 

Winston-Salem, NC 

Purpose: This project will define and identify system needs and 

operationally test and evaluate a mobility management system for 

the City of Winston-Salem. It will include automated scheduling 

and demand responsive, shared-ride transit for the young, 

elderly, and disabled who are unable to use fixed-route transit 

(Phase I) . The project will extend the transportation service to 

fixed-route transit, ridesharing and taxis used by the general 

public (Phase II) . Integration with the Winston-Salem traffic 

management program will be accomplished. Technologies being 

investigated also include smart cards, GPS, and automatic vehicle 

location. 

$220,000 Completion Late 1995 

Denver Smart Vehicle 
Denver, CO 

Purpose: The RTD is installing an Automatic Vehicle Location 
(AVL) system, as part of an upgraded communications system, to 
provide bus location information to transit dispatchers to 
increase efficiency, ridership, and passenger safety. Location 
information is supplied by the Global Positioning System (GPS) , 
which uses a series of navigation satellites. The location of 
each bus is determined by a GPS receiver on the buses and is 
transmitted to a central dispatch center. Off -schedule buses are 
identified so corrective action can be taken to reroute buses 
when needed 
$120, 000 
Completion: Late 1995 

Milwaukee Smart Vehicle 
Milwaukee, WI 

Purpose: This project will support the efforts of Milwaukee 
County to conduct data collection and evaluation of its Automatic 
Vehicle Location (AVL) and bus fleet management system. The 
project will enable Milwaukee County to participate in the Volpe 
National Transportation Systems Center (VNTSC) Operational Test 
Evaluation effort. Milwaukee County will conduct data collection 
and evaluation in coordination with the VNTSC National Evaluation 
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Plan. The AVL system is designed to track buses and ensure 
accurate schedule performance, increase overall operating 
efficiency, and assist in fleet management activities. As new 
technologies are operationally tested around the country, it is 
critical that standard evaluations are conducted to ensure 
consistency and compatibility of evaluation data. 
$50, 000 
Completion: Late 1995 

Ann Arbor Smart Intermodal System 
Ann Arbor, MI 

Purpose: This project will report the Ann Arbor Transportation 
Authority's conduct of an operation test of the Smart Bus 
concept. Included are an on-board bus communication and 
navigation system, a central control system, and a "Smart Card" 
fare collection the on-board system monitors actual performance 
in regard to route, location, speed, and status of mechanical 
systems. It will allow control of on-board electronics, such as 
the fare collection system, designation sign and enunciator. The 
on-board system will also enable buses to interact with traffic 
signal preemption devices and to communicate with the central 
control system. The central control system will then integrate 
the data from the bus fleet for coordinated supervision, and will 
also provide real-time transit information to the public. The 
"Smart Card" fare system will provide a dual farecard/parking 
pass to encourage auto drivers to ride transit by providing them 
an easy cost -saving method for fare payment. 
$480, 000 
Completion: Late 1995 

Chicago Smart Intermodal System 
Chicago, IL 

Purpose: This cooperative agreement supports data collection and 
evaluation of an operational test of a Bus Service Management 
System (BSMS) by the Chicago Transit Authority (CTA) . The CTA is 
in the process of creating a BSMS which includes procuring an 
Automatic Vehicle Location (AVL) system, a computer-assisted 
dispatch and control system, real-time passenger information 
signs, and a traffic signal preemption system. The initial 
demonstration phase is being funded locally by the Regional 
Transportation Authority (RTA) . In addition to supporting data 
collection and evaluation, this cooperative agreement is to 
document the implementation of the BSMS, and to analyze the BSMS 
human factors element to assess the effects of introducing video 
terminals and information systems into the transit dispatching 
environment . 
$490, 000 
Completion: late 1995 
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Chattanooga Smart Card 
Chattanooga, TN 

Purpose: This project will assist the Chattanooga Area Regional 
Transportation Authority (CARTA) in its ongoing "Downtown 
Parking and Circulator" effort. This project will support the 
planning and development of a smart card fare and parking system 
to be used to increase the appeal of transit and park-and-ride 
lots in the downtown area. The project will examine using smart 
cards for both the payment of parking fees and for transit fares 
on the downtown circulator. Presently, CARTA provides a downtown 
shuttle system that runs from the north end of downtown to the 
south end. CARTA is constructing "auto intercepts, " or park and 
ride- lots located at key entry points into the downtown area. 
These intercepts will relieve congestion and act as boarding 
areas for public transportation . The Chattanooga Smart Card 
project will tie into this developing effort. 
$75, 000 
Completion: Mid 1995 

Advanced Fare Payment Media II - Phase II 

Diamond Bar, CA 

Purpose: This project will develop an operational test of a 

computerized system for integrating various advanced fare media 

technologies and processing systems. Tests will demonstration 

onboard electronic transit fare and data collection, and on-site 

travel support services such as congestion pricing, parking 

management and data collection. The project will investigate 

systems applications fare reciprocity among service providers and 

real-time operational funds allocations and transfers. 

Evaluations of the tests will be conducted by an independent 

university team. 

$480,000 

Completion: Late 1994 

Delaware County Ridetrackina 
Delaware County, PA 

Purpose: This project will develop and evaluate an automated 
identification and billing system (AIBS) for paratransit service. 
The AIBS will automate existing processes using advanced 
technology for the identification of passengers, the accounting 
and billing data collected on each passenger trip, the reporting 
required for coordination with various transportation suppliers 
and internal performance monitoring. Elimination of manual 
processes, including eligibility verification and reconciliation 
of trip information for billing purposes, will result in system 
efficiency and cost saving. 
$200,000 
Completion Mid 1995 
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Detroit Transportation Center Transit Information 

Detroit, MI 

Purpose: This is a joint FTA/FHWA project to provide real-time 

traffic condition information to dispatch centers of public 

transit agencies in the Detroit area. MDOT's Detroit Freeway 

Operations Center collects traffic information on 32 miles of 

freeway through a buried inductive loop system. The information 

is then graphically displayed on computer monitors by color 

coding individual freeway segment (link) speeds. This project 

will demonstrate the ability to provide this information to 

public and private transit operators inexpensively, and will then 

monitor performance changes and evaluate the results. 

$50,000 

Completion: Late 1994 

Twin Cities' Travlink and Genesis Evaluation 
Minneapolis/St Paul, MN 

Purpose: This project will support data collection and evaluation 
for the IVHS Operational Test "Travlink" and "Genesis". Travlink 
is an automatic vehicle location and information system providing 
real-time transit and traffic data to travelers at home, work, 
and at transit terminals. Travlink will test the integration of 
various advanced technologies into a comprehensive system for 
increasing transit ridership by providing better information to 
the traveler. Genesis will test the effectiveness of a 
personalized real-time, route-specific information system for 
highways and public transportation. The data collection and 
evaluation effort supported by this cooperative agreement will be 
in conjunction with the Volpe National Transportation Systems 
Center's National Evaluation Plan, ensuring consistency with 
other operational test evaluations. This effort will also 
disseminate evaluation data to other transportation agencies 
considering similar systems. 
$400,000 
Completion: Late 1994 

Transit Network Route Decision Aid 
Ann Arbor, MI 

Purpose: This project is to develop specifications for designing, 
implementing, and evaluating a computerized information system to 
aid a telephone operator in rapidly identifying useful itiner- 
aries for passengers in a mass transit system. Specifically, it 
would develop a procedure for constructing a decision aid; 
investigate algorithms and discuss how to extend or specialize 
them; and develop a plan for decision aid evaluation. 
$50,000 
Completion: Late 1994 
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Intermodal Guidewav Public Transit 

Miami & Tampa, FL 

Purpose: to study the factors that influence successful 

implementation of intermodal guideway public transit systems. 

$3.0 million 

Completion: Fall 1996 

Suspended Light Rail Transit Technology Pilot Project 
[3 Projects:] 

Montgomery County, MD - $333,333 
Oakland, CA - 333,330 
Milwaukee County, WI - $333,333 

Purpose: The first phase of a 3 phase project is for the three 
grantees to refine their proposals, i.e., describe proposed 
system technology, refine patronage projections, refine capital 
and operating costs, etc. 
Completion: September 1993 (Phase I) 

Maglev System Feasibility Study 

Pittsburgh, PA 

Purpose: study feasibility of a Magnetic Levitation demonstration 

line from downtown Pittsburgh to the Pittsburgh International 

Airport . 

$660,000 

Completion: Mid-1994 

Inertial Navigation Technology Transfer 

Pittsburgh, PA 

Purpose: to determine the safety, economic, and environmental 

benefits of deploying inertial navigation tracking and control 

systems in rural and urban transit environments. 

$1, 997,899 

Completion: Early 1996 
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NEW START PROJECT INSTRUMENTS 

Mr. Carr. Provide information concerning outstanding new start 
project instruments similar to the data on pages 1049-1050 of the 
1994 hearing volume. 

[The information follows:] 

OUTSTANDING NEW START PROJECT INSTRUMENTS FULL FUNDING GRANT AGREEMENT AS OF 

APRIL 21, 1994 
[Dollars in millions] 



UZA Funding source Project description 



Federal Outstand- 
amount ing balance 



160 


77 


667 


69 


1,230 


'1.170 


516 


341 


306 


215 


955 


755 



Washington WMATA appropriation Franconia, Glenmont, Mid City, Branch $1,291 $843 

Avenue. 

Dallas Section 3 South Oak Clitt 

Los Angeles Section 3 MOS-2 

Los Angeles Section 3 MOS-3 

Portland Section 3 Westside LRT 

New York Section 3 Queens Connector 

San Francisco Section 3 and 9 Colma/Airport/Tasman 

> Includes advance construction authority amount of $535 million. 

INTERNATIONAL MASS TRANSIT ACTIVITIES 

Mr. Coleman, I was disappointed that the initial summit be- 
tween Secretary Pefia and his counterparts from Mexico and Can- 
ada was cancelled because of a politically violent act in Mexico. I 
am interested whether your office had any issues pending before 
the summit? Can you describe any international mass transit ac- 
tivities your office is involved in between our countries? Is there 
any sharing of technology, for example, in the area of alternative 
fuels? 

My community of El Paso, the largest city along the southern 
border with Mexico, is facing a unique problem concerning mass 
transit. International bus traffic has effectively been discontinued 
because of Mexican laws, negatively impacting hundreds of com- 
muters, students, and tourists. I would like to work with your office 
to see whether this situation can be rectified. 

[The information follows:] 

Although FTA has no issues pending before the North American Transportation 
Summit, we expect to be participating in several areas, including cross border plan- 
ning and innovative financing. In the past we have provided technical assistance to 
the Federal District of Mexico in the areas of travel demand forecasting and trans- 
portation planning and we have shared, with the Mexicans and Canadians, the re- 
sults of our research and development efforts including alternative fuels research 
and demonstrations. In the future, we expect to offer more assistance to our neigh- 
bors within the North American Free Trade Area. 

We agree that the discontinuation of the El Paso-Cuidad Juarez regular bus serv- 
ice has created a particularly difficult situation for the citizens of El Paso. Because 
of the international implications of the cross border bus situation, FTA has deferred 
to the Office of the Secretary to resolve the issue. Secretary Peha is aware of the 
issue and he will personally inquire about this matter when he meets bilaterally 
with his Mexican counterpart at the rescheduled North American Transportation 
Summit on April 29, 1994. 

ALTERNATIVE FUEL VEHICLES 

Mr. Coleman. I am very interested in FTA's initiatives with re- 
spect to alternative fuel vehicles. Please describe FTA's activities in 
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this regard. Of your budget request for the alternative fuels bus 
program, how much of the funding do you anticipate will go toward 
the purchase of natural gas buses? Are you seeing a trend in fuel 
preference among the requests for alternative fuel buses? If so, 
what is that preference? If your administration received funding to 
carry out its authorization for providing alternative fuel grants to 
urban and school bus fleets under section 410 of the Energy Policy 
Act, at what funding level would you be able to carry out this pro- 
gram? 

[The information follows:] 

FTA funds the purchase of transit buses through the Section 3 discretionary and 
Section 9 formula grant programs. There is no specific budget request for an alter- 
native fuel program. Transit authorities can choose what type of bus they will pur- 
chase with their Section 9 funds; depending on the specific grant, Section 3 funds 
may specify a particular fuel. Currently, approximately 25-30 percent of the new 
transit buses being purchased are powered by alternative fuels. At this time, com- 
pressed natural gas (CNG) is the fuel being chosen most often. 

FTA is not requesting separate funding under Section 4 10 of the Energy Policy 
Act since alternative fuel buses are already eligible for funding under the transit 
program. 



Thursday, April 14, 1994. 

WASHINGTON METROPOLITAN AREA TRANSIT 
AUTHORITY (WMATA) 

WITNESSES 

GORDON J. LDVTON, ADMINISTRATOR, FEDERAL TRANSIT ADMINIS- 
TRATION 

ROBERT H. McMANUS, ASSOCIATE ADMINISTRATOR FOR GRANTS 
MANAGEMENT, FEDERAL TRANSIT ADMINISTRATION 

LOUISE F. STOLL, ASSISTANT SECRETARY FOR BUDGET AND PRO- 
GRAMS, OFFICE OF THE SECRETARY, DEPARTMENT OF TRANSPOR- 
TATION 

LAWRENCE G. REUTER, GENERAL MANAGER, WMATA 

PETER BENJAMIN, ASSISTANT GENERAL MANAGER FOR FINANCE 
AND COMPTROLLER, WMATA 

WALTER A. MERGELSBERG, DEPUTY ASSISTANT GENERAL MANAGER 
FOR CONSTRUCTION, WMATA 

WORLD CUP SOCCER 

Mr. Carr. I want to welcome to our Committee the new general 
manager of WMATA, Mr. Lawrence Reuter, and, once again, Mr. 
Gordon Linton, the Federal Transit Administrator. 

Before starting with WMATA, however, I want to apologize for 
any inconvenience that occured yesterday. We had a series of votes 
late yesterday. I had intended for the hearing to last just a little 
while longer, but in the interest of time I think everything worked 
out all right. I was sorry I didn't get a chance to communicate with 
you, and I hope I did not disrupt your schedule. 

We had talked earlier in your testimony, Mr. Linton, about the 
Atlanta Olympics, and what I wanted to do was talk a little bit also 
about the United States response to transportation needs of the 
World Cup soccer matches to be held in this country. 

Now, this is larger than anything we have ever had before. I be- 
lieve there are some nine venues for these particular games. 

Mr. LiNTON. That is right. 

Mr. Carr. I am not real sure in my own mind what the time 
frame of all of this is. I know that every one of the nine commu- 
nities, including my own, is making special claims on the federal 
budget for extra transportation and security funds. Of course, secu- 
rity is not your problem, that is up to another subcommittee, but 
we have urged in the past there be sufficient funding for special 
events like this. 

I know that you have been working with officials of the various 
venues. What are your plans? What is the status of the applica- 
tions for transportation assistance of the various venues? What is 
that total? 

Mr. LiNTON. Sure. 

(897) 
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WORLD CUP APPLICATIONS 



Mr. Carr, What are your recommendations in terms of desiling 
with these applications? Help us out here. I think you may have 
to begin moving on some of these expeditiously. 

Mr. Linton. Thank you very much, Mr. Chairman, and sorry 
that we were not able to close out the hearings yesterday as you 
had intended, but I understand the demands and calls that are on 
Congressmen, so we understand what you were up against yester- 
day. 

Let me just say that we are involved with the World Cup. I con- 
vened a meeting — I can't recall which month, but very early in the 
process, to try to elicit the support of those general managers of the 
properties from around the country that were located in the cities 
where the World Cup events were going to take place. 

We had the representatives from the World Cup Committee at 
that meeting, and basically tried to lay out for everybody in the 
room what the issues were and also what our funding capabilities 
were. We indicated at that time our commitment to try to expedite 
grants to the World Cup properties and cities as they requested 
them. But we also tried to make them aware that there are some 
inherent problems in our grant making process that we could not 
change, such as incorporation in State and Metropolitan 
Transporation Improvement Programs (STIPs and TIPs). There are 
normal grant processes that we do not have the authority to waive, 
and any grant that they seek will have to go through that process. 

We also indicated to them that there are other processes, such 
as our Section 13(c) labor protection clause, which are outside the 
purview of the FTA and in the purview of the Department of 
Labor. We also tried to make them aware that we had funding re- 
strictions in our act that we had to comply with, so any grants we 
made had to be within the funding capacities of our act. 

We could not, for instance, approve a grant for security. We could 
not, for instance, approve a grant for operating when it was, in 
fact, capital dollars that we had available. We tried to make it very 
clear that we had to operate within those restrictions. 

One of the problems that we have had, even after trying to make 
that clear, is that several of the applications that have come 
through have requested items that we cannot fund under section 
3; that are not allowable under the confines of our act. They were 
operational. We cannot fund operational expenses out of section 3. 
That is pretty clear and we made that clear to everyone at the be- 
ginning of the process. 

What we have tried to do since that time is negotiate with all 
the properties to try to get them to have an application that met 
their needs but that were fundable within the guidelines of our 
statute. And we are doing that. 

We have about six applications that we are working with. I have 
also given letters of no prejudice to the various communities, so if 
they wanted to expedite their construction so that they could begin 
that before they got the actual federal funds, they would be able 
to do that as long as what they were requesting, once again, was 
allowable under our statute. 
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We have also tried to work with the Department of Labor and 
others to try to expedite considerations of section 13(c) and others 
so that that process could be as quick as possible. 

Mr. Carr. Could you address any remarks to the specific applica- 
tion of the southeast Michigan properties? 

Mr. Linton. Let me see if my staff, if we have any specific infor- 
mation on the grants here. I am not sure if we have that with us. 
I don't think we have with us — we can get some information to you. 

Mr. Carr. Maybe we could have a visit soon on that. I have a 
personal responsibility, as you do, to see to it that everything is 
taken care of throughout the country, but I owe a special respon- 
sibility to my own state, so I want to make sure that my own 
state's application gets every consideration. And I would like to 
know where the problems are, if there are problems, because I am 
going to know about them anyway sooner or later. Ultimately, 
someone is going to walk in my door because of my chairmanship 
here and say, what can we do about this particular problem? So I 
would rather find out about any problems earlier than later. 

Mr. Linton. Sure, Mr. Chairman. We can provide you with infor- 
mation on all the applications, including the one in Detroit and 
where it is and also as to what may have been applied for before 
and what we are trying to work with now. 

Mr. Carr. Okay. Thank you. That is what I wanted to deal with 
yesterday that I did not get to do. 

[The information follows:] 

FTA has been working with the transit authorities and local governments in each 
of the nine venue cities and with the World Cup USA staff on transit needs for the 
games. The status of grants for the nine cities is: 

Orlando and Palo Alto chose not to apply. 

Washington, D.C. and Pasadena had only highway or operating assistance needs 
which are not eligible for capital funds. 

We are expediting grants for Boston, New Jersey, Chicago and Dallas. FTA has 
already issued preliminary letters to Boston and Chicago allowing them to incur 
costs prior to grant award. 

We are working with two transit authorities in the Detroit area to help define 
their proposals to lease buses and vans. They are the Detroit Department of Trans- 
portation and the Suburban Mobility Authority for Regional Transportation 
(SMART). 

We received eight applications for funds for the World Cup Games. Applications 
were received from the Massachusetts Bay Transportation Authority, New Jersey 
Transit Corporation, LYNX (Orlando), City of Washington, D.C, SMART (Detroit), 
City of Chicago Department of Transportation, Dallas Area Rapid Transit, and the 
City of Pasadena. Grants, if ready, are being awarded. Letters of no prejudice are 
being approved so that grantees can begin work before the grants are awarded. Ear- 
lier, Detroit was trying to make a decision between leasing and chartering buses. 
Detroit is now trying to make arrangements to lease buses, and the Department of 
Labor is processing the 13(c) labor protection clause in the application. 

WASHINGTON METROPOLITAN AREA TRANSIT AUTHORITY 

Mr. Carr. Now we will turn to WMATA and welcome Mr. Larry 
Reuter who just assumed the new position last month. Because this 
is your first appearance before the Committee we are going to place 
your biographical information and your complete statement in the 
record and we would ask if you would summarize your statement. 
Then we would like to hear any comments that Mr. Linton has to 
make on the Metro program when you have concluded. 
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WMATA STATEMENT 



Mr. Reuter. All right. Thank you, Mr. Chair. I appreciate the 
opportunity to testify before you today. You are correct, I have been 
on the job all of four weeks now, so I am a well experienced Wash- 
ingtonian and Metro user. 

First, though, I would like to introduce the staff at the table with 
me. Sitting next to me is Peter Benjamin, Assistant (General Man- 
ager of Finance, and Walt Mergelsberg, who is the Acting Assistant 
General Manager of Design and Construction, and actually behind 
us, is Debbie Lipman, Director of Government Relations. 

I want to thank you again for the opportunity to appear before 
you and also for the support this Committee showed in the past for 
Metro. I hope that support will continue here in the future. 

I have submitted our written testimony for the record. I would 
like to give you a brief summary of it. 

We are here to talk about appropriations for our fast track pro- 
gram, but I thought it would help to summarize quickly what 
WMATA is doing overall. We have three budgets at WMATA, our 
operating budget, our capital improvement budget, which we call 
our CIP, and the fast track budget. I wanted to summarize those 
quickly for you. 

OPERATING BUDGET 

This year the WMATA operating budget is continuing to be fi- 
nancially constrained. In the proposed FY 1995 operating budget 
the local subsidy from area jurisdictions is down 1 percent from 
what it was last year. If you look at the FY 1995 head count at 
WMATA, ws will be 500 employees less than our high point in 
1991. During the same time we have increased rail service by over 
28 percent. 

We have accomplished this by good fiscal controls, reducing over- 
head, eliminating redundant positions, and strict budgetary con- 
trols and monitoring expenses. WMATA is working hard to control 
its expenses. I think you have seen that in the last few budgets, 
as well as this one. We are also working hard to improve WMATA 
revenue. 

WMATA has a very good record on the revenue side. In 1995, the 
WMATA system-wide cost recovery ratio is going to be about 55 
percent, with rail cost recovery going up to 73 percent, and bus cost 
recovery growing to 35 percent. That compares with an industry 
average of 40 percent in fare box recovery. We are accomplishing 
this through enhanced service. We are adding subway service and 
initiating aggressive marketing programs and techniques. 

We are marketing special convention packages to attract more 
tourists to use the system. We are also marketing different types 
of rail passes on the system. We are not only working hard to con- 
trol our costs; we are improving our revenue situation as well. We 
are projecting a 1 percent increase in the ridership on WMATA this 
year. 

There is one concern that we have in the operating budget. The 
fact that the mandates that are put on us by the Federal Govern- 
ment are creating burdens as we deal with those in these limited 
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fiscal times. When I talk about mandates, I am talking really about 
items like clean air, drug testing, and ADA requirements. 

As you know, those mandates were placed on us without any 
extra resources being provided. These costs are going to have a con- 
siderable impact on our budget. We are beginning to incorporate 
these items into our budget, but our ways of dealing with them are 
really very limited. Without any additional revenue, we have to 
deal through either fare increases or service reductions. 

We have estimated that to date we have spent about $14 million 
on ADA capital expenses, exclusive of an item we are going to talk 
about in a minute, the platform edge requirements. The $14 mil- 
lion is associated with other capital improvements required for sta- 
tions and buses. In addition, it is fcoing to also require about $10 
million in operating assistance for paratransit when we are in full 
compliance in 1997. 

At the same time, you are considering a proposal from the ad- 
ministration to lower federal operating assistance to transit. So the 
costs of mandates are increasing and resources are declining. It is 
a concern for us. We have been able to deal with it so far. 

CAPITAL IMPROVEMENT PROGRAM 

I did want to quickly mention our capital improvement budget 
program, known as our CIP. This program covers rehabilitation of 
existing equipment, both railcars and buses, and rebuilding infra- 
structure and facilities to keep them in a state of good repair. 

Many people look at WMATA and think it is a brand new system 
and, therefore, we do not need to do rehabilitation. And by industry 
standards, Metro is a relatively new system; but we are approach- 
ing 20 years old. One of the things that the prior WMATA manage- 
ment and board recognized is the need to develop a capital im- 
provement program. Metro has adopted a CIP and put it in place. 
That program is now fully funded through the year 2000. It funds 
the normal replacement of buses, railcars, overhaul of those cars, 
and rehabilitation of facilities. 

I say it is fully funded. It is fully funded based upon the assump- 
tions of Section 3, Section 9, and flexible funding under ISTEA con- 
tinuing. We are dependent on continued federal capital assistance, 
as well as local jurisdictions continuing to contribute to that pro- 
gram. 

FEDERAL PLATFORM EDGE REQUIREMENT 

But as the plan stands now, in our estimates, it is fully funded 
except for one item. That one item was mentioned earlier by Con- 
gressman Wolf. The item is the platform edge modification that we 
are required to install in order to comply with ADA. 

We have not yet incorporated a platform edge modification into 
our capital improvement budget because we have not yet come to 
agreement with the Department of Transportation on this issue. 
One of the first things I did in the first month on the job was look 
at what I saw as the more pressing critical issues facing WMATA. 
The platform edge issue was certainly one of them. Last week I 
sent a letter to Secretary Peiia where I laid out some proposals to 
hopefully resolve this issue! 
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There has been an ongoing, lengthy dialogue between the De- 
partment of Transportation, FTA, and WMATA over how WMATA 
is going to deal with the platform edge situation. I might add I 
have a very serious concern about this. I also have a handicapped 
son who is mobility impaired. This is a personal issue for me. My 
son has tripped in stations with truncated domes. It is an issue 
very present on my mind. 

One of our concerns with truncated domes is the tripping hazard 
for the mobility impaired. WMATA is a relatively new system with 
one of the most unique platform edge systems in transit history. 
The 18-inch granite edge plus the lighting system helps the hear- 
ing impaired, as well as those that are low vision and not totally 
blind. We have asked DOT to grant us an exemption based on the 
uniqueness of the WMATA system. We have also offered an alter- 
nate proposal, which we think will provide the proper level of pro- 
tection for the visually impaired. I think you heard Congressman 
Wolf mention it earlier. We have asked for the ability to install 8 
inches of a flame cut or textured granite paver. 

We have a sample here at the table so you can see what it looks 
like. We have asked DOT to consider allowing us to put 8 inches 
of textured granite behind our existing 18-inch granite strip, so 
that we would have a total of 26 inches of granite, exceeding the 
required 24 inches. The textured granite provides a difference in 
the surface contour, as well as a color contrast with the redpaver 
tiles in the system. 

I just sent that letter over to the Secretary last week. We have 
not heard back, but are hopeful we are going to get a positive re- 
sponse. As soon as we get a response Eind can work out a compli- 
ance plan, we will take the actions necessary to put that item into 
our capital improvement program and expeditiously come into com- 
pliance with ADA. We are asking that this issue receive immediate 
attention, 

FAST TRACK PROGRAM 

The last budget I wanted to summarize quickly is the real reason 
we are here today. That is our rail construction program, or what 
is known as "fast track." This subcommittee has been briefed ex- 
tensively in the past about the fast track program, so I will not go 
into a great level of detail. This plan is designed to accelerate the 
completion of the last 13-and-a-half miles of the 103 mile Metrorail 
system. 

The fast track plan is designed to complete the system as quickly 
as possible, saving five years and $600 million. The reason we are 
here today asking for a $212 million appropriation this year is so 
that we can stay on our construction schedule. 

The good news I have is that this program is working and it is 
working well. We are on schedule; we are within budget. We re- 
cently awarded one of our major contracts for the Inner Green 
Line. The contract award is about $10 million under our estimate. 
We are taking advantage of very good bidding situations. We think 
that the budget and schedule are ambitious, but achievable. 

This program is funded 62-and-a-half percent by the federal gov- 
ernment and 37-and-a-half percent by the local governments. There 
is considerable local contribution in this program. 
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There are two key components of this plan that you need to keep 
in mind. One component is the continued and timely financial sup- 
port of the federal government, as well as the local governments, 
so that we can continue to build this plan on the schedule and 
achieve the savings we anticipate. 

The second is that since we are spending and obligating money 
quicker than the federal government or the local governments are 
providing it, the program is designed to use a $600 million letter 
of credit. 

If you look in my written testimony on Chart 3, you will notice 
that in fiscal 1995 we will have obligated almost a quarter of a bil- 
lion dollars more than the appropriations given to us by both the 
federal and local sources. We are only able to do this because of the 
$600 million letter of credit. 

The good news I have to tell you is that as of March 31, the sec- 
ond week I was on the job, Peter Benjamin and I, signed the letter 
of credit. It is now in place. We are ready to use it. The way our 
construction team is obligating funds we will use the line of credit 
this summer, even with the $212 million we are requesting. 

Again, the good news is the program is working, on schedule and 
within budget. We believe we will be able to complete this program 
as promised, five years ahead of schedule, saving over $600 million 
during this process. We are asking for your support today for our 
request for $212 million. 

That concludes my testimony. I have tried to make it as brief as 
I can, but we are available to answer any questions you may have. 

[The prepared statement and biography of Lawrence Reuter fol- 
lows:] 
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GOOD MORNING MR. CHAIRMAN AND MEMBERS OF THE 
SUBCOMMITTEE I AM PLEASED TO HAVE THE OPPORTUNITY TO 
PRESENT THE AUTHORITY'S FY1995 RAIL CONSTRUCTION 
APPROPRIATION REQUEST AND TO PROVIDE YOU WITH AN 
OVERVIEW OF THE AUTHORITY'S PROGRESS THIS YEAR. 

IN THE FIVE WEEKS THAT I HAVE SPENT IN MY NEW POSITION 
AS GENERAL MANAGER I HAVE BEEN IMPRESSED WITH THE 
SENSE OF MISSION THAT PERVADES METRO. MY PREDECESSOR, 
DAVID GUNN, WORKED DILIGENTLY TO MAINTAIN SERVICE 
QUALITY, PRESERVE EXISTING CAPITAL ASSETS AND COMPLETE 
THE 103-MILE SYSTEM AS SOON AS POSSIBLE. HE PUT INTO 
PLACE STRICT COST CONTROL MEASURES AND INSTILLED 
ACCOUNTABILITY IN THE METRO STAFF. I INTEND TO BUILD ON 
THAT LEGACY. 
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FAST TRACK CONSTRUCTION PROGRA M 

IN PREVIOUS YEARS YOU HAVE RECEIVED EXTENSIVE 
BRIEFINGS ON THE ACCELERATED CONSTRUCTION PROGRAM 
METRO HAS UNDERTAKEN TO COMPLETE THE 103-MILE 
METRORAIL SYSTEM. I AM PLEASED TO REPORT THAT THIS 
AMBITIOUS PROGRAM -- KNOWN AS FAST TRACK - IS ON 
SCHEDULE AND WITHIN BUDGET. THE AUTHORITY'S FY1995 
APPROPRIATIONS REQUEST IS FOR $212 MILLION TO MAINTAIN 
THE MOMENTUM OF THE FAST TRACK PROGRAM. 

I WANT TO TAKE A MOMENT TO REVIEW THE FAST TRACK 
PROGRAM OBJECTIVES SO THAT YOU CAN GAIN A SENSE OF HOW 
WE ARE DOING IN ACHIEVING OUR GOALS. THE FAST TRACK 
PROGRAM WAS DESIGNED TO COMPLETE THE REMAINING 13.5 
MILES OF THE 103 MILE METRORAIL SYSTEM WITHIN THE $1.3 
BILLION FEDERAL AUTHORIZATION, PLUS LOCAL MATCH. THE 
1990 METRO REAUTHORIZATION CONTINUES THE FEDERAL 
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COMMITMENT TO THE COMPLETION OF THE METRORAIL SYSTEM, 
SETTING THE FEDERAL SHARE AT 62.5 PERCENT AND THE LOCAL 
SHARE AT 37.5 PERCENT. THE AUTHORIZATION ENVISIONS 
FEDERAL APPROPRIATIONS WILL BE PROVIDED AT A STABLE 
LEVEL OF $200 MILLION ANNUALLY. THE APPROPRIATIONS 
NEEDED TO SUSTAIN THE FAST TRACK PROGRAM ARE DEPICTED 
IN CHART 1. 

FAST TRACK SAVES $600 MILLION OVER THE LIFE OF THE 
PROJECT IN INFLATION, INSURANCE AND OTHER OVERHEAD 
EXPENSES. CONSTRUCTION IS GREATLY ACCELERATED USING 
INNOVATIVE CONSTRUCTION TECHNIQUES, SHAVING 5 YEARS OFF 
THE PREVIOUSLY EXPECTED COMPLETION DATE. 

THE FAST TRACK PROGRAM PLACES A STRONG EMPHASIS 
ON BUDGET AND SCHEDULE. THE BUDGET (IN MATCHED 
DOLLARS) AND REVENUE OPERATING DATES FOR THE FOUR LINE 
SEGMENTS COVERED BY FAST TRACK ARE SHOWN IN CHART 2. 
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STATUS OF F^ST TRACK 

I WOULD LIKE TO PROVIDE YOU WITH A BRIEF STATUS 
REPORT ON THE MAJOR ACHIEVEMENTS OF THE FAST TRACK 
PROGRAM THIS YEAR. IN ORDER TO FULFILL THE REQUIREMENTS 
OF THE INTERSTATE COMPACT GOVERNING THE AUTHORITY, 
FUNDS MUST BE AVAILABLE BEFORE ANY CONTRACTS ARE 
AWARDED. WE ARE FAST APPROACHING THE POINT AT WHICH 
OUR PROGRAMMED OBLIGATIONS FOR THE FAST TRACK 
SCHEDULE WILL EXCEED AVAILABLE APPROPRIATIONS. THUS, 
WE HAVE UNDERTAKEN AN INNOVATIVE PRIVATE SECTOR 
FINANCING PLAN TO ENABLE US TO BORROW CAPITAL IN 
ANTICIPATION OF FUTURE APPROPRIATIONS. 

DURING THE PAST YEAR WE HAVE ACHIEVED SEVERAL 
MILESTONES IN OUR RAIL CONSTRUCTION PROGRAM, INCLUDING: 
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o OPENING THE GREEN LINE FROM FORT TOTTEN IN THE 
DISTRICT TO GREENBELT, MARYLAND. THIS NEW 
SERVICE ADDED 4 STATIONS AND 7.9 MILES OF 
SERVICE. THE METRORAIL SYSTEM NOW HAS A TOTAL 
OF 74 STATIONS AND 89.5 MILES IN SERVICE. THIS WAS 
THE LAST SEGMENT FUNDED UNDER THE 
STARK-HARRIS AUTHORIZATION. 

o BREAKING GROUND ON THE RED LINE BETWEEN 
WHEATON AND GLENMONT IN MARYLAND. 

o EXECUTING A FULL FUNDING GRANT AGREEMENT AND 
BREAKING GROUND ON THE INNER GREEN LINE 
SEGMENT FROM U STREET IN THE DISTRICT TO FORT 
TOTTEN NEAR THE DISTRICT/MARYLAND LINE; 
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o EXECUTING THE FOURTH AND FINAL FULL FUNDING 
GRANT AGREEMENT WITH THE FEDERAL TRANSIT 
ADMINISTRATION FOR THE BRANCH AVENUE LINE 
LOCATED IN THE DISTRICT OF COLUMBIA AND 
MARYLAND; 

o CLOSING ON A LINE OF CREDIT FOR $600 MILLION TO 
GIVE US THE CAPABILITY TO ENTER INTO CONTRACTS 
IN ADVANCE OF FEDERAL APPROPRIATIONS AND TO 
BORROW AMOUNTS NECESSARY TO PAY 
CONTRACTORS IN ADVANCE OF RECEIPT OF FEDERAL 
FUNDS. THIS WILL PERMIT US TO BUILD ON THE 
OPTIMAL CONSTRUCTION SCHEDULE WHILE ALLOWING 
CONGRESS TO APPROPRIATE AT THE $200 MILLION 
ANNUAL RATE, AS RECOMMENDED IN THE 
ADMINISTRATION'S FY1995 BUDGET REQUEST. 
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IT IS CRITICAL TO THIS FUNDING ARRANGEMENT THAT 
FEDERAL FUNDS BE PROVIDED AS PROJECTED, SINCE 
IT IS THAT STEADY AND PREDICTABLE RATE THAT 
UNDERPINS THE BANKS' WILLINGNESS TO EXTEND 
CREDIT; AND IT IS THE TIMELY RECEIPT OF FEDERAL 
FUNDS THAT ALLOWS US TO REPAY THE CASH 
BORROWED UNDER THIS CREDIT FACILITY. 

FY1995 APPROPRIATIONS REQUEST 

AS INDICATED EARLIER IN MY STATEMENT, THE AUTHORITY 
IS REQUESTING $212 MILLION IN FY 1995 APPROPRIATIONS FOR 
RAIL CONSTRUCTION. THIS REFLECTS THE $200 MILLION WE HAD 
FORECAST FOR THIS YEAR, PLUS THE $12 MILLION OF THE FY 
1993 ADMINISTRATION REQUEST SUPPORTED BY THE AUTHORITY 
THAT WAS NOT APPROPRIATED BY THE CONGRESS. 

THE FY 1995 APPROPRIATION WILL BE USED FOR THE 
FOLLOWING ACTIVITIES: 
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FRANCONIA-SPRINGFIELD -- DURING FY1995 WE WILL 
COMPLETE CONSTRUCTION OF THE LINE SECTIONS, 
THE STATION AND THE PARKING STRUCTURE. 
TRACKWORK INSTALLATION WILL CONTINUE. WE WILL 
ALSO AWARD CONTRACTS FOR TRAIN CONTROL, 
TRACTION POWER AND COMMUNICATIONS. 

WHEN THIS SEGMENT OPENS IN 1997 WE EXPECT TO 
SEE A DRAMATIC INCREASE IN RIDERSHIP DRAWING 
TRAFFIC OFF THE CONGESTED 1-95/395 CORRIDOR. 

GLENMONT -- DURING FY1995 WE WILL CONTINUE 
CONSTRUCTION OF LINE TUNNELS, THE GLENMONT 
STATION AND THE RAIL CAR STORAGE YARD. WE WILL 
ALSO AWARD CONTRACTS FOR TRACKWORK 
PROCUREMENT AND SYSTEMWIDE WORK. 



915 



10 



THE COMPLFTION OF THE GLENMONT LINE AND YARD 
WILL ENABLE THE RAIL SYSTEM TO OPERATE MORE 
EFFICIENTLY AS WE MINIMIZE DEADHEAD MILEAGE AND 
INCREASE OUR RAIL CAR STORAGE CAPACITY. 

U STREET TO FORT TOTTEN - DURING FY1995 WE WILL 
CONTINUE CONSTRUCTION OF THE LINE TUNNELS AND 
THE COLUMBIA HEIGHTS AND GEORGIA AVENUE 
STATIONS. WE WILL ALSO COMPLETE TRACKWORK 
DESIGN AND INITIATE DESIGN OF TRACTION POWER, 
TRAIN CONTROL AND COMMUNICATIONS CONTRACTS. 

CLOSING THE GAP BETWEEN FORT TOTTEN AND U 
STREETS WILL ENABLE US TO SERVE NEW MARKETS 
AND GIVE RIDERS ON THE OUTER GREEN LINE FROM 
GREENBELT A THROUGH TRIP TO DOWNTOWN 
WASHINGTON, WITHOUT BEING FORCED TO TRANSFER 
AT FORT TOTTEN. 
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BRANC H AVENUE -- DURING FY1995 WE WILL CONTINUE 
REAL ESTATE ACQUISITION AND WE WILL COMPLETE 
FINAL DESIGN OF THE STATION AND LINE CONTRACTS. 
WE WILL ALSO INITIATE DESIGN OF THE TRACKWORK 
AND TRACTION POWER CONTRACTS. 

BY OPENING THE BRANCH AVENUE LINE, WE WILL BE 
ABLE TO SERVE THE FEDERAL WORKFORCE AT 
ANDREWS AIR FORCE BASE, THE U.S. BUREAU OF THE 
CENSUS, THE U.S. NAVY, THE SMITHSONIAN, AND THE 
SUITLAND FEDERAL CENTER. 

AS SHOWN IN CHART 3, BY THE END OF FEDERAL FISCAL 
1995, WE WILL HAVE RECEIVED $1.1 BILLION IN FEDERAL AND 
LOCAL FUNDS, AND EXPECT TO HAVE OBLIGATED OVER $1.3 
BILLION IN TOTAL FUNDS, OR ROUGHLY 60 PERCENT OF THE $2.1 
BILLION TOTAL PROJECT COST. THE DIFFERENCE BETWEEN THE 
TWO AMOUNTS REPRESENTS FUNDS THAT WILL BE SUPPORTED 
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BY THE LINE r? CREDIT THE EXCELLENT FEDERAL vSUPPORT WE 
HAVE RECEIVED FROM THIS SUBCOMMITTEE, AS WELL AS THE 
ENTIRE CONGRESS AND THE ADMINISTRATION HAS ENABLED US 
TO ASSURE FINANCIAL INSTITUTIONS OF SOLID FEDERAL 
SUPPORT TO COMPLETE THE 103 MILE SYSTEM. 

THE ADMINISTRATION'S SUPPORT OF THE FAST TRACK 
PROGRAM HAS RESULTED IN EXECUTION OF ALL FOUR FULL 
FUNDING AGREEMENTS AND INCLUSION OF $200 MILLION FOR 
METRORAIL CONSTRUCTION IN ITS FY1995 BUDGET. WE ARE 
EXTREMELY APPRECIATIVE OF THE COMMITMENT CONGRESS AND 
THE ADMINISTRATION HAVE MADE TO COMPLETING THE 103-MILE 
SYSTEM, USING THE FAST TRACK APPROACH. 

IT IS CLEAR THAT THE ACCELERATED CONSTRUCTION 
PROGRAM IS YIELDING GREAT DIVIDENDS. THE CURRENTLY 
FAVORABLE CONSTRUCTION BIDDING CLIMATE, COUPLED WITH 
OUR EFFORTS TO EXPEDITIOUSLY RESOLVE CONSTRUCTION 
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CLAIMS, IS SPEEDING THE DELIVERY OF RAIL SERVICE TO MANY 
TRANSIT DEPENDENT POPULATIONS THROUGHOUT THE REGION. 

OPERATING BUDGET 

WE ARE ALSO REDOUBLING OUR EFFORTS TO CONTROL 
OUR OPERATING COSTS. THIS IS BECOMING INCREASINGLY 
IMPORTANT AS FEDERAL, STATE AND LOCAL FUNDING BECOME 
MORE CONSTRAINED IN FY1995. THE LOCAL SUBSIDY IS 
ACTUALLY REDUCED BY 1.4 PERCENT COMPARED TO FY1994; 
HOWEVER, THE LOCAL GOVERNMENTS IN THIS REGION WILL 
STILL BE PAYING $294 MILLION IN 1995 TO COVER METRO 
OPERATING COSTS NOT COVERED FROM FAREBOX REVENUES 
AND OTHER SOURCES. 

THE AUTHORITY'S FY1995 OPERATING BUDGET MAINTAINS 
HIGH QUALITY METRORAIL AND METROBUS SERVICE WITHOUT 
REQUIRING AN ACROSS-THE-BOARD FARE INCREASE. BY 
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CONTINUING TO STREAMLINE OPERATIONS AND CONSTRAIN 
STAFFING, OPERATING COSTS INCREASE ONLY 3 PERCENT IN 
FY1995, COMPARED TO THE PREVIOUS YEAR, DESPITE A 10 
PERCENT EXPANSION OF THE RAIL SYSTEM. AS SHOWN IN CHART 
4, STAFFING FOR FY1995 WILL BE 8,596 POSITIONS, ALMOST 
EQUAL TO FY1988 LEVELS, ALTHOUGH DURING THIS TIME 
METRORAIL SERVICE HAS GROWN 28% (AS MEASURED BY 
RAILCAR MILES), WITH ONLY A SLIGHT REDUCTION IN BUS MILES. 

ONE COMPONENT OF OUR COSTS IS FEDERALLY 
MANDATED PROGRAMS, INCLUDING AMERICANS WITH 
DISABILITIES ACT (ADA) COMPLIANCE AND INCREASED DRUG 
TESTING REQUIREMENTS. IN FY1995, THE AUTHORITY WILL 
SPEND APPROXIMATELY $5 MILLION IN OPERATING COSTS IN 
ORDER TO COMPLY WITH NEW FEDERAL MANDATES, AND WE 
FACE POTENTIALLY SUBSTANTIAL CAPITAL COSTS ASSOCIATED 
JUST WITH COMPLYING WITH THE PLATFORM EDGE 
REQUIREMENTS OF ADA. 
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OUR OPERATING COSTS ARE PROJECTED TO INCREASE BY 
$20 MILLION COMPARED TO FY1994 AND OUR COST RECOVERY 
RATIO FOR FY1995 WOULD RISE TO 55.6%, UP FROM 53.6% IN 
FY1994. OUR EXCELLENT COST RECOVERY RATIO REFLECTS 
SEVERAL FACTORS, NOT THE LEAST OF WHICH IS MARKETING OF 
NEW PASSES, EMPLOYER TRANSIT SUBSIDIES AND IMPROVED 
SERVICE RESULTING FROM CLEANER BUSES, ENHANCED 
SATURDAY SERVICE, IMPROVED ESCALATOR/ELEVATOR 
MAINTENANCE AND A MORE RELIABLE BUS AND RAIL FLEET. 

CAPITAL IMPROVEMENT PROGRAM (CIP) 

THE AUTHORITY'S FY1995 CAPITAL IMPROVEMENT PROGRAM 
IS PART OF A LONG RANGE REHABILITATION PROGRAM DESIGNED 
TO ENSURE THAT THE SIZEABLE PUBLIC INVESTMENT IN METRO 
FACILITIES AND EQUIPMENT IS MAINTAINED TO CONTINUE 
QUALITY SERVICE DELIVERY AND SAFETY. THE TOTAL COST FOR 
THE 1993-1999 CIP IS $823 MILLION. 
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WE HAVE MADE SUBSTANTIAL PROGRESS IN FY1994 IN 
UPGRADING OUR RAIL FLEET, MODERNIZING OUR BUS FLEET AND 
IMPROVING OUR PHYSICAL PLANT. THIS FISCAL YEAR WE HAVE 
REBUILT 134 ROHR CARS, INCLUDING REPLACING THE 
PROPULSION SYSTEMS TO ACHIEVE ENERGY AND COST SAVINGS 
AND ARE PURCHASING 139 STANDARD BUSES AND 25 
ARTICULATED BUSES, USING FLEXIBLE ISTEA FUNDS 
TRANSFERRED FROM MARYLAND, VIRGINIA AND THE DISTRICT OF 
COLUMBIA, AS WELL AS SECTION 9 GRANTS AND BOND 
PROCEEDS. 

WE ARE EXTREMELY PLEASED THAT THIS YEAR WE WERE 
ABLE TO WORK IN CONCERT WITH THE DEPARTMENT OF 
TRANSPORTATION TO REFINANCE OUR ONE-THIRD SHARE OF $997 
MILLION IN OUTSTANDING TRANSIT REVENUE BONDS. BASED ON 
AGREEMENTS WITH OUR LOCAL JURISDICTIONS TO CONTINUE 
THE CURRENT LEVEL OF PAYMENTS, THIS PERMITTED US TO 
GENERATE $56 MILLION IN SAVINGS TO APPLY TOWARDS OUR 
CIP. 
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WHILF OUR CIP IS CURRENTLY FULLY FUNDED, THIS LEVEL OF 
FINANCIAL SUPPORT IS EXTREMELY DEPENDENT ON CONTINUED 
FEDERAL SUPPORT OF SECTIONS 3 AND 9 AND THE WILLINGNESS 
OF THE JURISDICTIONS IN THIS REGION TO CONTINUE TO PROVIDE 
ISTEA FLEXIBLE FUNDS. IT IS CRITICAL THAT WE REMAIN 
COMMITTED TO MAINTAINING METRO'S CAPITAL PLANT AND 
FACILITIES. UNDERINVESTMENT IN REHABILITATION AT THIS 
POINT COULD HAVE THE EFFECT OF SERIOUSLY ERODING OUR 
SERVICE LEVELS. 

CONCLUSION 



YOU HAVE MY PLEDGE THAT METRO WILL REDOUBLE ITS 
EFFORTS TO BRING THE 103 MILE SYSTEM IN ON BUDGET AND ON 
TIME. THE MOST CRITICAL ELEMENT NEEDED TO KEEP THE FAST 
TRACK PROGRAM PROGRESSING IS REGULAR FEDERAL 
APPROPRIATIONS AT THE $200 MILLION LEVEL. 
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THF STEADY SUPPORT OF THE ADMINISTRATION AND THE 
CONGRESS WILL ALLOW US TO KEEP OUR CREDIT FACILITY IN 
PLACE AND TO CONTINUE BUILDING AT AN OPTIMAL RATE. 

WE GREATLY APPRECIATE THE SUBCOMMITTEE'S PAST 
SUPPORT. WE ARE VERY PLEASED TO BE ABLE TO 
DEMONSTRATE THAT THE FAST TRACK PROGRAM IS INDEED 
YIELDING THE TAXPAYER SAVINGS AND TIME BENEFITS WE 
PROMISED. I WOULD BE HAPPY TO ANSWER ANY QUESTIONS. 



79-406 O - 94 - 30 
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LAWRENCE G. REUTER 

General Manager 
Washington Metropolitan area transit authority 



Lawrence G. Reuter brings more than two decades of varied public and private sector 
transportation experience to the Washington Metropolitan Area Transit Authority where 
he assumed the position as General Manager on March 10, 1994. 

He began his career with the Auto Train Corporation of Sanford, Florida, where, over 
a period of eleven years, he moved from Project Engineer to Vice President of 
Operations. In 1982 he became the chief operating officer for an interurban rail rapid 
transit system when he was appointed General Superintendent of the Staten Island 
Rapid Transit Operating Authority in New York. After two years he was made the 
General Manager for Staten Island at the New York City Transit Authority, expanding 
his responsibilities to include the Staten Island Surface bus fleet as well as the rail 
system. 

Mr. Reuter's management achievements in Staten Island led to his appointment as the 
Vice President of Surface Transportation at the New York City Transit Authority, which 
placed him in charge of the city's 3,600 bus fleet, 13,000 bus employees, twenty one 
depots and five overhaul shops. His next position at NYCTA, Vice President for Rapid 
Transit, gave him responsibility for all subway operations. Before leaving New York 
City, he was Senior Vice President of Operations, managing a budget in excess of $2 
billion and 43,000 employees, and the daily operation and maintenance of 3,800 buses, 
6,200 subway cars and their supporting infrastructure. 

In 1991 Mr. Reuter was made the General Manager of the Santa Clara County 
Transportation Agency in San Jose, California. As the Chief Executive Officer for 
county transportation, he had responsibility for the management of county highways, 
general aviation airports and public transportation. Among his principal 
accomplishments during his tenure in San Jose, he completed the County's first light rail 
system and successfully negotiated a three-county joint purchase of a commuter railroad 
from the state of California. He held this position for three years prior to his 
appointment as General Manager at WMATA. 

Mr. Reuter earned a Bachelor of Science Engineering degree from Florida Technological 
University in Orlando, Florida. 
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Mr. Carr. Well, I thank you, and I have some comments and 
questions, but I note that my good friend and colleague from Vir- 
ginia has a schedule conflict so I will yield to Mr. Wolf now for 
whatever comments he would like to make. 

EMPLOYEE TRANSIT BENEFITS 

Mr. Wolf. Mr. Chairman, thank you very much. I appreciate 
that. There are two other meetings taking place. One is a meeting 
of the ranking members with Mr. Obey at 2 o'clock, and then an- 
other meeting, so thank you very much. 

I will be quick and maybe I can get yes or no answers and then 
ask more questions for the record. 

I had a series of office hours and town meetings last week, and 
several enlisted military personnel came to see me urging that 
DOD participate in the transit benefits program. 

Do you have any comments about that, why DOD is not partici- 
pating in that, or are you meeting with the Secretary to talk about 
that? 

Mr. Reuter. I am not aware of that at this time, Congressman. 
I don't know if Peter — or we will find out. 

Mr. Benjamin. No. 

They certainly have the option of participating in the Metrocheck 
and Metropool programs. 

Mr. Wolf. But they are not and a lot of them are enlisted men 
and women, E-5's, E-3's, E-6's, that do not really make a lot of 
money. They live out in Mr. Hoyer's area; they live down in 
Woodbridge and Dale City. They want to participate in the pro- 
gram and DOD has not signed up. 

I would suggest 

Mr. Reuter. We will get a meeting with DOD. We encourage 
people to use the Metro system, we really do. 

Mr. Benjamin. We even have ads in our trains aimed at uni- 
formed personnel suggesting that they approach their personnel of- 
fices to try to get them involved in our Metrocheck program. 

Mr. Wolf. I thought there was some stumbling block keeping 
them from participating. 

Mr. Benjamin. Not on our part. 

Mr. Reuter. Peter is right. I was on a train this morning. We 
have an ad especially designed for military personnel. We will 
check and give you an answer back. 

Mr. Wolf. If you will do that. 

[The information follows:] 

Public Law 103-472, the Federal Employees Clean Air Incentives Act, authorizes 
the U.S. military to participate in transit benefit programs. In response to this new 
law, WMATA staff contacted officials in each military branch and Metropool mate- 
rials were deUvered to them. The Department of Defense (DOD) is currently con- 
ducting a national assessment of the impact of this benefit on military personnel, 
especially with regard to the differing requirements and benefit levels around the 
country. The DOD plans to commence planning in June, 1994, and WMATA is con- 
fident that a national program for military personnel will be implemented. 

SAFETY AND SECURITY 

Mr. Wolf. Secondly, the safety issue, the situation with Tom 
Sherwood's son, and many others. That one just sticks in my mind 
because of the name. That was at Dupont Plaza, I believe. 
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Mr. Reuter. Yes, sir. 

Mr. Wolf. You are going to have to be sensitive to this, as I 
know you will. And by the way, I want to welcome you to the com- 
mittee for the first time. 

Mr. Reuter. Thank you. 

Mr. Wolf. I look forward to working with you for many, many 
years. 

But systems in New York have gotten bad reputations and peo- 
ple do not ride them. The same has happened in certain segments 
of Philadelphia. Can you talk a little about safety at all the stops? 

Mr, Reuter. I have taken a fairly close look at that on the first 
month on the job. WMATA has an excellent safety and crime 
record. If you compare us with the other systems, we have the best 
safety record there is. 

With that said, any crime and any safety infraction is a concern 
to us because it hurts our ridership and jeopardizes what we are 
in business to do. Whenever we have those types of activities occur 
on a system, we look closely and investigate them to see if there 
is any type of pattern or things we can do to try to accommodate 
or alleviate some of those concerns. 

Our police department responds very swiftly in dealing with 
those types of issues and we bolster security in certain areas along 
the system as we try to curb any increasing crime. Most of the in- 
crease in crime in the WMATA system is in parking lots. Vandal- 
ism of cars is our biggest concern. 

Mr, Wolf. New CarroUton, some in Vienna. 

Mr, Reuter, That is right. But as you know, we have policemen 
out on bikes now, 

Mr. Wolf. I did not know. 

Mr, Reuter. We do. They wear yellow shirts. They are very visi- 
ble and that makes them more effective. 

Mr. Wolf. Do they go on the train; ride it and get off? 

Mr, Reuter, Yes, and they use their bikes to patrol through the 
parking lots. That has become more effective at helping us to patrol 
some of the parking lots. 

Mr. Wolf. Are you checking with other systems around the 
country to see what they are doing? 

Mr, Reuter. Yes, in fact we sent our chief out to BART on a peer 
review of the BART system to look at how they deal with crime, 
and we are checking with all systems in the area. 

DAY CARE CENTERS 

Mr. Wolf. Good. 

Day care; Vienna. We included some bill language, and I think 
Maryland is ahead of us, are they not? We included language in a 
previous bill for day care at the Vienna stop. Any progress? Any- 
thing happening? 

Mr. Benjamin. We put together a program in which we offered 
to all of the jurisdictions the opportunity to put day care facilities 
at Metrorail stations, and we said that we would make land avail- 
able to them, would cooperate and would work with them in every 
way. The only jurisdiction that has taken us up on our offer has 
been Montgomery County, and they are just about to open up a day 
care center at the Shady Grove station. 
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We have had no expressions of interest from any Virginia juris- 
dictions. 

Mr. Wolf. So my amendment offered by a Member of Congress 
from Virginia has been used by Maryland. 

Mr. Benjamin. It was very effective. 

Mr. HOYER. We appreciate the help. 

RIDERSHIP EXPENSES 

Mr. Wolf. Well, we will look and see. 

The other issue, and then I will submit the rest for the record 
so Mr. Hoyer will also have time, well, there are two questions. 
They tie in. 

The operating costs. I think getting into this town has become a 
grim experience. I think the more that we encourage people to use 
Metro, the better. But the costs are getting so high, as we chatted. 
Oakton Drive to Vienna, you pay 

Mr. Reuter. Two and a quarter. 

Mr. Wolf. Two and a quarter; $2.90 to come in? 

Mr. Reuter. During peak, yes. 

Mr. Wolf. Two dollars and ninty cents to go out. 

Mr. Reuter. Yes. 

Mr. Wolf. That's tough for a single parent, two kids. I think we 
are seeing the ridership reaching a certain point where it is too ex- 
pensive. I see what Fairfax County now did with regard to the bus 
system which puts a burden on the other areas. I think I am going 
to offer a bill to reopen the Metro compact. 

The staff provided yesterday a list of the wage scales, which is 
not here, and you are up at the top. 

Mr. Reuter. We are number six. 

Mr. Wolf. Number six, and you have a 70 cent raise coming in. 

Mr. Reuter. In a few months, which will put us up to number 
three. 

LABOR RATES 

Mr. Wolf. Number three. I think — and this is not against the 
workers, because I think we have to pay labor a good salary — but 
I think we are kind of bumping up against a certain point. And 
what do you call it in the Metro business, the 

Mr. Reuter. Elasticity? 

Mr. Wolf. And I think we are going to see it. I am hearing it 
again. At the office hours, people came up to me and said, I can 
barely afford to come in; I couldn't find a parking spot at Metro at 
Vienna. And if you do not get to Vienna by 8 o'clock, you are in 
deep trouble, probably even 7:30, and I think we are going to have 
to look at that. 

Hopefully, we can look at it in a bipartisan, noncontroversial way 
so that labor will not feel threatened, but if we see the hourly cost 
on top of the health benefits on top of the other things, I just think 
the total costs are going to bring us down. 

And Fairfax County, which I cannot be critical of because it is 
in my district, and I understand, but I think people are going to 
bail out of the bus system. What we may end up having is a Metro- 
rail system. 
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Let me tell you I think you all do a good job and I think it is 
a safe, efficient, clean, well run system. Not perfect, but nothing is 
perfect. But do you have any thoughts about that? Because I now 
see articles in the paper, I saw one in The Washington Post, The 
Washington Times, where the people of Greorgetown said now they 
would like to have a stop. Well, they had an opportunity and they 
passed. 

And then as you extend the lines in and Greorgetown swings to- 
ward Metro — Greorgetown and Tyson's Comer missed an oppor- 
tunity, I think. Had I been involved in it, I think Metro should 
have gone to Tyson's Comer and Greorgetown. I know Mr. Hoyer is 
having the same problems in his area. The suburbs are moving far- 
ther and farther out and we want people to use it and yet I am 
afraid we are just reaching the price point where people are being 
driven back to their cars. 

Mr. Reuter. I think it is a very critical question for us right now 
and one of my priorities. 

I began at Metro just as Virginia jurisdictions began to privatize 
service on a large scale. Currently, we are number six on our hour- 
ly rate of pay. We will become number three on our wage rates be- 
cause of a contract that has been negotiated. When you look at our 
overall costs, though, either as a cost per hour or cost per rider, we 
number 16 or 17 in the country. That is because we have very good 
internal cost controls in other areas. 

With that said, we still have to be competitive. We have to be 
able to deal in the environment we live in. One of the things we 
have to look at is that we operate two types of bus systems. We 
run an inner city, urban service in Washington, D.C., and a more 
suburban express type in outlaying areas. We need to have certain 
flexibilities applicable to different types of bus service. 

For example, the service in the Hemdon-Reston area provides for 
two peak periods. They provide service in the very early morning 
and the afternoon. There is a lot of dead time. Our work rules do 
not necessarily accommodate that type of situations. There are 
things we must look at and address. 

Mr. Wolf. I know, and I think they are going to have to. I would 
ask you to be sensitive. We will talk to your staff about putting to- 
gether some language, and the other thing is make sure — we 
should take advantage of Mr. Linton's expertise. I don't know if he 
is here now. Excuse me, there you are. The IVHS idea. We are get- 
ting complaints of trains coming to the West Falls Church stop at 
8:03 and the bus left at 8:02, and so the tie-in. 

Thank you very much, and I yield to the gentleman from Mary- 
land, and I will submit the rest of the questions. 

Mr. Carr. I thank the gentleman. 

Mr. Wolf. With a wage rate of $17.64, Metro ranks near the top 
of transit systems nationwide in terms of labor cost. Last year, you 
testified that your labor costs comprise 80 percent of your operating 
costs. 

BINDING ARBITRATION 

As you know, I have contemplated legislation which would alter 
the compact with respect to binding arbitration. This may put you 
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on the spot, but would the removal of binding arbitration be helpful 
to Metro's labor negotiations? 
[The information follows:] 

Yes, the elimination of binding arbitration could change the parties' approach to 
contract negotiations. The parties tend to come to the bargaining table with contract 
modification proposals that are unreasonable in anticipation that if they go to arbi- 
tration, the arbitrator's decision wiU result in as much or more that could have been 
realized in the negotiations. 

OPERATOR SALARIES 

Mr. Wolf. What are the current average salaries for bus drivers 
and station operators? 
[The information follows:] 

The current average salary for bus operators and station managers is based on 
the employee's top hourly rate, plus an average longevity increase of 3.5 percent and 
an hourly guarantee of forty hours per week (overtime is not included since it is 
worked voluntarily and is not guaranteed). 

Bus and rail operators' average salary is $38,000. 

Station managers' average salary is $36,000. 

LOCAL BUS SERVICE 

Mr. Wolf. When Fairfax County recently decided to replace 
Metrobus service in the Reston/Hemdon area with a private bus 
company, three neighboring local jurisdictions offered Fairfax 
County cash to stay in the Metrobus system. Arlington, Alexandria, 
and Falls Church said that unless Fairfax County scrapped its 
plans, their own costs could go up forcing them too to privatize — 
a chain of developments which could lead to the breakup of the re- 
gional Metrobus system. 

In announcing its decision to hire a private contractor, Fairfax 
County officials said that Metro costs have spiraled out of control. 
They indicated that even though the county will pay $1.3 million 
annually for the buses and give up $500,000 in State transit assist- 
ance, the private service will still cost $700,000 less than Metrobus 
service. Given these potential savings cited by Fairfax County, how 
do you persuade other jurisdictions not to go down this path also? 

[The information follows:] 

The only way of persuading the local jurisdictions to continue with Metrobus as 
their service provider is by making Metrobus more cost competitive. By reducing or 
eliminating the cost savings that can be achieved by privatizing Metrobus service, 
we will be in a better position to promote the benefits and advantages of maintain- 
ing Metrobus as a regional service provider. 

REMOVAL OF BINDING ARBITRATION 

Mr. Wolf. Isn't Metro's high labor costs a central part of this di- 
lemma, and doesn't this also argue for legislation to remove bind- 
ing arbitration from negotiations? 

[The information follows:] 

Yes. WMATA's experience of interest arbitration dvuing the 1970's has resulted 
in cost of living adjustments that have contributed to todays high wage rate. 

METROPOOL USE 

Mr. Wolf. In reviewing a chart reflecting participation in the so- 
called "Metropool" program, it is obvious this program has experi- 
enced rapid growth. For example, in fiscal year 1992, there were 
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an estimated 30,000 employees (both government and private) par- 
ticipating in the program. In fiscal year 1994, as of March 28, you 
have approximately 50,000 employees participating. Also, in fiscal 
year 1992, you had 133 private sector and government accounts, 
compared with 510 today. 

Has any research been done to determine if the Metropool par- 
ticipants are employees who previously commuted to work via sin- 
gle occupant automobile? Or, are these employees who have 
switched from vanpools or HOVs? This is important from the 
standpoint of determining if the subsidy level is sufficient for lur- 
ing single occupant vehicles off the roads. 

[The information follows:] 

A September 1993 report issued by the United States General Accounting Office 
stated: 

"Three out of four federal employees who receive transit benefits from their agen- 
cies were already riding public transportation as their primary means of commuting 
to work before their agencies began participating in a transit benefit program. 
Among the 21 percent of transit benefit recipients who reported shifting their pri- 
mary means of commuting to pubUc transportation because of the availability of the 
benefit, nearly 60 percent previously commuted by driving alone, 16 percent were 
in carpools/vanpools, and 19 percent shared a ride with one other person." 

In January of 1994, Decision Data Collection, an independent market research 
firm, was contracted by WMATA to conduct an evaluation of the MetroPool pro- 
gram. The data collection for this study was completed on April 1, 1994, with 981 
MetroPool participants responding. Top Line results of these findings indicate that: 

7.1 percent started using the program prior to 1992, 31.4 percent during 1992, 
44.1 percent dvuing 1993, and 5.2 percent so far in 1994. The remaining 12 did not 
respond to this question; 

71.4 percent said that they began using the program as soon as it became avail- 
able at their place of work; 

21.8 percent indicated that prior to joining the MetroPool program, private vehicle 
was their primary mode of commuting; 10.1 percent said it was carpool or rideshar- 
ing and 2.4 percent indicated it was Vanpool service; 

A preliminary estimate indicates that between 40 and 45 percent of these re- 
spondents use more than one travel mode for a typical commuting trip; and. 

The availability of the MetroPool program had a great deal of influence on the 
decision to use mass transit for 43.5 percent of these respondents; some influence 
for an additional 23.5 percent; very little influence for 8.1 percent; and no influence 
at all for 22.4 percent. 

PROPOSED PARKING TAX 

Mr. Wolf. Mayor Sharon Pratt Kelly recently suggested an in- 
crease in the District's parking tax from 12 to 42 percent, as well 
as a $l-a-day levy on federal workers' District parking spaces. This 
was part of an attempt to reduce the District's subsidy payment to 
Metro. 

In a subsequent news article, Metro reacted warmly to this idea, 
indicating that this would result in an additional 3,000 riders a 
day. Can you explain to the Committee how you computed this po- 
tential ridership increase? 

[The information follows:] 

Under the proposed parking tax increase, the daily parking fee would increase by 
27 percent. Using a resistance factor of 0. 15 percent, it is estimated that 4 percent 
of the non-federal parking users would be lost to pubUc transit. Applying the 4 per- 
cent against the 75,000 non-federal parking spaces totals 3,000 parkers lost to pub- 
lic transit. For each 1 percent increase in price, it is estimated that there will be 
a corresponding loss of 0. 15 percent in customers. 

Mr. Wolf, It is one thing to offer an incentive, such as the $60 
monthly transit subsidy to employees, but a parking tax is the 
"stick" approach and I have a philosophical problem with it. For 
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one thing, with more women in the work force, I think there are 
many employees who feel a need to drive so that if there is a day- 
time problem involving the children, the employee can get quickly 
to the care provider, or the school, or the doctor's office. And until 
we have more onsite day care centers and/or telecommuting cen- 
ters, this is going to continue. Also, many commuters in the Wash- 
ington area simply do not live within close proximity to mass tran- 
sit service. Why should we penalize these commuters? 
[The information follows:] 

The number of women that drive and park in the central business district is very 
small compared to the total of all people who drive and park. The parking tax would 
be imposed on medium to high income persons, and companies that rent blocks of 
spaces for their employees. 

Metrobus and local government bus service is provided throughout the metropoli- 
tan area. There are very few areas not served by public transit. In some cases, a 
person may have to drive a short distance to a bus route. Also, metrorail provides 
almost 30,000 parking spaces at rail stations. Parking is still available at some sta- 
tions, and if the demand is there the local governments, together with the Author- 
ity, can construct additional parking facihties. We have already done this in Mary- 
land and Virginia. 

EFFECT OF PARKING TAX ON METRO 

Mr. Wolf. Also, wouldn't a tax proposal like this encourage the 
relocation of businesses out of the District? And couldn't that end 
up "costing" Metro some riders? 

[The information follows:] 

The federal government and Congress are located in the District of Columbia. As 
long as the power of the government is located in the District, many businesses that 
depend on the government will remain in the District. 

It should be noted that the Metro system extends into the suburbs; therefore, if 
some business relocate to the suburbs, the people may still be able to use the bus, 
rail or both for commuting. 

WINTER WEATHER EFFECTS 

Mr. Wolf. In a February article in the media, Metro officials in- 
dicated that mother nature had taken her toll on ridership, with 
thousands fewer people riding Metro due to harsh weather and 
shutdown workplaces. At that time, you indicated that the winter's 
legacy added up to a $2.5 million budget shortfall. 

Now that this season is hopefully behind us, do you have final 
numbers on the impact of the winter, both in terms of ridership 
and farebox receipts? 

[The information follows:] 

We finally had our last snowfall in early March. Based on the inclement weather 
inciirred from December 1993 to early March 1994, it is estimated that about 
2,260,000 trips were lost on Metrobus and $1,221,000 was lost in revenue. On Met- 
rorail, it is estimated that 1,390,000 trips were lost and $2,023,000 lost in revenue. 
Total bus and rail trips lost totals 3,650,000 and total lost revenue is $3,244,000. 

Mr. Wolf. Given a budget scenario that affords little wiggle 
room, what is your plan for this weather-induced shortfall? 
[The information follows:] 

Hopefully some cost savings we will be able to obtain this year will offset part 
of the weather-related costs. Local subsidies will have to increase to cover the re- 
maining budget overruns, although the local governments are allowed to delay mak- 
ing the extra payments for up to two years. 
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SAFETY AND SECURITY 

Mr. Wolf. The winter season of November, December, and Janu- 
ary also represented the most violent three months of Metro's 20- 
year history. In that three months, Metro had its first fatal shoot- 
ing of a passenger at a rail station, its first shooting of a passenger 
on a train, and the first fatal shooting of a transit police officer. In 
addition, two people were shot on a Metrobus when a man opened 
fire on them, a woman was harassed and blocked from leaving a 
train by teenagers, and another woman was assaulted by a group 
of teenage girls on a bus. Unfortunately, we probably cannot blame 
this on the weather. 

Is this a developing trend? Is the growing perception among area 
commuters that Metro is less safe than they thought cause for con- 
cern? 

[The information follows:] 

Certainly there have been some exceptionally unusual incidents on Metro re- 
cently, which reflect the increase in crime generally throughout the community. 
However, the mere fact that these incidents received such wide publicity and were 
so sxirprising to us all in evidence that Metro is perceived to be — and is — so safe. 
As far as we can determine, our riders retain that view. 

Mr. Wolf. Has this spate of recent incidents prompted a reevalu- 
ation of Metro's security strategies? Are there plans to "beef up" se- 
curity with perhaps more transit police officers and/or security 
equipment for trains, stations, and buses? 

[The information follows:] 

We constantly evaluate strategies and make appropriate adjustments to assign- 
ment of police personnel to respond to any changes in the patterns of incidents. 
There are no current plans to increase the number of police officers or security 
equipment. 

PARKING 

Mr. Wolf. One of the most common complaints that I hear from 
constituents is the lack of adequate parking spaces at certain 
Metro stations, such as the Vienna station. I recently corresponded 
with you concerning this problem and you indicated that, in the 
case of that station, you are in negotiations to acquire land to ex- 
pand parking. 

Could you bring the committee up to date on those negotiations 
and elaborate on what the problem is? Also, could you comment on 
this problem in general? It would seem that this is a critical issue 
in any attempts to attract more riders. 

[The information follows:] 

We are fiiUy cognizant the demand for parking at the Vienna station is well in 
excess of our supply. The Authority has worked with Fairfax County to find the con- 
struction by revenue bond issues the 1,865 space Vienna Station parking structure 
and the 1,281 space Huntington Station north parking structure. Over half of the 
parking revenue collected at Virginia stations is used to pay principal and interest 
on those bonds for the next 20 yesirs. Yet parking is still in short supply, especially 
along the Vienna Line; and demand continues to grow. 

The Authority has committed all of its construction resources to the completion 
of the 103 mile Metrorail system. Beyond the 103 mile system, we have unfunded 
needs for a yard on the Branch Avenue line. Further, we have unfunded needs for 
rail cars to operate the line. Before we can commit to the construction of additional 
parking capacity, beyond that identified on the 103 mile system inventory, we must 
complete the 103 mile system and address the other unfunded needs. 
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For these reasons the Authority is fully behind Fairfax County efforts to work 
with owners of a private development adjacent to the Vienna Station, to see if they 
will reopen a 400 space "temporary" parking lot as a commercial venture to provide 
additional parking at this station. This proposal was presented to the property 
owner partners, but they were not in fiill accord of the idea. Some of the partners 
are apparently concerned that the commercial parking operation could adversely im- 
pact plans to complete the planned development of the property. Fairfax County re- 
ports that there does not now appear to be any further interest in the commercial 
reopening of the lot. 

At this point in time the Authority's options are limited. We have already modi- 
fied the existing parking lots to create as much parking as reasonably possible with- 
out causing operational problems. We have previously committed a large portion of 
oxir parking revenue user fees to construct existing parking, so that option is not 
viable at this time. We have in the past used UMTA (FTA) Suburban Mobility Ini- 
tiatives Grant funds to construct parking facihties that had been unfunded, but that 
program is no longer available. 

While we recognize the parking capacity limitation and its constraint of access to 
the system by those patrons coming especiaUy from outside of the Metro service 
area, we have worked to enhance and promote other forms of Metrorail station ac- 
cess, principally via bus, that we hope will provide some relief to the parking short- 
age. For every existing parking patron residing in the Metro service area, we are 
able to shift to either Metrobus, Fairfax Connector or the City of Fairfax Cue Bus, 
we effectively create another parking space to serve the unmet demand. Likewise 
promoting other forms of Vienna Station access including kiss-and-ride, cabs, walk- 
ing or bicycle can also provide parking relief. At this time this is the extent of our 
ability to capture potential Metrorail ridership. 

Mr. Hoyer's Remarks 

Mr. Carr. Mr. Hoyer, do you have any comments or questions? 

Mr. Hoyer. Thank you for your generosity, Mr. Chairman. I am 
pleased to be here. 

Mr. Carr. Delighted to have the Chairman of the Treasury Post- 
al Subcommittee. 

Mr. Hoyer. I will say a few words and then I have a Labor 
Health hearing; Secretary Shalala is next door, and I am on that 
subcommittee as well. 

First of all, welcome. We are very pleased in this area, of course, 
to have you, real experience both on the east coast and west coast. 

We are very proud of this system, as you know. Mr. Carr's prede- 
cessor. Bill Lehman, called it "America's subway." I think most 
Members believe it is America's subway. Literally thousands of 
their constituents use this system, and I want to congratulate you 
and reiterate what you said about where we are in this system. 

The impending probability that we will complete this five years 
ahead of schedule, $600 million under budget, that is an extraor- 
dinary accomplishment I think, and David Gunn, your predecessor, 
I think was critical of that. As you know, Mrs. Turner was critical 
of getting us to the point where we had enough money to either be 
on schedule, or saving money, in any event. 

I think the $212 million, hopefully this Committee in a very, very 
tight environment will have the ability to sustain that level of 
funding, because, obviously, a savings of $600 million and then get- 
ting to the five years is premised on the continued level of funding. 

I want to thank Mr. Carr and congratulate Mr. Wolf, both of 
whom you will find, Mr. Reuter, are very strong supporters. Mr. 
Carr asks tough questions. That is his job. As he always is, he is 
concerned about how we spend the public's money; that is what we 
expect out of it. But he has been very supportive, and Mr. Wolf has 
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been a champion on this subcommittee and in the Congress and in 
his party, and in a bipartisan way we have worked on this. 

So, Mr. Chairman, I appreciate your giving me this opportunity 
to welcome, along with you, Mr. Reuter, to the Washington metro- 
politan area, to this responsibility, and say that I look forward to 
working with you to get us five years ahead of schedule and $600 
million under budget. 

Mr. Carr. Well, I thank you, and everyone knows that you, along 
with Mr. Wolf, are probably the most ardent supporters of WMATA 
in the Congress, and your advice and counsel has been gratefully 
received by this Committee. 

I think we will take a short recess for a vote and be right back. 
I wanted to indicate, though, that owing to the fact that there is 
a 2:30 meeting, we will have to be very short with remarks. We 
will be asking a lot of questions for the record. 

And because of our shortness of time, we hope to be marking up 
earlier than we normally do; I would ask that you answer those 
questions very quickly, if you would. 

Mr. Reuter. Positively. 

Mr. Carr. We will take a short recess right now. 

[Brief recess.] 

EXTENSIONS TO THE 103 MILE SYSTEM 

Mr. Carr. I would like to talk to you about recent press reports 
that indicated that metro transit officials have asked local jurisdic- 
tions to recommend possible extensions to the 103 mile systems. 
Are these reports accurate? 

Mr. Reuter. Yes, as part of the authority's long range planning, 
looking towards the year 2010 or 2020, the board asked our former 
General Manager, Dave Gunn, to contact the local jurisdictions to 
see what their interests are. 

I must point out that it is our clear priority to complete the 103 
miles. The Board's initiative is long-term range planning to look at 
all bus and rail transportation improvements through the year 
2010 and beyond. 

Mr. Carr. Exactly what information has been requested? 

Mr. Reuter. We have requested that the local jurisdictions give 
us a point of contact. It is envisioned that the point of contact 
would identify corridors and transportation improvements that 
need to be revised. It has really only gotten to the point of getting 
contacts at this time. 

Mr. Carr. Is one of the major reasons for discussing additional 
expansion that part of the current engineering and planning staff 
figure they may be out of work in a few years? 

Mr. Reuter. It is a fact that when we complete the system their 
work will be done. That is not really the reason to be looking for 
future expansion. We are really looking for transportation demands 
and needs far in the future. 

A transportation plan for 2010 and beyond is not going to resolve 
the immediate problem our construction staff faces that we are 
going to be completing the system in five years. That is something 
we will have to deal with. We will have to deal with the fact that 
we are going to complete the system, and have this talented staff 
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on board that does the design and construction management. This 
is not going to be solved with the planning exercise. 

Mr. Carr. You know that Washington Metro is the largest rail 
project that has been constructed since the advent of the Federal 
Transit Administration and its predecessor UMTA, approximately 
30 years ago. With interest rates included, the total cost to the fed- 
eral government for the system will exceed $10 billion. Would it 
not be more in the national interest to determine which commu- 
nities have the greatest need and if funding is available to address 
those needs rather than trying to expand the Washington system? 

Mr. Reuter. That is really what this is about. This is not to say 
it is necessarily going to be the Washington metrorail system. This 
planning exercise involves consulting with all of the jurisdictions, 
including Maryland, Virginia, as well as the District. We will be 
looking to see what are the transportation needs for the region. It 
is not yet determined that those needs are going to be met by Met- 
rorail at this time. The recommendations could be rail, bus or other 
transportation improvements. There is no predetermined conclu- 
sion already as to what, if any, of those transportation methods 
would be. It is really just a planning process to start identifying 
those and evaluate them. 

LONG RANGE PLANNING 

Mr. Carr. I know you can put a good face on it. And I am not 
here to dispute that. The thing I would like to tell you in the 
strongest possible terms, as Mr. Hoyer said, I am a supporter of 
Metro, but there is a limit. And I think I speak for most people in 
America, and I hope Mr. Linton would pay attention to this, too, 
WMATA has had an extremely privileged position concerning mass 
transit in this country. It has had a line item appropriation. Chi- 
cago, Los Angeles, New York, Atlanta, Houston, Dallas — and all 
other cities, do not have line items. They all would love to do fast 
track. They could do more with less money if we could give them 
fast track dollars. They do not get it, but WMATA gets it, 

WMATA has had an incredibly privileged position. It has bene- 
fited from the notion, as Mr. Hoyer said, that it is America's sub- 
way system. While portions of it may be America's subway system, 
riding in Virginia from Vienna to Ballston is not. It is local trans- 
portation. 

I think we, as Americans, across the country, have been very, 
very generous with WMATA, The generosity has to have a limit. 
There has to be a day when WMATA does not ask to extend its 
privileges. I get worried when I hear people asking for yet another 
extension. We have another community that would like to be on 
line. We have another this. We have so on and so forth. And now 
as your own testimony points out, even under fast track you have 
now a desire to get into the rail mod portion of the budget. 

Now, I think everyone here knows that the rail mod part of Sec- 
tion 3 was at least initially designed not with the WMATAs in 
mind. Section 3 rail mods were for the cities of Chicago and New 
York and Philadelphia that built their systems on their own, with 
their local dollars and their local capitalization. And when it came 
about that we had an urban mass transit act and we had section 
3, it was felt that systems that had been built on their own dollars 
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would require some rebuilding and that they ought to be able to 
get a piece of the action. 

In those early days it was not contemplated that new systems fi- 
nanced with section 3 would try to get rail mod money after they 
were 20, 30 years old, even though they may have needs, capital 
needs for maintenance and updating and other expenses. There is 
WMATA and MARTA and BART, and they are in there because 
when they run out of something they want to build there is some 
more something they want to modify. And I guess what I am doing 
is speaking for all the transit properties in America, except for 
WMATA, saying that the folks at WMATA have got to get it 
through their noodles that there has to be an end to this gravy 
train. 

I have been a supporter of WMATA, but I could very quickly turn 
into an opponent, an active opponent of WMATA. WMATA needs 
to figure out that there is a day when it stops asking. The govern- 
ment has been very generous and I supported the 103 system, I 
supported fast track, but I do not want it to go any further. If you 
want to plan for buses and things beyond that. Godspeed. But as 
far as this Member is concerned, there is nothing beyond 103 miles. 

Mr. Reuter. I hear you. We are only asking to complete the 103 
mile system and do the planning we think is prudent for the fu- 
ture. We hear you loud and clear as to where you are coming from. 

As I told you, our goal is to get the 103 miles done. We are abso- 
lutely steadfastly committed to that. We do not want this other 
talk that detracts from that. We do not want to mislead people. We 
are only asking for the necessary money now to complete the 
schedule we have laid out for the 103 mile system. That is our goal. 

Mr. Carr. I accept that and I want to back you up on that. If 
you have planners or engineers in your agency who think they are 
going to bootstrap themselves into jobs into the year 2020, tell 
them to forget it. There are not enough dollars and there are too 
many other communities in America that have taken a back seat 
while WMATA has been getting all the cash it needs as fast as it 
needs it. There is no other property in America that gets that and 
it seems to me that once 103 is hit, WMATA goes into the pool with 
everybody else and gets in line with everybody else, and I hope the 
administration would support that position. 

I would like you to make a couple of comments, Mr. Linton. I do 
have to go to a meeting with our brand new mayor of Detroit, who 
happens to be in town. I do not want to miss that meeting, so if 
you offered maybe one or two minutes and then we will close with 
your testimony. 

FTA Statement 

Mr. Linton. Sure, Mr. Chairman. I just want to say that the 
budget that we propose for WMATA is $200 million, which is con- 
sistent with our funding in 1994. We see this as also very consist- 
ent with our agreement to derive the total fast tracking from the 
$103 billion that was authorized in 1990. 

It is our anticipation that we will be able to complete the remain- 
ing $651 million balance of that authorization between the fiscal 
years of 1996 and 1999. 
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I would also like to commend the jurisdictions from WMATA. 
This is somewhat off the subject of our budget request, but they 
have recently transferred $20 million of flexible funds from high- 
way funds to purchase buses as part of their funding plan for their 
system. I would like to compliment the jurisdictions of WMATA for 
doing that and say that that is a good contribution to the system. 

[The prepared statement of Gk>rdon Linton follows:] 



940 



STATEMENT OF GORDON J. LINTON 

ADMINISTRATOR, FEDERAL TRANSIT ADMINISTRATION 

BEFORE THE SUBCOMMITTEE ON TRANSPORTATION AND RELATED AGENCIES 

COMMITTEE ON APPROPRIATIONS, U.S. HOUSE OF REPRESENTATIVES 

THURSDAY, APRIL 14, 1994 



Mr Chairman, and distinguished members of the Subcommittee, I am pleased to have 
the opportunity to appear before you today to discuss our budget proposal for the 
Washington Metropolitan Area Transit Authority's (WMATA) fiscal year 1 995 Metrorail 
construction program 

As a veteran of these hearings, having now commenced my second appearance before 
this Subcommittee, I would like to welcome on behalf of Secretary Pena and myself 
Mr. Lawrence Reuter who was recently sworn in as the General Manager of WMATA 
and who is making his first appearance before this Subcommittee. Our best wishes, 
Larry, as you undertake completion of the "Nation's Subway". 

Our proposal for Federal funding of Metrorail construction in FY 1995 totals 
$200 million which is derived entirely from the $1 .3 billion authorized under the 
National Capital Transportation Act Amendments of 1990. This is the same level of 
funding proposed by the Administration and appropriated by the Congress in FY 1994 
and continues the annual funding program vi^ich is required to meet the financial 
needs of WMATA's "Fast Track" construction plan. This appropriation would bring us 
to the approximate mid-point of funding for the final 13.5 miles of the Metrorail system. 
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It is anticipated that the remaining $651 million balance of the authorization will be 
required in fiscal years 1996 through 1999. 

Also, the President's budget requests a one-time appropriation of $664.7 million to 
repay the Federal Financing Bank for funds borrowed to retire the Federal 
government's two-thirds principal share of Metro construction bonds. This action has 
no budgetary scoring impact because it is an intergovernmental transfer. In 
conjunction with WMATA, which refinanced at a substantially reduced interest rate their 
one-third share of the original construction bonds, the goverment's bond refinancing 
transaction was completed in December of 1993 If we had not participated in the 
refinancing at this time, and assuming that the existing annual interest cost of 
approximately $50 million was continued to the maturity of the bonds in the years 
2012-2014, the aggregate interest cost would have amounted to a total of $986 million. 

I wish to note at this point that Federal funding of the initial 89.5 miles of the Metrorail 
system has been completed and that the final segment of this construction program, the 
extension of the Green Line from Fort Totten in the District of Columbia to Greenbelt in 
Prince George's County, was opened for revenue service on December 11, 1993. This 
massive, $7.4 billion construction program, which began with the award of the first 
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Metrorail construction contract in December of 1969, was completed on time and within 
budget consistent with the terms of our 1986 Full Funding Grant Agreement 

In February of 1 994 we executed the last of four full funding agreements for the 
remaining 13.5 miles of the system This last agreement covers the Branch Avenue 
line and provides a Federal commitment of $563 million for construction of this 
extension. 

Thus, between September of 1992 and February of 1994, full funding agreements have 
been executed for the Franconia/Springfield line in Fairfax County, the Glenmont line 
in Montgomery County, the Mid-City line in the District of Columbia and the Branch 
Avenue line in the District and Prince George's County. These agreements, including 
funds for necessary upgrading of the rail system operations control center, provide a 
Federal commitment of $1 .3 billion toward an estimated total construction cost of $2.1 
billion. 

At this point in the construction program. Federal funds in the amount of $450 million 
have been approved through fiscal year 1994 which, with local matching funds, 
provides for a $720 million design and construction program. To the great credit of 
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WMATA staff and the fast track methodology, $380 million of matched funds have been 
put under contract as of today. By early June of this year additional contracts will have 
been let for a total of up to $530 million of Metrorail construction underway. This pace 
of contractual obligations will accelerate significantly upon completion of final design 
activities and the undertaking of construction of the Branch Avenue route. And, 
WMATA has in place their $600 million credit facility which will in the future enable the 
letting of construction contracts in advance of the receipt of Federal funding. This is, 
in fact, the essence of Fast Tracking. 

And finally, although not related to the Metrorail construction program, I would like to 
note that WMATA's jurisdictions - the District, Maryland and Virginia - have contributed 
$20.4 million of flexible funds available under ISTEA for WMATA's bus replacement 
program. We look forward to a growing contribution of flexible funds to the Washington 
metropolitan area's transit needs in future years and compliment the junsdictions for 
their efforts to date. 

Mr. Chairman, that concludes my prepared statement. I would be pleased to respond 
to any questions. 
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Mr. Carr. With that, I would thank you, and I am sorry that the 
hearing is a Httle short today. I did want to get into the platform 
edge issue and a few other things but perhaps at a later time we 
will have a briefing with the Members of the Committee. There will 
be additional questions for the record. 

Mr. Reuter. Fine. 

Mr. Carr. All right. 

Mr. Reuter. Thank you. 

FAST track progress 

Mr. Carr. As noted in your statement, the President's fiscal year 
1995 budget request includes $200 million for WMATA's construc- 
tion program, keeping the effort on the fast track. The overall effort 
remains within schedule and under budget, is that correct? 

[The information follows:] 

Yes, that is correct, the fast track program is on schedule and within budget. 

CONSTRUCTION MANAGEMENT 

Mr. Carr. Last year, the Acting Administrator of the Federal 
Transit Administration stated his belief that WMATA had im- 
proved an already excellent construction management effort. Mr. 
Linton, would you agree with that assessment? 

[The information follows:] 

Yes, WMATA's fast track construction program for the remaining 13.5 miles of the 
rail system is on time and under budget. By June of this year, some $530 million 
of construction will be underway out of the $2. 1 billion total construction program. 
The three segments ciirrently under construction are approximately $50 million 
under budget at this time. 

The construction program for the first 89.5 miles, with an estimated completion 
cost of $7.4 bilhon, is projected to have an under-run of $5.8 million when all con- 
struction claims are settled. 

WMATA has undertaken an aggressive effort to close out old claims, some of 
which date back to the 1970's. These actions have freed funds held in reserve for 
claims and allowed WMATA to be a better customer of the construction industry by 
reducing bids. 

BID RESULTS 

Mr. Carr. Do recent construction contracts indicate there is still 
an excess of capacity? How do the number of bidders and amounts 
of bids compare with WMATA estimates? Do you have an estimate 
of the amount of contract savings? 

[The information follows:] 

The Authority has been receiving favorable bids on its contracts, which would 
seem to indicate there is an excess of construction capacity. As of the end of March 
1994, the estimated amount of contract savings is $49 million. This will help to fund 
the purchase of rail cars and the construction of the Branch Avenue Yard. The fund- 
ing available in the reauthorization enacted in 1990 was insufficient to cover these 
costs associated with the 103 mile system. 

INFLATION RATES 

Mr. Carr. Information provided in last year's hearing indicates 
that WMATA has assumed an annual inflation rate of 5.5 percent 
for fiscal years 1992 to 2000. On the basis of actual experience in 
the last year or two, have those figures been revised? 

[The information follows:] 



945 



The Authority's inflation index has been revised to incorporate the actual inflation 
rates for 1992 and 1993. The annual forecast through the year 2000 remains at 5.5 
percent. This rate is consistent with long-term financial forecasts being used in the 
construction industry. 

Mr. Carr. How do the inflation assumptions affect WMATA's 
construction budget? 

[The information follows:] 

The original estimates for the fast track program were in cm-rent dollars (1989) 
which were escalated using WMATA's inflation assvmiptions. As the program devel- 
ops, these estimates are refined based on actual bids and projected project costs are 
adjusted accordingly. 

Mr. Carr. To the extent that actual inflation is less than as- 
sumed, are resources made available for other purposes? 
[The information follows:] 

Any savings due to lower bids on contracts, reflecting reduced inflation, help to 
fund the purchase of rail cars and the construction of the Branch Avenue Yard. The 
funding available in the reauthorization enacted in 1990 was insufficient to cover 
these costs associated with the 103 mile system. 

Mr. Carr. For the past three years, what is the dollar impact of 
the difference between assumed and actual inflation in the con- 
struction program? 

[The information follows:] 

As of the end of March 1994, the estimated amount of contract savings is $49 mil- 
lion, which is a measure of inflationary pressures. This will help to fund the pur- 
chase of rail cars and the construction of the Branch Avenue Yard. The funding 
available in the reauthorization enacted in 1990 was insufficient to cover these costs 
associated with the 103 mile system. 

OBLIGATION RATES 

Mr. Carr. What are actual 1993 and 1994 obligations for the fed- 
eral contribution to the construction program? 

[The information follows:] 
The actual obligations for the fast track program foUow: 

Total federal and local obligations 

Million 

WMATA fiscal year 93 (July 1, 1992-June 30, 1993) $67.1 

WMATA fiscal year 94 (July 1, 1993-June 30, 1994) 1 251.0 

1 Obligations are for period July 1, 1993 through March 31, 1994. 

BOND REFINANCING 

Mr. Carr. Last November the Department of Transportation and 
Washington Metro refinanced certain bonds of the Metrorail sys- 
tem that will save hundreds of millions of dollars in interest 
charges. Please briefly explain the details of the refinancing pack- 
age, including the anticipated savings that will accrue to the fed- 
eral government and to WMATA. 

[The information follows:] 

Between 1972 and 1975 the Authority issued $997 million of federally guaranteed 
bonds that matured between 2012 and 2015. The bonds, which were taxable because 
of the federal guarantee, carried interest rates between 7.30% and 8.35%. 

The Department of Transportation was responsible for repaying two-thirds of in- 
terest and principal, while the Authority was responsible for one-third. In November 
1993 the Authority issued tax-exempt debt to refund its one-third share and in De- 
cember 1993 the Department of Transportation borrowed its two-thirds share from 
the Federal Finance Bank. The guaranteed bonds were then called for redemption 
on January 1, 1994 which ended the federal guarantee. 
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Federal interest costs were reduced by about $11 million annually or more than 
$200 million over the remaining life of the bonds. The Authority's debt service costs 
remained constant as the interest rate savings were capitalized by issuing addi- 
tional bonds. 

When the guaranteed bonds were redeemed, the sinking fund that had been es- 
tablished to pay the Authority's one-third share of principal on the guaranteed 
bonds was liquidated and to the extent not needed to redeem bonds, was used to 
fund the Capital Improvement Program. 

Mr, Carr. When will the refinancing savings be realized and to 
what purpose will they be applied? Press reports have indicated the 
savings to Metro are $30 million. Information supplied by WMATA 
claims the savings to be $61 million. Your statement says $56 mil- 
lion was saved. What is the correct number? 

[The information follows:] 

The savings were realized when the guaranteed bonds were redeemed. The sav- 
ings have beien applied to help close the shortfall in the capital improvement pro- 
gram. The savings were $56 nullion.The $61 million in the capital improvement pro- 
gram reflects interest accrued on the amount saved. 

CAPITAL IMPROVEMENT PROGRAM 

Mr. Carr. Information provided last year indicated a shortfall of 
$149 million in Metro's capital improvement program. Information 
supplied to the Committee this year indicates no shortfall in the 
CIP. How has the shortfall been addressed? 

[The information follows:] 

The overall CIP was not reduced because of the shortfall. Projected increases in 
funding have served to cover the shortfall. The CIP is now fiilly funded, reflecting 
proceeds received through the refinancing of the Authority's transit revenue bonds 
as well as additional funding attributable to the increased federal sections 3 and 9 
appropriations. 

Mr. Carr. Part of the shortfall was made up by the proceeds 
from the bond refinancing, is that accurate? What is the source for 
the rest of the shortfall identified last year? 

[The information follows:] 

The Capital Improvement Program funding projects include $61 million in pro- 
ceeds and projected interest income from the refinancing of the transit bonds and 
the balance is provided by increased federal funding levels of sections 3 and 9 au- 
thorized tmder ISTEA. 

AMERICANS WITH DISABILITIES ACT COSTS 

Mr. Carr. Nationwide, the estimated annual cost for transit 
properties to comply with the Americans with Disabilities Act 
ranges from $700 million to nearly $1 billion. What is WMATA's 
estimated annual compliance cost, by capital and operating ex- 
penses, if available? 

[The information follows:] 

The estimated annual operating costs are: 

Operating: 

Fiscal year: Million 

1994 $2.9 

1995 4.6 

1996 7.9 

1997 10.5 
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CAPITAL 

Over the next four fiscal years, it is estimated that we will spend approximately 
$9M on capital expenses. ($8M for wheelchair lifts, $500K for station signage and 
other enhancements, and $500K for miscellaneous items). 

The costs for the platform edge detection system and an electronic, visual public 
address system are not included in the estimate. 

PARATRANSIT SERVICE 

Mr. Carr. WMATA was supposed to begin its paratransit service 
last month, but that schedule has slipped. What is the reason for 
the slippage and when is paratransit service now scheduled to 
begin? 

[The information follows:] 

The planned start-up date for MetroAccess, the WMATA Regional Paratransit 
System, was initially March 31, 1994. However, the start-up date was changed to 
May 16, 1994. The delay in start-up was caused by the lack of technically acceptable 
bids for contract carrier services. Acceptable bids were received for only two (2) of 
the six (6) zones that comprise our service area. Further procurement efforts re- 
sulted in the award of contracts for three (3) other zones. Montgomery County, 
Maryland, the zone for which there is no contract carrier, will use it contractors for 
intra-county trips. 

Despite this unfortunate delay, WMATA's is in compliance with the rules and reg- 
ulations for phase-in of paratransit service Implementation: 

§37. 135(d) "... fall compliance by no later than January 26, 1997 ... If the 
date for full compliance specified in the plan is after January 26, 1993, the plan 
shall include milestones, providing for measured, proportional progress toward full 
compliance." 

The WMATA plan includes milestones to phase-in paratransit service. 

Mr. Carr. How does WMATA intent to provide paratransit serv- 
ices? Will you buy vans and operate them or provide the service by 
contract? 

[The information follows:] 

The WMATA Regional Paratransit System will provide paratransit services 
through the cooperative efforts of existing paratransit service operated by some 
member jurisdictions. This service is called the "core" service. We will use contract 
carriers to augment the core service and also to provide service to areas in the re- 
gion where paratransit service is not currently provided. 

The member jvuisdictions that operate paratransit service will use their respective 
vehicles. The contract carriers will operate vehicles which they have purchased and 
leased to WMATA. 

Mr. Carr. Do you have any estimate of the cost per trip for para- 
transit service? 

[The information follows:] 

As the service has not yet begun, we do not have sufficient operating experience 
from which to obtain the necessary data to make such an estimate. 

Mr. Carr. How will WMATA decide if a person requesting para- 
transit service is eligible? 
[The information follows:] 

A person with a disability who wishes to apply for eUgibility must complete an 
appUcation and have it certified by a healthcare professional. WMATA uses an eligi- 
bility/certification process to evaluate all applications against the criteria estab- 
lished under the Ajnericans with Disabilities Act (ADA). Under the ADA, a person 
with a disability is eligible if he or she: 

1. is unable, as a resvilt of a physical or mental impairment, to get on, ride, or 
get off any vehicle on the transit system; or 

2. needs the assistance of a wheelchair lift or other boarding device and is able, 
with such assistance, to get on, ride, and get off an accessible vehicle but such a 
vehicle is not available on the route when the person wants to travel; or 
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3. has a specific unpairment-related condition which prevents travel to or from a 
bus stop or rail station. 

A person who is denied eligibility may to appeal the denial through the 
MetroAccess appeal process. 

Mr, Carr. What will WMATA charge riders for paratransit serv- 
ices? 
[The information follows:] 

Fares are determined by doubling the nondiscounted fare for travel between the 

Eoints of origin and destination using the fastest mode (Metrobus, Metrorail, or local 
us service). For example: 

If a trip would cost one dollar ($1.00) using Metrobus, that same trip would cost 
two dollars ($2.00) using MetroAccess. 

If a trip would cost one dollar and fifty cents ($1.50) using Metrorail, that same 
trip would cost three dollars ($3.00) using MetroAccess. 

Mr. Carr. Will WMATA have to raise fares charged to other rid- 
ers in order to cover the costs of paratransit service? 
[The information follows:] 

Until we get a better understanding for the demand, we do not anticipate raising 
fares. 

Mr. Carr. Will WMATA have to provide paratransit service in 
areas that currently are served by Metrorail and/or lift equipped 
buses? 

[The information follows:] 

Yes. For ADA eligible persons who cannot use accessible fixed-route transit, 
WMATA wUl provide service to points within three-quarters (Va) of a mile beyond 
the fixed-route systems (Metrobus, Metrorail, and local bus service). 

Mr. Carr. Of WMATA's total ridership, what is the estimated 
number of disabled riders? 
[The information follows:] 

WMATA does not maintain statistics on the number of riders who are disabled. 
However, we estimate that 36,000 people in the Washington metropolitan area are 
eligible for paratransit service and that by the year 1997 we will provide approxi- 
mately 514,000 paratransit trips per year. 

PLATFORM EDGES 

Mr. Carr. Federal regulations require all rail transit authorities 
to have in place by July 26, 1994, detectable platform edges for 
their "key stations." WMATA will not be in compliance as of July 
26. You have already had one request for consideration of equiva- 
lent facilitation rejected by the Federal Transit Administration. 
What is the status of the platform edge detectability issue? 

[The information follows:] 

The Authority intends to comply fully with the Americans with Disabilities Act 
(ADA). While ADA simply requires key and new rail stations to be fully accessible, 
the regulations go much further in mandating 24 inches of truncated domed plat- 
form edging. The Authority has made a commitment far beyond the legal require- 
ment by pledging that we will have an edge treatment that is consistent in all our 
rail stations, not simply in key and new stations. 

The Authority has requested an exemption from the truncated domed requirement 
based on our exemplary safety record. With the current 18 inch granite edge 
equipped with flashing lights there have been so few falls off the platform that the 
Volpe Center has said that we don't have enough data in this regard for it to be 
considered statistically significant. 

Should our request for an exemption be denied, we have proposed installation of 
either an eight inch strip of flame finish granite that matches our current edge or 
an eight inch strip of textured granite immediately behind the existing 18 inch 
granite edge. Either of these approaches will result in a platform edge system that 
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measiires a total of 26 inches. These approaches enable the Authority to preserve 
the flashing lights, maintain the exceptionally durable granite edge, provide consist- 
ency for the visually impaired, and furnish an extra measure of detectability. Fur- 
ther, the Authoritys Elderly and Handicapped Advisory Committee, comprised of 
members of the disability community, has publicly endorsed the use of a wider 
flame finish granite to resolve this issue. 

We are awaiting a response to the above proposal presented in the attached April 
6, 1994 letter to the Secretary of Transportation. 



M 
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Washington Metropolitan Area Transit Authority 



metro eoo Pmh street. NW Wasliington, DC 20001-2693 

(202)962-1234 




APR 6 1994 



The Honorable Federico Pena 

Secretary 

U.S. Department of Transportation 

400 Seventh St. S.W. 

Washington D.C. 20590 

Dear IVIr. Secretary: 

In assuming the post of General Manager I was pleased to learn that the 
Authority enjoys an excellent working relationship with the Department. It is 
clear that this Administration is very supportive of transit and that you have 
made a genuine effort to support the Washington Metro system. I intend to work 
diligently to continue this relationship. 

As the new General Manager, one of my priorities is resolving the platform 
edge issue our former General Manager, David Gunn, brought to your attention 
in his February 16th meeting with you. I want to reiterate the Authority's 
commitment to complying with the Americans with Disabilities Act and to 
ensuring the highest level of safety for all our passengers. 

Since I was not involved in the previous discussions between the 
Department and the Authority on this matter, I want to take this opportunity to 
cleariy state the Authority's current position. I have carefully reviewed the 
Authority's safety record and the voluminous correspondence with the 
Department on this issue. 

There are several factors that make the Metrorail system unique. The 
flashing lights embedded in the granite edge provide a warning to low vision and 
hearing impaired individuals - a feature to my knowledge not offered in any 
other transit system in this country. Further, the Authority's commitment to 
uniformity among its platform edges at 80 existing and planned stations is 
unparalleled in the industry. 
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Studies indicate that uniformity within one system is perhaps the most 
important factor in ensuring reliable accessibility and safety for the visually 
impaired. Given the fact that the law only requires platform edge systems in key 
and new stations, the visually impaired will inevitably find tremendous 
differences among platforms edges in other transit systems. Further, the visually 
impaired will be confounded by the variety of platform edge systems used in 
transit systems around the country. The Authority has made a commitment far 
beyond the legal requirement by pledging that we will have an edge treatment 
that is consistent in all our stations, not simply in key and new stations. 

The briefing I have received on the meeting you had with David Gunn 
indicates that three major approaches were discussed: 

1) Promulgating a new rulemaking on this matter, in view of the new 
information that has come to light. Both Authority and independent 
studies have revealed additional information on safety concerns, 
flammability and toxicity test results, and the implications of these 
products for elderly and mobility impaired individuals. I am enclosing 
results of the flammability and toxicity tests performed by an 
independent laboratory for the Authority. 

2) Granting the Authority an exemption, based on the uniqueness of 
Washington Metrorail's current edge detection system and the fact 
that the Authority has adopted a systemwide approach to platform 
edge detection. Our commitment to maintain uniformity throughout 
our system will significantly contribute to the safe passage of the 
visually impaired throughout this region. 

3) Allowing the Authority, as part of our voluntary compliance plan, to 
enter into an agreement with the Department to perform tests on 
various platform edge systems, with an understanding that based on 
the results of the tests the Authority will choose modifications to the 
existing platform edge system that are acceptable to the Department. 
As part of our agreement with the Department, we will mutually agree 
on the edge systems to be tested, the test criteria and the manner in 
which the tests are to be performed. 
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I would like to suggest a fourth approach to resolving this issue. I propose 
that the Authority install in aM Metrorail stations either an eight inch strip of flame 
finish granite that matches our current edge or an eight inch strip of textured 
granite immediately behind the existing eighteen inch granite edge. Either of 
these approaches will result in a platform edge system that measures a total of 
26 inches. These approaches enable the Authority to preserve the flashing 
lights, maintain the exceptionally durable granite edge, provide consistency for 
the visually impaired, and furnish an extra measure of detectability. Further, the 
Authority's Elderly and Handicapped Advisory Committee, comprised of 
members of the disability community, has publicly endorsed the use of a wider 
flame finish granite to resolve this issue. 

We intend to have an independent testing laboratory perform detectability 
tests on the two proposed 26 inch edge systems using the same criteria 
employed by the Voipe Center in their testing of platform edges. We expect 
these tests to be completed in six months, at which time we would apply for 
equivalent facilitation using the results of the tests. 

Our preliminary research has led us to conclude that it would be unwise to 
introduce a new material into our system. Our existing granite platform edge 
already provides contrasting color and texture to the red-tiled platform finish. 
To introduce a third material would create unnecessary confusion for the visually 
impaired. Further, we have found the granite to be the premium paving material 
for transit systems. Its durability is unequaled by any synthetic material. It is 
relatively low-maintenance and has a virtually unlimited useful life. We have 
therefore concluded that we strongly prefer to incorporate the current granite 
edge material into our compliance effort. 

We had been somewhat concerned that Federal Transit Administration (FTA) 
regulations require a difference in "resiliency" between the platform and the 
edge. This seemed to indicate that a synthetic edge material is necessary in 
order to achieve resiliency. However, a recent Federal Transit Administration 
Report, entitled Interim Summary of FTA's Detectable Warning Program, 
concludes that "The requirement that detectable warnings on interior surfaces 
shall differ from adjoining surfaces in resiliency orsound-on-cane contact should 
be changed to a recommendation." This report also states that "differences in 
resiliency do not significantly enhance under foot detectability of warning 
surfaces." This report clearly supports our view that granite is an acceptable 
platform edge material. 
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Given our unique platform edge detection system, we are formally 
requesting an exemption from the truncated domes edge requirement. IVIetrorail 
is unique because we have an existing edge detection system that has been in 
place for nearly 20 years and works well. We have an exemplary safety record 
with such a small number of falls off the platform that the Voipe Center has said 
that we don't have enough data in this regard for it to be considered statistically 
significant. 

The unique flashing lights provide a substantial benefit for those with low vision, 
as well as for the hearing impaired. We've received several comments and 
inquiries from individuals with these disabilities who strongly advocate 
maintaining the flashing lights to aid these segments of the disabled community. 

The tactile and color contrast between the red paver tiles and the granite 
edge, coupled with the flashing lights, provide a clear distinction and a proven 
warning system. As part of our exemption request, we would like to propose that 
the Authority pledge to: 

-- upgrade our station lighting (taking into 
consideration pertinent recommendations made by 
the Northern Virginia Council of the Blind); 

— substantially increase our mobility orientation 
program in order to reach a greater number of 
visually impaired and other individuals; and 

-• develop a comprehensive platform edge cleaning and 
maintenance program, in order to enhance the color 
contrast between the granite edge and the red 
paver tiles. 

Our preference among these four approaches is to receive an exemption 
based upon the unique nature of our existing platform edge system. An 
exemption would enable the Authority to use limited public resources for many 
other items of great benefit to the disabled, such as enhanced mobility 
orientation, upgrading our lighting, installing large type signage, purchasing an 
advanced electronic display signage system and instituting a comprehensive and 
continuing platform edge cleaning program. 
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Should our request for an exemption be denied, we believe the most 
responsible approach is to install an additional eight inch granite strip with either 
a flame or textured finish. As part of this alternative approach, we would be 
willing to provide the enhanced mobility aids discussed above, including 
improved lighting, additional mobility orientation training and a comprehensive 
and continuing edge cleaning program. 

We strongly urge you to grant us administrative relief through an exemption 
from this mandate. Alternatively, we request your serious consideration of the 
addition of an eight inch flame or textured finish granite strip, which would give 
us a 26 inch platform edge with enhanced detectability. 

You have my commitment that it is the intention of the Authority to be in 
full compliance with the Americans with Disabilities Act on all our existing and 
new rail stations. We must move forward expeditiously to accomplish that goal. 
I would appreciate a response prior to April 28, 1994, at which time we intend to 
seek WMATA Board ratification to proceed with testing. I would also be pleased 
to meet with you or your staff to discuss this issue further if you wish. 

I greatly appreciate the time and effort you have taken to work towards a 
resolution of this important issue. I look forward to working with you on the 
many challenging issues we face as we strive to provide quality transit service 
for the national capital region. 

Sincerely, 




Lawrence G. Reuter 
General Manager 
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Mr. Carr. Mr. Linton, does the FTA have even a preliminary 
opinion of WMATA's latest proposal? 
[The information follows:] 

We are preparing a recommendation to the Secretary, and we will be happy to 
provide you with a copy of the response to WMATA's proposal. 

Mr. Carr. What research is WMATA conducting on its new pro- 
posal? 

[The information follows:] 

WMATA is in the process of contracting with an independent laboratory to test 
proposed alternative configurations for detectability, including the existing 18" 
white granite platform edge, adding 8" of polished granite to the inside of the exist- 
ing platform edge, widening it to 26", and adding 8" of a textvu-ed granite material 
to enhance detectability, also widening the existing edge to 26". 

Mr. Carr. Is the research being conducted in a controlled experi- 
ment, or in an operation environment? 
[The information follows:] 

The test will be conducted in a laboratory environment in accordance with the 
protocol used by FTA consultants in determining the detectability of federally-man- 
dated truncated domes. 

Mr. Carr. When will the research be completed? 
[The information follows:] 
Testing should be completed by late summer. 

Mr. Carr. What is the estimated cost to WMATA to install the 
8-inch granite blocks at each station? 
[The information follows:] 

The cost to install the 8 inches of granite is estimated to be $140,000 per station 
and $11 million for the entire system. 

WMATA FUNDING NEEDS 

Mr. Carr. The President's 1995 budget request for Metro is $200 
million. Metro, however, would like an appropriation of $212 mil- 
lion, which would include a shortfall carried over from previous 
years. Information supplied by Metro officials indicates that the 
current estimate at completion for the entire fast track program is 
$30 to $40 million less than the approved budget. In addition, in- 
flation has been less than anticipated in Metro planning docu- 
ments. It is realized that situations change and much can happen 
in a multiyear, $2 billion program. However, wouldn't you agree 
that with those favorable indicators, the $12 million may never be 
needed? 

[The information follows:] 

The $12 million is needed in the early years of the construction program to reduce 
the amount of ftinding required from the credit facility for awarding contracts and 
for paying contractors. If these favorable indicators are sustained until completion 
of the fast track program, the $12.0 million and any savings woiild be needed to 
complete the Branch Avenue Yard and to procure additional rail cars. 

OPERATING ASSISTANCE 

Mr. Carr. The administration's 1995 budget for the Federal 
Transit Administration reflects a 25 percent decrease in the Fed- 
eral share provided for transit operating expenses. Under the ad- 
ministration's proposal, how much would WMATA lose in operating 
expenses compared with the current year? 
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[The information follows:] 

WMATA currently receives federal operating assistance of $16.1 million. A 25 per- 
cent reduction in this program would cost WMATA $4.0 million. 

Mr. Carr. Before leaving WMATA, your predecessor indicated in- 
formally to the Committee that although he didn't like the prospect 
of losing operating funds, since the administration's proposal would 
increase capital grants by three times the amount of the operating 
loss, he felt overall the proposal was beneficial to the authority. In 
this view, he appears to be in a distinct minority among transit op- 
erators. What is your assessment of the administration's proposal 
and its affect on WMATA? 

[The information follows:] 

As with many transit authorities, our next fiscal year budget is substantially de- 
veloped before the administration proposes its budget, and we are well into our fis- 
cal year before the Congress appropriates operating assistance. Thus, sudden reduc- 
tions in the level of federal operating assistance are incompatible with local financ- 
ing requirements. Over a longer term, and with sufficient notice, some transit agen- 
cies could accommodate such changes, and many would support proposals which in- 
crease federal capital contributions at a higher rate than operating assistance is de- 
creased. 

Since capital outlay occvirs so much slower than operating outlays, the differential 
in rates may permit as many as eight capital dollars to be appropriated for each 
operating doUar. To many of us with major capital needs, that would appear to be 
a good trade. If the budget process would allow it, permitting individual transit 
agencies to "trade in" eligible operating dollars for a higher number of capital dol- 
lars would provide an incentive for agencies to plan their budgets to take advantage 
of this option. If this were permitted, over time I would expect the amount of federal 
operating assistance to decline by the choice of the transit authorities. 

Mr. Carr. Assuming the President's proposal is adopted without 
change, does WMATA have a plan in place to make up for the re- 
duced federal operating assistance? 

[The information follows:] 

WMATA's fiscal year 1995 budget is extremely tight and contains no contingency 
or reserve fiinds. In the event that the administration's proposal is adopted, our only 
options would be to increase fares, reduce service, increase subsidies fi-om the local 
jurisdictions, or some combinations of these alternatives. 

Mr. Carr. The Committee was told last year that the local share 
of operating assistance in 1994 would be $294 million. This year, 
your statement indicates that the local share of operating assist- 
ance will again be $294 million in 1995. However, the comment ap- 
pears on page 15 of your statement that "operating costs are pro- 
jected to increase by $20 million compared to fiscal year 1994 . . ." 
Are these comments compatible with each other? 

[The information follows:] 

Yes, while costs have increased by $20 million, revenues are projected to increase 
approximately the same amount, holding subsidies constant. 

LABOR ISSUES 

Mr. Carr. Washington Metro has one of the highest paid labor 
forces in the country, with operators paid, on average, nearly $18 
per hour. With overtime added, some JVletro operators earn $60,000 
or $70,000 annually. Do you agree with those figures? 

[The information follows:] 

Yes. The top operator rate of $17.64 plus an average longevity increase of 3.5 per- 
cent produces an average hourly rate of $18.26. 
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Mr. Carr. Do you know how Metro operator wage rates compare 
with those of other authorities across the country? 
[The information follows:] 

WMATA is presently ranked number seven among bus operators' top hourly wage 
rates and fifth among train operators' top hourly wage rates. Effective May 1, 1994, 
a 4 percent wage increase will be applied that will move WMATA's bus operators 
into third place, and train operators will remain fifth. 

Mr. Carr. Including benefits and other compensation, what is 
the average cost of a fully loaded operator's hour? 
[The information follows:] 

The top-operator rate of $17.64 plus an average longevity rate 3.5 percent and an 
additional 34 percent in benefits equals an hourfy rate of $24.46. 

Mr. Carr, How many of Metro's employees belong to labor 
unions? When do the current contracts with the unions expire? 
[The information follows:] 

Approximately 7,500 of WMATA's employees are represented by unions. The cur- 
rent contracts expire as follows: Local 246, I.B.T. — Metro Transit Police— September 
30, 1994; Local 689, A.T.U.— April 30, 1995; Local 922, I.B.T.— April 30, 1995; Local 
246, LB.T.— Metro Special Pohce-September 30, 1995; and Local, 2, O.P.E.LU. (ex- 
pired June 30, 1994) is currently in arbitration. 

Mr. Carr. How much of Metro's total budget is represented by 
wages and benefits for employees? 
[The information follows:] 

In the authority's fiscal year 1995 budget, 77 percent of funding is for personnel 
cost and related fringe benefits. 

STAFFING REDUCTIONS 

Mr. Carr. Metro's 1995 staffing proposal indicates a decrease of 
233 positions from the 1994 level. 

How many of these positions reflect the privatization of bus serv- 
ice in Fairfax County, Montgomery County, and elsewhere, and 
how much is due to other factors? 

[The information follows:] 

Of the total reduction of 233 positions, 68 are directly attributable to the takeover 
of service in Fairfax, 25 due to Montgomery County reductions, and the remainder 
are largely administrative and reflect the completion of some capital projects. 

Mr. Carr. Will Metro have to resort to any furloughs or layoffs 
to achieve the lower personnel level? 
[The information follows:] 

Every effort will be made to avoid furloughs or layouts through placement of em- 
ployees in other positions for which they are qualified and through attrition. How- 
ever, it appears likely that certain job classifications, particularly bus operators, 
may require some layoffs to meet stamng requirements. 

BUS SERVICE PRIVATIZATION 

Mr. Carr. Earlier this year, Fairfax County decided to drop cer- 
tain Metrobus service and provide similar service with a private 
contractor. Although the isolated effect of that action may be to 
save Fairfax County approximately $600,000 annually, the total 
situation is complicated. Under a complex formula used to allocate 
costs in the Metrobus system, and reflecting actions by Montgom- 
ery County also to privatize certain bus routes results in net sav- 
ings to Fairfax County of only about $200,000, is that correct? 

[The information follows:] 
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Although Fairfax County would save $600,000 in direct contracting costs, their ac- 
tual savings are much less, since this figure does not include costs of contract mon- 
itoring, supervision, legal costs, planning, insiu^ance, and all of the other indirect 
costs included in the Metrobus subsidy numbers. 

Mr. Carr. Is it also correct that due to the allocation of overhead 
and other factors Arlington County will wind up pajdng more for 
the same level of service? 

[The information follows:] 

Yes. Under the cost allocation formula, a jvuisdiction can incur an increase in 
Metrobus subsidy without changing the level of service it provides if another juris- 
diction reduces its service. 

Mr. Carr. How serious a problem is the privatization of bus 
routes? Your predecessor was quoted in the press as saying: "The 
whole future of the [Metro] bus system is in jeopardy." Do you 
agree with his assessment? 

[The information follows:] 

There is Uttle doubt that Metrobus is at a crossroads. If there are no changes in 
Metrobuses current costs/procediu"es/poUcies there will be continued and probably 
accelerated expansion of privatization. This continued expansion of privatized local 
bus services will ultimately result in the disappearance of Metrobus as the regional 
service provider we see today. 

Mr. Carr. During the past five years, which jurisdictions have 
removed service from the Metrobus system? What has been the net 
impact of these actions in terms of dollars and people? 

[The information follows:] 

Over the past five years Alexandria, Fairfax, and Montgomery County have ex- 
panded their local bus systems by taking over the operation of selected Metrobus 
routes or trips. We do not have a record which will provide an estimate of the im- 
pact of these takeovers in terms of dollars and people because numerous other ac- 
tions which occxured generally at the same time as each takeover took place. 

Mr. Carr. Are you aware of any other bus routes that members 
of the Metro community are considering for privatization? 
[The information follows:] 

Given the impact of the Reston/Hemdon takeover and the increasing cost of 
Metrobus service, a number of jurisdictions are considering expanding their local 
bus operations or privatizing certain Metrobus routes. 

METROBUS FLEET 

Mr. Carr. The Metro system operates and maintains some of the 
oldest buses in the country. What is the current age of the Metro 
bus fleet and why was it allowed to get so high? 

[The information follows:] 

The current age of the Metrobus fleet is 10.2 years. The Metro Board has adopted 
a comprehensive Capital Improvement Program which includes annual purchases of 
150 buses per year until the average age is reduced to six years. 

Mr. Carr. What is Metro's plan to acquire new buses during the 
next five or six years? 
[The information follows:] 

New bus prociu^ment plans are as follows: 1994, 164; 1995, 150; 1996, 150; 1997, 
150; and 1998, 100. 

Mr. Carr. What assumptions have been made about federal sec- 
tion 9 and local funding to support this acquisition plan? 
[The information follows:] 
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The major portion of the acquisition costs are expected to come from flexible fund- 
ing provisions of ISTEA and local match on those funds. Only limited section 9 
funds will be utilized. 

Mr. Carr. What types of buses do you intend to buy? For exam- 
ple, how many will be articulated, how many other than standard 
40 foot, how many with low floors, et cetera? 

[The information follows:] 

Seventy-six (76) of the buses to be procured will be articulated. The balance will 
be standard forty (40) foot buses. All buses will be lift equipped. 

Mr. Carr. Do you intend to purchase standard diesel buses with 
particulate traps or will you buy alternatively fueled buses? What 
types of alternatively fueled buses are under consideration? 

[The information follows:] 

All new bus procurements will specify clean burning diesel engines equipped with 
catalytic converters. Particulate traps are no longer being manufactured. The Au- 
thority is continuing to study the feasibility of alternative fiiel buses. 

SOUTHEAST BUS GARAGE 

Mr. Carr. During last year's hearing there was discussion of the 
location for a maintenance garage to replace the existing southeast 
garage. Cost estimates for the various sites ranged up to $80 or 
$90 million. What is the status of the southeast garage replace- 
ment this year? When do you hope to have a site selected? 

[The information follows:] 

At the present time, WMATA has still not located a site for the replacement 
Southeast Garage. The Board is scheduled to discuss the issue at the April 28, 1994 
meeting, however, the prospect of finding a site in the near future is unknown. 

TRANSIT BENEFIT PROGRAM 

Mr. Carr. The transit benefit program, which allows up to $60 
per month tax free for application toward transit costs, continues 
in effect. Last year, you indicated that a formal survey would be 
conducted in the fall of 1993 to determine new rider conversions 
and participation rates. How many employees using Washington's 
Metro system do you estimate are beneficiaries of the transit as- 
sistance program? 

[The information follows:] 

The Authority has offered successful workplace transit benefits via its "MetroPool" 
program to the private sector since 1979.With the expansion of WMATA's MetroPool 
program to federal workers in July 1991, MetroPool now serves 89 federal agencies 
and 522 private sector businesses with an estimated 50,000 employees. 

"Metrochek", an exchangeable farecard voucher, was added in January 1993 in 
order to simplify employer administration. Metrochek allows easy employee access 
to 54 area transit organizations, all through the use of one fare medivmi. Employees 
today can access Metrorail, Metrobus, VRE MARC Rail, VPSI or WPA vanpools, 
DASH, Ride-On, CUE, Fairfact Connector, MTA buses and many more organizations 
all through Metrochek. 

Mr. Carr. What is your estimate of the additional amount of rev- 
enue that Metro is receiving due to the transit benefit program? 
[The information follows:] 

The Authority has an established revenue goal for fiscal year 1994 for the federal 
and private MetroPool programs of $7.6 million. As of March 31, 1994 revenue gen- 
erated from the MertroPool programs is $9.2 million. 

On September 1, 1993, the General Accounting Office released its report of the 
effectiveness of federal transit benefits offered under Section 629(a) of the Treasury, 
Postal Service and General (Jovemment Appropriations Act of 1991, Public Law 
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101-509. As reported, the federal modal shift of 21 percent is consistent with June 

1993 research performed on the private sector by the Washington MetropoUtan Area 
Transit Authority (WMATA). The WMATA data shows a 23.96 percent shift from 
single-occupancy vehicles to mass transit by private sector employees. Top line re- 
sults from the WMATA MetroPool participant research as of April 19, 1991 reflects 
a 21 percent modal shift for the federal and private sector. 

With a 21 percent shift to pubUc transportation, the annualized incremental reve- 
nue generated from the program is estimated at $1.9 million based on $9.2 million 
revenues as of March 31, 1994. 

Mr. Carr. What other information has been gained from the sur- 
vey? 

[The information follows:] 

Top line results from the WMATA MetroPool participant research as of April 19, 

1994 are summarized below. In total, 981 completed surveys were returned. The 
rate of response to this respondent-administered survey was approximately 33 per- 
cent. 

Of the 981 respondents who participate in the MetroPool program, 588 people (60 
percent) said they purchase fare media in the form of Metrochek vouchers. 

The vast majority of MetroPool participants (71.4 percent) said they began using 
the program as soon as it became available at their place of work. 

The modes of travel used by survey respondents to commute to and from work 
prior to joining MetroPool were: 

Percent 

Private vehicle 21.8 

Metrobus 34.1 

Metrorail 69.7 

The availability of the MetroPool program had a great deal of influence on the 
decision to use mass transit for 43.5 percent of these respondents; some influence 
for an additional 23.5 percent; very Uttle influence for 8.1 percent; and no influence 
at all for 22.4 percent. 

A shght majority (53.9 percent) would continue to use Metrobus/Metrorail at the 
same level as now, even if the MetroPool program were discontinued, whereas 43.2 
percent would reduce their use of Metro services. 

A decided majority of survey respondents (76.4 percent) said they have private ve- 
hicles at their disposal that they could use for commuting purposes on a regular 
basis. 

SAFETY AND SECURITY 

Mr. Carr. During the past year there have been several well 
publicized incidents of crime at and on Metro facilities, including 
the first fatality in the system's history. What is your assessment 
of the recent incidents of crime on the Metro system? 

[The information follows:] 

Instances of crime remain an anomaly in the Metrorail system, and we believe 
that both MetroraU and Metrobus remain relatively crime fee and safe for our pa- 
trons. In 1993, the statistical probabihty of a Metrorail passenger becoming a victim 
of a serious crime was less than 1 in 250,000 passenger trips. However, increases 
in the overall urban crime rate remain a significant concern, and we are certainly 
affected by the nature of the broader community. 

Mr. Carr. What additional security precautions has Metro un- 
dertaken to ensure the safety of its riders? 
[The information follows:] 

The deployment of officers, both uniformed and plain clothes, is based upon an 
analysis of criminal activity and objectionable conduct. Bicycle and motorcycle pa- 
trols have been added to augment foot beat officers, and are particularly effective 
in parking areas and around stations. 

Mr. Carr. How does Metro compare with other large public tran- 
sit systems in the country regarding crime incidents? 
[The information follows:] 
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On a serious crime per passenger trip basis, we are twice as safe as New York, 
almost three times safer than Atlanta, and ten times as safe as BART in San Fran- 
cisco. 

Mr, Carr. Provide statistics for the past five years showing num- 
bers of crimes, by category, committed on Metro vehicles and facili- 
ties. 

[The information follows:] 
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This chart lists crimes on Metro facilities for the past five years. 





1989 


1990 


1991 


1992 


1993 


Crime 


1,094 


918 


1.066 


1,056 


1,097 


Plaitn 
Crime 


1.473 


1.347 


1.429 


1,462 


1,546 



^art I Crimes: aggravated assault, arson, burglary, homicide, larceny motor vehicle thett, rape, 
robbery 



Part n Crimes: All other crimes 
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CAPITAL IMPROVEMENT PROGRAM 



Mr. Carr. Provide an updated chart similar to that appearing on 
page 1077 of the 1994 hearing volume regarding the capital im- 
provement program. 

[The information follows:] 
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OPERATING BUDGET 



Mr. Carr. Update the table appearing on page 1133 of the 1994 
hearing volume concerning WMATA's operating budget. 
[The information follows:] 
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FAREBOX RECOVERY 



Mr. Carr. Update the table appearing on page 1134 of the 1994 
hearing volume relating to farebox recovery rates. 
[The information follows:] 
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CARRYOVER FUNDING 



Mr. Carr. Provide information regarding carryover funding simi- 
lar to the data contained on page 1134 of the 1994 hearing volume. 
[The information follows:] 
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The information regarding carryover funding of federal and 
local funds similar to the data provided last year follows: 

89.5 Mile Work: Millions 

Contracts to be awarded $ 11.8 

Project Management for FY '95 & beyond 25.2 
Insurance: Management Fee for FY '95 

and beyond 19.4 

System Start-up .5 

Claims 44.6 

Modifications and contract closeouts 3.8 



Total 89.5 Mile Work (Federal & Local Funds) $ 105.3 



103 Mile Work; 



Van Dorn to Franconia-Springfield $ 78.9 

Wheaton to Glenmont 43.3 

U Street to Fort Totten 141.1 

Anacostia to Branch Avenue 93.2 



Total 103 Mile Work (Federal & Local Funds) $ 356.5* 



*The fiscal 1994 grants were approved by the FTA in February 
1994. By July 1, 1994, we anticipate obligating all of the 
carryover funds plus using a credit facility to implement the fast 
track program. 
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COMPARATIVE BUS OPERATIONS 



Mr. Carr. Please update the information appearing on page 1135 
of the 1994 hearing volume concerning comparative bus operations. 
If it is available, please include such data for additional authori- 
ties. 

[The information follows:] 
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* • VEHICLES OPERATED ♦ TOTAl OPERATIKG EXPENSE (DOLURS) ♦ VEEiaE HAIHTEHAIICE 

t * IN MAXIHDH ' tt«t««iiiii*t«titit*«t*ii*iiiiti*iilr**<««*tt*<l*t«i«it«*«i«t<i«i EXPENSE PER 

t * SERVICE » PER REVENUE * PER ONIINKED ♦ PER * REVENUE VEHiaE 

» TRANSIT SYSTEMS • » VEHICLE HOURS ♦ PASSENGER TRIP ♦ EMPLOYEE • HILES 

* » 1992 1991 * 1992 1991 * 1992 1991 * 1992 1991 ♦ 1992 1991 

*»****»***4i»»*»*«»**»»**»***t»*»**4»"»*"«*»***»**»**»»*»»**»»*"»«»»****»****»**»***""«******»***»*»»' **»»»**«»»»«*»****»* 

< i * t t t 



* SCRTD - LOS ANGELES 

* 




1897 


1968 ♦ 

* 


87.3 


71.3 




1.5 


1.2 ♦ 74615 

* 


65234 * 

t 


1.7 




» CTA - CHICAGO 




1791 


1796 * 


69.1 


49.8 




1.3 


0.9 * 70082 

t 


49722 ♦ 

* 


1.6 




» MBIA - BOSTON 

* 




753 


755 ♦ 

* 


84.4 


98.4 




2.0 


1.9 * 79921 

* 


67708 » 

* 


1.7 




* NJT - NEWARK 




1527 


1551 * 


83.6 


72.5 




3.0 


2.5 * 86179 


64867 ♦ 

* 


1.2 




• NYaA - NEW YORK 

i 


3050 


2963 * 


85.5 


72.7 




1.5 


1.2 ♦ 68687 

* 


56440 » 
t 


2.6 




» SEPTA - PHILADEPHIA 




1120 


1097 * 


79.6 


42.0 




1.6 


0.8 » 63625 


35671 * 


1.3 




* 

• PAT PITTSBURGH 


749 


730 * 


69.1 


53.3 




1.9 


1.4 * 53373 

* 


47050 * 

* 


1.0 




* METRO - SEAHLE 

* 


911 


840 ' 


109.2 


69.5 




2.9 


1.8 * 63920 

* 


41229 * 
t 


1.3 




* HMATA - HASH, D.C. 




1436 


1441 * 


82.1 


81.1 




1.7 


1.6 » 66224 


55162 * 


1.3 





RANKINGS (6) (5) (6) (2) (4) (4) (6) (5) (51 (4) 
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CAPITAL FUNDING SOURCES 

Mr, Carr. Please update the data appearing on 1136 of the 1994 
hearing volume concerning the sources of WMATA's capital funding 
budget. 

[The information follows:] 

Fiscal year 



Stark-Harris 

Reauthorization 

Less project management oversigtit 

Bus and rail improvements — section 9/3 

Total Federal 

Local match 

Total 



1994 


1995 Presi- 


WMATA 1995 


dent'! 


; budget 


request 


$0.2 




$0.0 


$0.0 


199.8 




200.0 


212.0 


(1.0) 




(1.0) 


(1.1) 


63.8 




63.1 


63.1 


262.8 




262.1 


274.0 


135.3 




135.2 


142.4 



398.1 



397.3 



416.4 



FISCAL YEAR 1995 CONSTRUCTION PROGRAM 

Mr. Carr. Please provide information on the fiscal year 1995 pro- 
posed construction program similar to that displayed on page 1136 
of the 1994 hearing volume. 

[The information follows:] 

The fiscal 1995 program is made up of $212 million from the reauthorization for 
work to complete the 103-mile system plus local match and a credit facility to imple- 
ment the fast track program. 

103 Mile Work: Millions 

Project Management $36.1 

Design: 

Glenmont .7 

Construction: 

Van Dom to Franconia-Springfield 15.0 

Wheaton to Glenmont 31.4 

U Street to Fort Totten 93.2 

Anacostia to Branch Avenue 79.4 

Total 255.8 

RAIL CONSTRUCTION OBLIGATIONS 

Mr. Carr. Please update the table appearing on page 1136 of the 
1994 hearing volume concerning obligations for rail construction. 
[The information follows:] 

The annual and cumulative obligations since the start of the rail construction pro- 
gram are: 

(In millions of dollars] 



Calendar year 



Annual 



Cumulative 



1969 $87.9 $87.9 

1970 126.1 214.0 

1971 285.8 499.8 

1972 513.1 1,012.9 

1973 318.9 1,331.8 

1974 510.9 1,842.7 

1975 395.7 2,238.4 

1976 427.4 2,665.8 

1977 324.1 2,989.9 

1978 336.5 3,326.4 

1979 328.4 3,654.8 

1980 359.4 4,014.2 
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[In millions of dollars] 



Calendar year Annual Cumulative 



1981 430.9 4,445.1 

1982 222.7 4,667.8 

1983 291.1 4,958.9 

1984 169.4 5.128.3 

1985 350.5 5.478.8 

1986 , 2083 5.687.1 

1987/ 301.3 5.988.4 

1988/ 394.7 6,383.1 

1989 302.2 6,685.3 

1990 246.2 6,931.5 

1991 150.7 7.082.2 

1992 142.6 7,224.8 

1993 284.2 7.509.0 

STATE AND LOCAL CONTRIBUTIONS 

Mr. Carr. Please update the table appearing on page 1137 of the 

1994 hearing volume concerning state and local funding contribu- 
tions. 

[The information follows:] 

TOTAL STATE/LOCAL CONTRIBUTIONS 

[In millions of dollars] 

r «•>!•>» Rail ' construe- Capital im- Operating » as- Debt serv- ,,. 
riscai year ,1^,^ program provements sistance ice 

1985 $47.5 $6.5 $164.4 $27.5 $245.9 

1986 364 4.3 179.7 27.5 247.9 

1987 31.3 9.2 188.0 27.5 256.0 

1988 25.7 7.6 195.7 3 27,5 256.5 

1989 22.0 6.4 209.9 27.5 265.8 

1990 6.1 7.3 220.8 27.5 261.7 

1991 7.0 7.3 245.6 27.5 287.4 

1992 57.3 7.6 251.5 27.5 343.9 

1993 91.9 9.5 254.5 27.5 383.4 

1994 119.3 17.7 265.5 27.5 430.0 

1995 126i 307 277.5 27.5 462.3 

1 Net of MMTA investment earnings. 

2 Net of Federal operating assistance. 

>Net of WMATA investment earnings applied to the $2.5 million Federal shortfall. 

LOCAL CONTRIBUTIONS 

Mr. Carr. Please update the table concerning contribution by ju- 
risdiction, similar to the information appearing on page 1138 of the 

1994 hearing volume. 
[The information follows:] 
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OPERATING ASSISTANCE 



Mr, Carr. Provide information on operating assistance for the 
last 12 years, indicating the amount of the annual percentage in- 
crease from year to year. 

[The information follows:] 



OPERATING ASSISTANCE OVER THE PAST 12 YEARS 

In millions of Percent In- 



Fiscal vear """'" 



crease 



1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 
1994 



$175.9 .. 




184.7 


5.0% 


182.9 


-1.0 


197.6 


8.0 


205.9 


4.2 


212.0 


3.0 


2261 


6.7 


236.9 


4.8 


2617 


10.5 


267.6 


23 


270.6 


1.1 


281.6 


4.1 



PERFORMANCE INDICATORS 



Mr, Carr. Please update the charts appearing on pages 1139 
through 1140 of the 1994 hearing volume concerning WMATA's 
Metrobus and Metrorail operations indicators. 

[The information follows:] 
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METRORAIL STATISTICS 

For the Fiscal Years 1990 through 1995 



1990 
ACTUAL 



1991 1992 

ACTUAL ACTUAL 



1993 1994 1995 

ACTUAL BUDGET APPROVED 



STATISTICS: 



RATIOS: 



Total Car Miles (000s) 

Revenue Car Miles (000s) 

Total Passengers (000s) 

Total Operating Cost (000s) 

Total Operating Revenue (000s) 

Total Operating Assistance (000s) 

Total Passenger Revenue (000s) 



38.339 42.228 42.614 

36,322 40.530 40.452 

145.025 147.077 145.446 

$243,978 $261,126 $286,722 

$186,126 $189,251 $209,303 

$57,852 $71,875 $77,419 

$170,899 $173,369 $195,856 



42.426 44.373 45,757 

41,501 42.828 44,196 

148.347 149.524 159,093 

$301,299 $318,846 $338,776 

$223,556 $228,604 $242,703 

$77,743 $90,242 $96,072 

$209,818 $213,604 $226,691 



Passengers Per Scheduled Car Mile 

Cost Per Scheduled Car Mile 

Cost Per Passenger 

Average Passenger Fare 

Operating Assistance Per Passenger 

Percent of Operating Assistance to Total Cost 

Percentage of Passenger Revenue to Total Cost 

Percentage of Total Revenue to Cost 



3 99 


3 63 


360 


3 57 


3 49 


360 


$6 72 


$6 44 


$7 09 


$7 26 


$7 44 


$7 67 


$1 68 


$1 78 


$1 97 


$2 03 


$2 13 


$2 13 


$1 18 


$1 18 


$1 35 


$1 41 


$1 43 


$1 42 


$0 40 


$0 49 


$0 53 


$0 52 


$0 60 


$0 60 


24% 


28% 


27% 


26% 


28% 


28% 


70% 


66% 


68% 


70% 


67% 


67% 


76% 


72% 


73% 


74% 


72% 


72% 
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METROBUS STATISTICS 

For The Fiscal Years 1990 Through 1995 



1990 
ACTUAL 



1991 
ACTUAL 



1992 
ACTUAL 



1993 
ACTUAL 



1994 1995 

BUDGET APPROVED 



RATIOS 



Total Bus Miles (CXX)s) 

Scheduled (budget) Bus Miles (OOOs) 

Total Passengers (OOOs) 

Bus Fleet Size (Year End) 1/ 

Sctieduled Buses (Maximum) 

Total Operating Cost (OOOs) 

Total Revenue (OOOs) 

Total Operating Assistance (OOOs) 

Total Passenger Revenue (OOOs) 

Passengers Per Scheduled Bus Mile 

Passengers Per Scheduled Bus 

Cost Per Total Bus Mile 

Cost Per Passenger 

Average Passenger Fare 2/ 

Passenger Revenue Per Scheduled Mile 

Operating Assistance Per Passenger 

Operating Assistance Per Bus-Total Fleet 

Percent of Operating Assistance to Total Cost 

Percentage of Passenger Revenue to Total Cost 

Percentage of Total Revenue to Cost 



50,260 


51,350 


50.154 


47,930 


46.998 


45,197 


51.152 


52.322 


50,782 


47.246 


46.076 


44,295 


140,295 


140.391 


136.051 


132.340 


132.610 


129 053 


1,706 


1,752 


1,564 


1,599 


1,467 


1,379 


1,396 


1,436 


1.361 


1,333 


1.305 


1.227 


$275,065 


$287,655 


$291,872 


$290,589 


$293,081 


$291 .285 


$96,102 


$95,682 


$100,653 


$98,743 


$100,521 


$97,617 


$178,963 


$191,973 


$191,219 


$191,846 


$192,560 


$193,668 


$88,722 


$89,539 


$93,880 


$92,080 


$93,581 


$89,959 



274 


268 


268 


280 


288 


291 


100.498 


97.765 


99.964 


99.280 


101.617 


105.178 


$5 47 


$5 60 


$582 


$6 06 


$6 24 


$6 44 


$196 


$205 


$215 


$220 


$2 21 


$2 26 


$0 63 


$064 


$0 69 


$0 70 


$071 


$0 70 


$173 


$171 


$185 


$195 


$203 


$2 03 


$1 23 


$137 


$141 


$145 


$145 


$1 50 


$104,902 


$109,574 


$122,263 


$119,979 


$131,261 


$140,441 


65% 


67% 


66% 


66% 


66% 


66% 


32% 


31% 


32% 


32% 


32% 


31% 


35% 


33% 


34% 


34% 


34% 


34% 



1/ Ready Reserve Included 

2/ Average is lower than base fare due to transfers and flash pass impact 
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BUS FLEET 



Mr. Carr. Please update the table portrayed on page 1141 of the 
1994 hearing volume regarding the bus fleet inventory. 
[The information follows:] 





BUS FLEET INVENTORY 
















Fiscal year 








1990 


1991 


1992 


1993 


1994 


Total bus fleet 


1,606 


1,658 

1,441 

217 

15.0 


1,564 

1,361 

203 

14.9 


1,492 

1,327 

165 

12.4 


1,450 


Scheduled buses 


1396 


1290 


Buses available for spares 


210 


160 


Spare ratio 


15.0 


12.4 









RIDERSHIP DATA 



Mr. Carr. Please update the rail and bus ridership data depicted 
on page 1142 of the 1994 hearing volume. 
[The information follows:] 
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AVERAGE WEEKDAY RIDERSHIP 



RAIL 



BUS 



January 1988 
January 1989 
January 1990 
January 1991 
January 1992 
January 1993 
January 1994 
Growth: 1993-1994 
Percent growth/loss 

March 1993 
March 1994 
Growth: 1993-1994 
Percent growth 

Fiscal year: 

1993 average weekday ridership thru March 

1994 average weekday ridership thru March 
Growth 

Percent growth 



464.100 


439,700 


501.600 


446.200 


498.000 


444,400 


507.000 


444,000 


491.000 


453,000 


532,000 


462,000 


472.000 


379,000 


-60,000 


-83,000 


-11.3% 


-18.0% 


508,000 


442,000 


543.000 


453,000 


35,000 


12,000 


-(-6.9% 


4-2.5% 


506,000 


442,000 


513,000 


431,000 


7,000 


-11,000 


-1-1.4% 


-2.5% 



ANNUAL RIDERSHIP BY FISCAL YEAR 





Metrobus 


Metrorail 


Total Transit 


1988 Actual 


138,635,000 


136,670,000 


275,305,000 


1989 Actual 


139,456,000 


144,013,000 


283,469,000 


1 990 Actual 


140,295,000 


145,025,000 


285,320,000 


1991 Actual 


140,391,000 


147,077,000 


287,468,000 


1992 Actual 


136,051,000 


145,446,000 


281.497,000 


1 993 Actual 


132,340,000 


148,347,000 


280,687,000 


1 994 Estimate 


132,610,000 


149,524,000 


282,134,000 


1995 Estimate 


129,053,000 


159,093,000 


288,146,000 
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The percent ridership loss between January 1993 and January 1994 is 11.3 
percent on rail and 18.0 percent on bus. The substantial ridership losses are due 
to the inclement weather (snow, ice and sleet) this January, and the resultant 
closing of government and private businesses on several occasions. Also, the 
presidential inaugural was held in January 1993, which artificially inflated last 
year's ridership numbers. 

A comparison is shown for March 1993 and March 1994, as these were two 
normal months not affected by inclement weather or special events. 
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RAISED EDGE PLATFORMS 

Mr. DeLay, The Washington Post reports that visually impaired 
organizations are split on the benefits of the new raised edge sys- 
tems. Some feel that the existing system is adequate and others 
feel that the new raised, bright colored system is necessary and 
would be a benefit. The decision will cost WMATA millions. How 
much will this decision cost WMATA if the retrofit takes place only 
on the key stations of the system? And, how much will this decision 
cost WMATA if the retrofit is completed on all 89 stations? 

[The information follows:] 

We have estimated the cost for installing several different ADA tactile surface 
materials. Depending on the material and appUcation method considered, the total 
cost identifiea for the 89 platforms in the 103 mile system range from $7 to $11 
million for overlays and $33 to $56 million for recessed installations. 

The comparable cost for the installation at 45 key stations would be $4 to $6 mil- 
hon for overlays to $18 to $30 million for recessed installations. The estimated cost 
is based on installing a 2' nominal width of surface for both edges of the standard 
600' long stations. 

WMATA's installation cost estimates include design, preparation of platforms, 
procurement and installation of materials, and project management. The cost esti- 
mates take into account the requirement that this work must be performed only 
during non-revenue hours, in extremely limited work windows. Estimates of the 
labor cost for these installations reflect the restricted work hoxirs. 
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U.S. DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 



FISCAL YEAR 1995 
BUDGET ESTIMATES 



SUBMISSION TO CONGRESS 
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GENERAL STATEMENT 



During the mid-1990's, a number of national, social, economic, and environmental policies and 
mandates will require significantly increased expenditures in public transportation in the United 
States These policies and mandates include: increased investment in infrastructure to revitalize 
the transit industry, reduced trafQc congestion to make the American economy more produaive, 
mitigation of air pollution, development of viable communities, and provision of accessible 
transportation for disabled individuals. 

The Federal Transit Administration (FT A) will need to continue long-term investment in mass 
transit infrastructure, begun in FY 1994, designed to revitalize a deteriorated transit industry and 
provide safer, more efficient transit service. This investment will provide additional jobs for 
Americans. 

This budget will help bring transit system development in our cities into the 2 1 st century. There is 
a need to change the mind-set of the country toward a better understanding of the value of 
transit— its economic as well as clean-air benefits, thus the development of transit systems should 
be woven into the development of livable cities and communities This budget contains a new 
program activity focusing transit on shaping the cities of the future by incorporating zoning, land 
use and urban design principles into redevelopment of older urban cores and development of new 
non-urban satellite communities This focus will be on integrating transit services into community 
development through a strengthened planning process, to provide transportation services to 
increase access to jobs, training, education, and health care, thus making transit systems more 
accessible and user friendly; a better alternative to driving alone. 

The Federal Highway Administration (FHWA) estimates, in its 1993 report on the status of 
conditions and performance of the Nation's highway systems, that increases in highway capacity 
cannot keep pace with the increase in travel demand, especially in the urban areas. In fact, FHWA 
reports that 83,000 lane-miles of urban highway capacity cannot be built, over the next 20 years, 
because of various constraints on new highway construction. Well-chosen mass transportation 
investments can play a major role in meeting a portion of the estimated annual 627 billion 
passenger miles in unmet travel demand. The sustained investment in mass transit reflected in this 
budget lays the foundation for meeting this challenge. 

The Clean Air Act (CAA) Amendments of 1990 require that transit buses meet new, stricter 
particulate emission standards, and that transportation projects in nonattainment areas reduce 
pollution FT A will help to meet these emission standards with alternative fueled vehicles and 
facilities that are estimated to cost an additional S660 million a year to acquire, operate and 
maintain. 

In addition, in this budget transit will be the forerunner in focusing on alternatives that will 
mitigate traffic congestion In FY 1 995, the Federal Transit Administration section 9 Urban 
Formula Grants program will emphasize projects that meet the requirements of the Traffic 
Congestion Management Systems plan called for in seaion 1034 of the Intermodal Surface 
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Transportation Eflficiency Act (ISTEA) of 1 99 1 . This initiative will focus resources on 
implementing appropriate strategies to help reduce traflBc congestion in urban areas, giving 
greater consideration of transit projects because transit may be the only alternative to alleviate the 
traffic congestion, reduce pollution, and increase productivity. All factors combine to help make 
this Nation more competitive in the world markets. 

The Americans with Disabilities Act (ADA) of 1 990, a Federal mandate, has far-reaching 
transportation requirements. Estimated costs associated with accessible vehicle purchases, 
complementary paratransit service, and rehabihtation of key rapid, hght and commuter rail 
stations are close to $ 1 billion annually In this budget the FTA has increased formula grants 
funds by 19 percent over the previous year to assist local transit authorities in meeting these 
requirements. 

To meet these requirements the FTA requests $4.8 billion in FY 1995 budgetary resources This 
is the highest funding level in the history of the Federal transit assistance program, in recognition 
of transit's role in meeting the urban mobility and environmental challenges of the present and 
fliture. 
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HIGHLIGHTS 

Highlights of FTA's FY 1995 budget request are as follows: 

o Administrative Expenses. The request of $43. 1 million includes an increase of 20 full-time 
equivalent (FTE) employment above the FY 1994 level to expand planning, grant making 
and oversight activities, to implement legislative mandates more eflFectively, and to 
improve civil rights compliance. 

Recent legislation and other initiatives have dramatically increased FTA's workload: 

American with Disabilities Act. Each year, FTA is expected to annually review 
540 ADA paratransit service plans detailing the capital and operating costs of 
providing complementary paratransit services. FTA will also monitor the 
implementation of these plans and those for over 700 key rail stations. 

Clean Air Act Amendments. FTA is experted to conduct over 125 conformity 
reviews annually to ensure those transportation plans or projects comply with 
State Implementation Plans and meet the Environmental Protection Agency's air 
quality standards in areas classified as nonattainment 

The ISTEA expands the requirements of the FTA and FHWA to oversee the 
planning process and requires certification of the metropohtan planning process in 
Transportation Management Areas (TMA) at least once every 3 years The FTA 
estimates that approximately 45 TMAs will be reviewed annually by FTA and 
FHWA. 

The anticipated implementation of drug and alcohol testing regulations combined 
v^th annual reporting requirements. 

FTA will need to continue its grants management oversight program. FTA staff 
will be working on-site directly wath contractors on Triennial Reviews, reviewing 
grantees that are "high risk," and conducting more frequent procurement and 
financial management systems reviews. 

Interstate Transfer Grants - Transit An amount of $38.5 million is requested to complete 
the Federal share of funding for all transit projects substituted for withdrawn Interstate 
Highway segments. 

o Washington Metro The request for $200 million in general fund appropriations will 

permit the Washington Metropolitan Area Transit Authority (WMATA) to continue on its 
"fast track" program for completion of the remaining 13 5 miles of the 103-mile 
authorized system. The "fast track" is expected to save $600 million to $700 million in 
inflationary costs due to an accelerated construction schedule 
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Formula Grants. A total of $2.87 billion is requested for formula grants to provide for 
routine bus and railcar purchases, maintenance facility construction and improvement, and 
to help meet the capital and operating needs of the ADA and the CAA From these fiinds, 
$2 65 billion would be used for section 9 - Urban Formula Grants Under the section 9 
urban formula program 10 percent will be set aside from each area's apportionment for 
Congestion Relief Transit Incentive Grants. This activity will require each area to certify 
that the funds in its incentive grant will be used for congestion mitigation activities, 
including transportation demand management, improved or additional transit service, and 
other transit investment. For section 18 - Nonurban Formula Grants $154.2 million will 
be available, and $61.1 million for section 16 - Elderly and Disabled Persons. Section 9 
operating assistance would be reduced to $600 million. This reduction is more than offset 
by the $625 million increase in section 9 capital grants proposed as part of the 
Administration's investment priority. As a result, all urban areas will receive a net increase 
of approximately 19 percent in formula grants in FY 1995. The proposed increase in 
capital funding will allow state and local governments to make trade-offs in support of 
transit operating expenses, as necessary. 

University Transportation Centers An appropriation of $6 million is requested, the same 
as in FY 1994, for the section 1 1(b) University Transportation Centers program FHWA 
will also provide $6 million in FY 1 995 for a total of $ 1 2 million. 

Transit Planning and Research A total of $92.3 million is requested for FTA's transit 
planning and research activities This requested level is the same as the FY 1994 enacted 
level and holds FTA's commitment to planning and research at a stable level As outlined 
in ISTEA, $41.5 million would be made available for section 8 grants to the States for use 
by Metropolitan Planning Organizations to assist in implementing the additional planning 
requirements in ISTEA To provide adequate resources for rural training and technical 
assistance, $4 6 million is requested for the section 18(h) Rural Transit Assistance 
Program. To assist in statewide planning and research, $8.5 million is requested for the 
section 26(a) State Planning and Research Program To help meet the needs of transit 
industry directed research, $8.5 million is requested for the Transit Cooperative Research 
Program. We are requesting $26 2 million for the National Planning and Research 
Program to fund FTA's research program, policy studies, and information management 
A total of $3 million is requested for the National Transit Institute to help meet the 
industry's training needs. 

Within the National Program we will focus funds to develop and demonstrate new 
technologies to improve the effectiveness of capital investments, thus providing more 
efficient and useful transit service This supports the President's initiatives to advance 
US technology These projects will maximize the opportunities of transferring existing 
military technology in areas such as advanced materials and communications to the transit 
industry to provide passenger "friendly" transit. In addition, these funds will continue to 
further the technology needs to support the implementation of the ADA and the Clean Air 
Act 
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Discretionary Grants. A total of $1.5 billion is requested for the section 3 Discretionary 
Grants program. This will make available $30 million for the new Livable Communities 
initiative, $760 million for Fixed Guideway Modernization, $400 million for New Fixed 
Guideways (New Starts), and $327 million for Bus and Bus-Related projects. This level 
continues the support begun in FY 1994 for increased funding to address the significant 
backlog of deferred investment in the Nation's older rml systems. Also at this level. New 
Starts systems that are under Full Funding Grant Agreements (FFGA) will receive stable 
and reliable funds to speed up construction schedules, saving Federal dollars, and 
providing transit service earlier to alleviate congestion and air pollution. This amount 
would be su£Bcient to fund projects under existing FFGAs. 

In addition, under the Discretionary Grants program and the Transit Planning and 
Research program, resources will be targeted to help revitalize American cities. Our 
Livable Communities Initiative will target resources to shaping the cities of the future by 
incorporating zoning, land use and urban design principles into redevelopment of older 
urban cores and development of new non-urban satellite communities. The focus will be 
on integrating transit services into community development through a strengthened 
planning process, to provide transportation services to increase access to jobs, training, 
education, and health care, thus making transit systems more accessible and user friendly; 
a better alternative to driving alone. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESOURCE SUMMARY - FINANCING 

($ in thousands) 



EXHIBIT 1A 



APPROPRIATION TITLE 



BUDGET AUTHORITY 



FY 1993 
Actual 



FY 1994 
Enacted 



FY 1995 
Raquast 



Administrative Expenses 

General Fund 
Trust Fund Share 



38,245 

(13,095) 
(25,150) 



39.457 

(21,295) 
(18,162) 



43.060 

(43,060) 



Interstate Transfer Grants - Transit 

General Fund 



75.000 



45,000 



38,530 



Washington Metrorail 



General Fund 


170,000 


200,000 


200.000 


Formula Grants 

General Fund 
Trust Fund Share 


1.700,000 

(650,975) 
(1,049,025) 


2.414,867 
(1,284,916) 
(1,129,951) 


2.865.050 

(1,715,050) 
(1,150,000) 


University Transportation Centers 

General Fund 
Trust Fund Share 


6,000 

(2,025) 
(3,975) 


6.000 

(3,238) 
(2,762) 


6,000 

(6,000) 


Transit Planning and Research 

General Fund 
Trust Fund Share 


85.000 

(29,000) 
(56,000) 


92.250 

(48,125) 
(44,125) 


92.250 
(92,250) 


Discretionary Grants 

Trust Fund (Contract Authority) 


1,725.000 


1,785,000 


1.725,000 


Trust Fund Share of Transit Programs 

Trust Fund (Contract Authority) 


11.150.000] 


11.190.000] 


[1.150,000] 


TOTALS, BUDGET AUTHORITY 

General Funds 

Trust Funds (Contract Authority) 


3.815,095 

940,095 
2,875,000 


4,577,574 

1,602,574 
2,975,000 


4.969,890 

2,094,890 
2,875,000 



Rescission Proposal: 
Discretionary Grants 
Trust Fund (Contract Authority) 



(50,538) 



79-406 0-94-32 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESOURCE SUMMARY - FINANQNG 

[i in thousands) 



EXHIBITIB 



APPROPRIATION TTTLE 



PROGRAM LEVEL 



FY 1993 
Actual 



FY 1994 
Estimate 



FY 1995 
Request 



Administrative Expenses 
General Fund 
Trust Fund Share 



38,213 

(13,063) 
(25,150) 



39,457 

(21,295) 
(18,162) 



43,060 

(43,060) 



Research, Training and Human Resources 
General Fund 



8.411 



1.578 



Interstate Transfer Grants - Transit 
General Fund 



78,678 



77.622 



38,530 



Washington MetroraO 
General Fund 


171.079 


200.328 


200,000 


Formuta Grants 
General Fund 
Trust Fund Share 


1.855,784 

(806,759) 

(1,049,025) 


2.405.203 
(1,275,252) 
(1,129,951) 


2,965.050 
(1,815,050) 
(1,150,000) 


University Transportation Centers 

General Fund 
Trust Fund Share 


2,025 

(2,025) 



9,975 

(3,238) 
(6,737) 


6,000 
(6,000) 


Transit Planning and Research 

General Fund 
Trust Fund Share 


39,362 

(24,720) 
(14,642) 


151,955 

(53,559) 
(98,396) 


92,250 

(92,250) 



Misceiianeous Expired Accounts 
Gerwral Fund 



22 



Discretionary Grants 

Trust Fund (Contract Authority) 
Rescission Proposal 



1 ,833,747 
1,833,747 



1,867,667 

1,918,205 

(50,538) 



1,925,000 
1,925,000 



Trust Fund Share of Transit Programs 
Trust Fund (Contract Authority) 



[1.150,000] 



[1,190,000] 



[1,150,000] 



TOTALS, PROGRAM LEVEL 

General Funds 

Trust Funds (Contract Authority) 



4,027,299 
1,104,735 
2,922,564 



4,753,807 
1,632,894 
3.120,913 



5,269,890 
2,194,890 
3,075,000 



OBUGATION UMITAT10NS (New Budget Authority): 



Discretionary Grants 

Trust Fund Share of Transit Programs 



1,725,000 
1,134,150 



1,785,000 
1,195,000 



1,517,000 
1,150,000 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESOURCE SUMMARY - FINANCING 

($ In thousands) 



EXHIBIT 1C 



APPROPRIATION TITLE 

Administrative Expenses 

Research, Training and Human Resources 

Interstate Transfer Grants — TransH 

Washington Metrorall 

Formula Grants 

University Transportation Cemers 

Transit Planning and Research 

Miscellaneous Expired Accounts 

Discretionary Grants 

Trust Fund (Contract Authority) 
Rescission Proposal 

Trust Fund Share of Trensh Programs (Contract Authority) 

Administrative Expenses 
Formula Grants 

University Transportation Centers 
Transit Planning and Research 



TOTALS, OUTLAYS 

General Funds 

Trust Funds (Contract Authority) 





OUTLAYS 




FY 1993 
Actual 


FY 1994 
Estimate 


FY 1995 
Request 


17,881 


17,350 


42,700 


10,815 


13,683 


9,385 


162,947 


111,768 


78,261 


149,361 


189,259 


147,534 


1,190,908 


256,870 


700,605 


... 


(2,837) 


4.920 


1,139 


(53,512) 


74,340 


8,375 


29,204 


21,154 


1,298,070 

1,298,070 


1,449,842 

1,450,853 
(1,011) 


1,607,564 

1,612,618 
(5,054) 


1 617,591 

(25,150) 
(590,712) 

(1,729) 


1,711,559 

(18,162) 

(1,588,264) 

(6,737) 

(98,396) 


1,150,000 

(1,150,000) 


3,457,087 

1,541,426 
1,915,661 


3,723,186 

561,785 
3,161,401 


3,836,463 

1,078,899 
2,757,564 



UOUIDATING CASH APPROPRIATIONS: 

Discretionary Grants 

Trust Fund Share of Transit Programs 



1,500,000 
1.134,150 



1,000,000 
1,195,000 



1,500,000 
1,150,000 
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DEPAFrriMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESOURCE SUMMARY - STAFFING 



EXHIBIT IIA 



POSITIONS 
(FULL-TIME PERMANENT) 



DIRECT FUNDED. BY APPROPRIATION 

Administrative Expenses 



FY 1993 
Actual 



FY 1994 
Estimate 



FY 1995 
Request 



167 



260 



496 



REIMBURSEMENTS* 

'Tnjst Fund Share of Transit Programs 



320 



220 



TOTALS, POSITIONS 



487 



480 



496 



Allocations to Other Agencies 



10 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESOURCE SUMMARY - STAFFING 



EXHIBIT IIB 



(FTE TOTAL) 



DIRECT FUNDED. BY APPROPRIATION 

Administrative Expenses 



FY 1993 
Actual 



FY 1994 
Estimate 



FY 1995 
Request 



172 



264 



504 



REIMBURSEMENTS* 

•Trust Fund Share of Transit Programs 



320 



220 



TOTALS, FTE - TOTAL, SUBJ. TO CEILING 


473 


466 


486 


Ceiling: FTE-FTP 


463 


456 


476 


Ceiling: FTE-OTFTP 


10 


10 


10 


NON-CEILING FTE TOTALS 


19 


18 


18 


Ceiling: FTE-FTP 


... 






Ceiling: FTE-OTFTP 


19 


18 


18 


FTE GRAND TOTALS 


492 


484 


504 


FTE-FTP 


463 


456 


476 


RE -01 FTP 


29 


28 


28 



Allocations to Other Agencies 



11 
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APPROPRIATION LANGUAGE 

General Provisions 

Sec. [313] 312. The limitation on obligations for the programs of the Federal Transit 
Administration shall not apply to any authority under section 21 of the Federal Transit Act, 
previously made available for obUgation, or to any other authority previously made available for 
obligation under the Discretionary Grants program. 

[Sec. 314. None of the funds in this Act shall be available for the construction of, or any 
other costs related to, the Central Automated Transit System (Downtown People Mover) in 
Detroit, Michigan.] 

Sec [326] 319. Notwithstanding any other provision of law, and except for fixed 
guideway modernization projects, funds made available by this Act or previous Acts under 
"Federal Transit Administration, Discretionary Grants" for projects specified in this Act or 
previous Acts or identified in reports accompanying this Act or previous Acts [not obligated by 
September 30, 1996, shall be made available for other projects under section 3 of the Federal 
Transit Act, as amended] shali be available for a period of two years following the close of the 
fiscal year in which such sums were appropriated Any such amounts remaining unobligated at 
the end of such period shall be rescinded 

Sec. 321. Notwithstanding any other provision of law, any funds appropriated before 
October 1, 1993, under any section of the Federal Transit Act, as amended, that remain 
available for expenditure may be transferred to aruJ administered under the most recent 
appropriation heading for such section. (Department of Transportation and Related Agencies 
Appropriations Act, 1994.) 

[Sec. 336. Monies previously appropriated for the Chattanooga fixed rail project out of 
the section 3 "New Construction" account shall be made available for the Chattanooga electric 
vehicle project through the "Bus and Bus Facilities" account] 

[Sec. 337. Funds previously appropriated for Project Breakeven in Portland, Oregon may, 
upon application by Tri-Met to the Federal Transit Administration, be expended on the Westside 
Light Rail Project in the Portland metropolitan region] 
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APPROPRIATION LANGUAGE 

ADMINISTRATIVE EXPENSES 

For necessary administrative expenses of the Federal Transit Administration's programs 
authorized by the Federal Transit Act and 23 U.S.C. chapter 1 in connection with these activities, 
including hire of passenger motor vehicles and services as authorized by 5 U.S.C. 3 109, 
[$21,295,000: Provided, That no more than $39,457,000 of budget authority shall be available for 
these purposes] $43,060,000. (Department of Transportation and Related Agencies 
Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSfT ADMINISTRATION 

ADMINISTRATIVE EXPENSES 

Program and Financing (in thousands of dollars) 



Idantification code: 69-1120-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Program by activitioB: 
00.01 Direct program 
01 .01 Reimbursable program 
10.00 Total obligations 

Rnancing: 
25.00 Unobligated balance expiring 
39.00 Budget authority (gross) 


13,051 
25,162 


21,295 
18,162 


43,060 


38,213 
44 


39,457 


43,060 


38,257 


39,457 


43,060 


Budget authority: 
Current: 
40.00 Appropriation 

Permanent: 
68.00 Spending authority from 
offsetting collections 


13,095 
25,162 


21,295 
18,162 


43,060 


Relation of obligations to outlays: 
71 .00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 
77.00 Adjustments in expired accounts 
87.00 Outlays (gross) 


38,213 
3,223 

(3,227) 
4,834 


39,457 
3,227 
(7,172) 


43,060 
7,172 
(7,532) 


43,043 


35,512 


42,700 


Adjustments to budget authority and outlays: 
Deductions for offsetting collections: 
88.00 Federal funds 

89.00 Budget authority (net) 
90.00 Outlays (net) 


(25,1621 


(18,162) 




13,095 
17,881 


21,295 
17,350 


43,060 
42,700 
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PROGRAM AND PERFORMANCE STATEMENT 

ADMINISTRATIVE EXPENSES 

For 1995, S43 million is requested to fund the personnel and other support costs associated with 
managing and directing FTA program responsibilities including executive direction, policy, 
budget, financial management, civil rights, public afifairs, legal, grants delivery and management, 
technical assistance and research and demonstration support. Increased funding provides for a net 
increase of 20 FTE to improve critical planning and grants management activities. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

ADMINISTRATIVE EXPENSES 

OBJECT CLASSIFICATION 

(in thousands of dollars) 





FY 1993 


FY 1994 


FY 1995 


Identification code 69-1120-0-1-401 


actual 


estimate 


estimate 


Direct obligations: 








Personnel compensation: 








11.1 Full-time permanent 


7,889 


14,830 


28,401 


1 1 .3 Other than full-time permanent 


249 


468 


588 


11.5 Other personnel compensation 
11.9 Total personnel compensation 


166 


312 


473 


8,304 


15,610 


29,462 


12.1 Civilian personnel benefits 


1,582 


2,973 


4,674 


21 .0 Travel arKi transportation of persons 


854 


879 


883 


22.0 Transportation of things 


13 


10 


9 


23.2 Rental payments to others 


114 


105 


109 


23.3 Comm., utilities, and miscellaneous charges 


341 


466 


380 


24.0 Printing and reproduction 


51 


39 


38 


25.2 Other services 


992 


775 


7,061 


26.0 Supplies and materials 


256 


152 


152 


31.0 Equipment 


544 


285 


292 


43.0 Interest and dividends 
99.0 Subtotal, direct obligations 




1 


*>< 


13,051 


21,295 


43,060 


99.0 Reimbursable Obligations 
99.9 Total obligations 


25,162 


18,162 


... 


38,213 


39,457 


43,060 
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ERRATA 



DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

ADMINISTRATIVE EXPENSES 

OBJECT CLASSIFICATION 

(in thousands of dollars) 







FY 1993 


FY 1994 


FY 1995 


Identification code 69-1120-0-1-401 


actual 


estimate 


estimate 


Direct obfigations: 










Personnel compensation: 








11.1 


Full-tinfie permanent 


7,889 


^^rC4e7 


28.277 


11.3 


Other than full-time permanent 


249 


r-~^' 181 


€31 


11.5 
11.9 


Other personnel compensation 
Total personnel compensation 


166 


265 


570 


8,304 


. .x*.'.'w>>'^ *'•- *'¥*''*•" 


29,478 


12.1 


Civilian personnel benefits 


1,582 


^SSl^ 


4JSM' 


21.0 


Travel and transportation of persons 


854 


877 


. .- -. .915 


22.0 


Transportation of things 


13 


10 


9 


23.2 


Rental payments to others 


114 105 


109 


23.3 


Comm., utilities, and miscellaneous charges 


341 


379 


380 


24.0 


Printing and reproduction 


51 


40 


''■■■"'■""■■■■ w 


25.2 


Other services 


992 


fi.192 


6^16 


26.0 


Supplies and materials 


256 


178 


174 


31.0 


Equipment 


544 


fe 85^ 


296 


43.0 
99.0 


Interest arxl dividends 
Subtotal, direct obligations 


... 


^^^••■. *y**^- 


... 


13,051 


21,295 


43,060 


99.0 
99.9 


ReimtHirsable Obligations 
Total obfigations 


25,162 


18,162 


... 


38,213 


39,457 


43,060 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

ADMINISTRATIVE EXPENSES 

Parsonnal Sunwnary 



IdMitificstion cod* 69-1 12(M>-1 -401 


FY 1993 
actual 


FY 1994 
•stimat* 


FY 1995 
•stimats 


Diract: Total compansabl* wor(cy«ars: 
1001 Full-time equivalent employment 
1005 Full-tinw equivalent of overtime and holiday hours 

Reimbursabia: Total compenHbl* workyaars: 
2001 Full-time equivalent employment 


172 

1 


264 
2 


504 

2 


320 


220 





Note: Reimbursable full-time equivalent figures Ksted above reflect personnel funded from Trust Fund 
Share of Transit Programs. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

ADMINISTRATIVE EXPENSES 

Comparative Summary of Activity 
(Dollars in Thousands) 



FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 
Budget Authority; 

General Fund $13,095 $21,295 $43,060 

Trust Fund 25.150 18.162 : 

Total $38,245 $39,457 $43,060 

Objectives 

The Administrative Expenses appropriation provides the personnel and support funds necessary to 
execute and manage the Federal Transit Administration (FT A) programs Administrative 
Expenses were funded from genera! revenues through FY 1992 This account was split-funded in 
FY 1993 and FY 1994 from general funds and the Mass Transit Account of the Highway Trust 
Fund. In FY 1995, FTA proposes that Administrative Expenses be funded only from general 
funds. 

Resources are requested to accomplish the following : 

eflFectively perform all necessary actions to review and approve grant applications, 
award new grants, and administer all active grants; 

— timely and efficient delivery of both formula and discretionary funds; 

— provide effective grant management oversight and strengthen the monitoring of 
grantees' expenditures and use of Federal flinds; 

implement new requirements of the Intermodal Surface Transportation Efficiency Act 
(ISTEA)ofl991; 

— fund and coordinate with other DOT agencies, projects and programs such as Intelligent 
Vehicle Highway Systems/ Advanced Public Transportation Systems (FVHS/APTS), 
joint planning regulations, intermodal facilities and information collection/analysis, 

— transfer funds to and from the Federal Highway Administration consistent with State 
and local planning decisions; 
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— implement the Americans with Disabilities Act (ADA); 

_ develop and implement the Transit Planning and Research Program; 

— participate with State air quality agencies and other Federal agencies to implement the 
Clean Air Act Amendments (CAAA); and 

— provide for the hiring, development, and support for the stafF necessary to accomplish 
the numerous and various FTA program activities. 

Staging and Program Management 

The personnel and financial resources requested in this budget are needed to accomplish the 
mission of FTA in an effective and eflRcient manner. FTA supported 484 FTE (466 ceiling) in 
FY 1994. This submission reflects 504 FTE (486 ceiling), an increase of 20 FTE to move stafl&ng 
in the Regional oflBces toward the level required so that FTA can accomphsh its basic mission and 
support implementation of ISTEA, ADA and the CAAA. 

Financial resources requested to administer FTA's programs in FY 1995 total $43,060 million. Of 
this amount, $34,322 million (80 percent) is for personnel salaries and benefits, $5,187 million 
(12 percent) is for DOT Working Capital Fund charges and $3,551 million (8 percent) is for 
travel, training, supplies, equipment and other costs. 

Federal Advisory Committee Act CFACA) Activities 

The Technology Development Advisory Committee was established by ISTEA in FY 1 992 and 
charged with assisting the Secretary of Transportation in identifying priority technology 
development areas and developing guidelines for project development, cost sharing and project 
execution This committee is a continuing activity and will meet periodically for the remainder of 
ISTEA. Obligations estimated at $14 1 thousand are expected to be incurred in FY 1995. 

Paperwork Activities 

The anticipated implementation of a Doig and Alcohol Testing Regulation (a combined annual 
reporting requirement). State Safety Oversight of Fixed Guideway Systems Regulation, and the 
submission of Americans with Disabilities plans will result in an increase in the paperwork burden 
on our grantees in FY 1995 However, reductions in other areas and enhanced grantee online 
automation should lessen the impact of these increases. 

Transit Benefit Program 

The Federal Employees Clean Air Incentives Act, P.L. 103-172 was enacted January 1, 1994 
The Act permits Federal agencies to establish programs to encourage employees to commute by 
means other than single-occupancy motor vehicles. The importance of this Act is that it 
permanently continues the authority Federal agencies had under the Postal Service and General 
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Government Appropriations Act of 1991 to provide employees \mth subsidized transit passes. In 
FY 1995, Administrative Expenses for this purpose will be $188,000 

Funding Request 

The following table summarizes the Administrative Expenses budget request by major object 
class: 

Administrative Expenses (Obligations) 

Major Object Classes 

rPollars in Thousands) 



Personnel Compensation 

Personnel Benefits 

Travel of Persons 

Transportation of Things 

Rental Payment to Others 

Communications, Utilities and Miscellaneous 

Printing and Reproduction 

Other Services 

(DOT Working Capital Fund) 

Supplies and Materials 

Equipment 

Interest 

Total 



FY 1993 


FY 1994 


FY 1995 


Actual 


Enacted 


Request 


$25,857 


$27,149 


$29,478 


4,179 


4,442 


4,844 


854 


877 


915 


13 


10 


9 


114 


105 


109 


341 


379 


380 


51 


40 


39 


5,992 


6,192 


6,816 


<4,790> 


<4,741> 


<5,187> 


256 


178 


174 


544 


85 


296 











$38,201 


$39,457 


$43,060 
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Summary of Changes 

A summary of mandatory changes, price adjustments and program increases between FY 1994 
and FY 1995 is presented in the following table: 

Summary of Changes from FY 1994 to FY 1995 
(Dollars in Thousands) 



FY 1 994 Appropriation 



$ 39,457 



Mandatory Adjustments and Price Increases 



FY 1995 Pay Raise 


+ 


392 


Within-grade Increases (Including Benefits) 


+ 


737 


Annualization of FY 1994 Pay Raise 


+ 


295 


Miscellaneous Benefits Adjustment 


+ 


36 


Administrative Costs Reduction 


- 


253 


Projected Inflation 


+ 


72 


Working Capital Fund 


+ 


518 



Sub-Total 



$ + 1.797 



Adjusted Base for FY 1995 Reflecting 
Mandatory Adjustments and Price Increases 



$41,254 



Program Increases 



Retraining Personnel 


+ 25 




Grantee Payment System Improvement 


+ 100 




GMIS Security Accreditation 


+ 100 




Equipment 


+ 197 




Twenty FTE Increase 


+ 1,384 




Sub-Total 




$+ 1.806 


FY 1995 Request 




$ 4?.9W 
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Summary of chan2es: (continued) 

EXPLANATION OF CHANGES AND ADJUSTMENTS: 

Mandatory Adjustments and Price Increases (Dollars in Thousands) 

FY 1995 Pay Raise + 392 

This increase represents nine months of the salary and benefits costs associated with the 
January 1995 pay raise. 

Within-grade Increases + 737 

Within-grade increases are mandatory expenses paid to General Schedule (GS) employees who 
maintain a proficient or better performance rating and have spent the required time at their current 
step-in-grade. 

Annualization of FY 1994 Pav Raise + 295 

This increase represents the remaining fiili year cost of the FY 1994 locality pay raise The pay 
raise was effective January 1994, thus three quarters of the costs were funded in FY 1994 This 
amount provides funds to pay the remaining unfunded quarter of the pay raise. 

Miscellaneous Benefits Adjustment + 36 

This amount represents mandatory increases in benefits for areas such as employee compensation 
fund allowance, basic benefits due to increased participation in the Federal Employee Retirement 
System (FERS) and permanent change-of-station. 

Administrative Costs Reduction - 253 

This amount reflects a cumulative 6 percent reduction in administrative costs from the FY 1 993 
base adjusted for inflation and represents the second increment of the 14 percent reduction from 
FY 1994 through FY 1998 mandated by Executive Order 12837. 

Projected Inflation + 72 

This amount reflects projected inflation of approximately 2.6 percent over FY 1994 to cover 
anticipated general escalation in operating costs for all non-salary expenses except rent and 
Woricing Capital Fund (WCF). 
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Working Capital Fund + 518 

This amount represents the OflBce of the Secretary's estimated increase over our FY 1994 costs. 
Also included in this amount is an increase for postage, training and some reimbursable 
agreements. 

Program Increases 

Training Personnel + 25 

FTA's proposed staflBng changes in FY 1995, coupled with the responsibility to implement new 
legislation (e.g., ISTEA, ADA, CAAA), will impact new and current employees. Clearly these 
changes cannot be taken without some realignment of human resources in order to assure FTA 
remains properly positioned to accomplish its mission. Reassigning aflFected employees to 
available vacant positions will require different skills and abilities, therefore, appropriate training 
and development must be provided Problems can arise for both employees and managers when 
people are placed in jobs without requisite skills and an insufficient effort is made to provide 
developmental opportunity Not only is mission accomphshment negatively impacted, but poor 
morale and disciplinary problems often result The investment is necessary to assure successful 
performance pays long-term dividends. 

Grantee Payment System Improvements + 100 

In order to continue to effectively administer the ever increasing Federal requirements with limited 
human resources, more reliance on technology becomes a necessity In FY 1995, FTA plans to 
focus on enhancing the capabilities of the Electronic Clearing House Operation (ECHO) system 
This system was developed in December 1990 to provide for payment to grantees through the 
Treasury's Electronic Certification System (ECS), and has been enhanced with several accounting 
functions related to the grantee payment process. FTA plans to upgrade this process to ECHO II 
by redesigning the application and replacing the operational ECHO platform The enhancements 
will completely automate the Status of Federal Funds Report and improve cash management 
oversight, as well as improve the efficiency and control in the accounting area and in the grantees' 
offices In FY 1994, a study will be conducted to assess the future of the ECHO system in terms 
of its hardware and software environment, as well as enhancements regarding the operational 
performance. Implementation of ECHO II will result in more timely disbursements to grantees, 
reduced operational and system support costs and improved cash management oversight. 

Security Accreditation of the GMIS + 100 

During the development years (1986-1989) of the GMIS, the OIG completed several audits, 
finding deficiencies based upon the Computer Security Act of 1987 The GMIS was found in 
noncompliance with the Act due to the lack of undergoing a formal, independent systems 
accreditation and certification process. The system continued to operate and evolve under the 
rules of DOT Order 1640 10 which permitted the Designated Approving Authority to waive the 
requirement for certification on a year-by-year basis In 1992, access to the GMIS for inquiry was 
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implemented to 147 Federal grant-recipient agencies. In FY 1994, an electronic grant making 
initiative was begun to bring 25 pilot grantees on line. The security and integrity of the agency's 
financial data may be at risk if the systems accreditation process is not completed before the grant 
making initiative is extended to more than 500 Federal grantees. Completion of the accreditation 
process will assure the security and financial integrity of FTA program fijnds and reduce the risk 
of waste, fi-aud and abuse. 

Equipment + 197 

In FY 1994, FTA planned to continue to replace aging workstations and upgrade software and 
applications, a process begun in previous years. However, in order to assure suflScient fiinding 
for salaries and benefits due to the locality pay raise which became effective in January 1994, FTA 
had to decrease planned discretionary spending . The equipment allocation was, therefore, 
reduced to $85 thousand. An increase of $14 thousand due to inflation and the FTE increase, 
plus this amount, will restore the equipment base and allow FTA to resume equipment upgrades 
in FY 1995 to increase office produrtivity and to handle an expanded electronic grant making 
initiative 

Twenty FTE Increase + 1,384 

FTA requests increased FTE to strengthen the Regional offices so that the agency can carry out 
its basic mission This amount covers salaries, benefits, travel, supplies, equipment and other 
administrative costs associated with the additional FTE. FTA is also absorbing its share of FTE 
reduction associated with Executive Order 12837. 

Twelve (12) FTE will be used to meet planning and CAAA requirements Greater emphasis will 
be placed on increasing FTA staff involvement with FHWA in the local planning process to insure 
the transit perspective is adequately represented ISTEA expands the responsibility of the FTA 
and FHWA to jointly participate in the planning process and requires certification of the 
metropolitan planning process in Transportation Management Areas (TMA) at least once every 3 
years We estimate that approximately 45 TMA's will be jointly reviewed annually by FTA and 
FHWA In addition to the joint review of the metropolitan Transportation Improvement Program 
(TIP), ISTEA adds for the first time the requirement that FTA and FHWA jointly approve a 
Statewide TIP which incorporates all metropolitan TIPs. FTA is expected to conduct at least 1 25 
conformity reviews annually to ensure that state transportation plans, programs and projects 
conform with State Implementation Plans and meet the national air quality standards in areas 
classified as nonattainment. 

Twelve (12) FTE are requested for grants management, operations and oversight to review 
540 ADA paratransit service plans detailing the capital and operating costs of providing 
complementary paratransit services We have to monitor the compUance of over 700 construction 
financing plans to make individual key rail stations accessible nationwide. FTA will also need to 
continue its aggressive grants management oversight program by working directly with the 
contractors on Triennial Reviews, increase oversight activities for grantees that are potentially 
high risk, and conduct more fi^equent procurement and financial management systems reviews. 
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While, we have identified a number of high risk grantees, we do not have suflBcient staffing to 
conduct in-depth reviews, identify corrective actions, and provide technical assistance. 

Four (4) FTE will be committed to the Civil Rights function so that FTA will have a Civil Rights 
officer in each Regional office. We must educate our grantees about applicable requirements, 
monitor the grantees' progress in meeting program implementation requirements, and eflFectively 
track and maintain the status of all complaints. The lack of staffing in the Regional offices has 
resulted in an inadequate implementation of the FTA civil rights program, which includes 
responsibility for the FTA internal Equal Employment Opportunity (EEO) program, a Human 
Resources grant program, and the administration of the grantees' Title VI, EEO, Disadvantaged 
Business Enterprise (DBE), and ADA programs. FTA has experienced an increase in the number 
of complaints filed for alleged noncompliance with both the ADA and DBE programs Disability 
groups and other protected classes, as well as grantees' Civil Rights Officers have expressed 
dissatisfaction with FTA's performance and level of commitment to civil rights. There have been 
numerous threats of lawsuits against the FTA and grantees, actual lawsuits have been filed in 
several locations around the country, and a number of contractors involved in the FTA DBE 
program have been debarred. 

An eight (8) FTE reduction is proposed to respond to the Administration's personnel reduction 
goal expressed in Executive Order 12837. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESEARCH, TRAINING, AND HUMAN RESOURCES 

Program and Financing (in thousands of dollars) 



Identification code 69-1121-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Program by activities: 
10.00 Total oblioations 

Hnancing: 
17.00 Recovery of prior year obligations 
21 .40 Unobligated balance available, start of year 
24.40 Unobligated balance available, end of year 
39.00 Budget authority (gross) 


8,411 

(705) 

(9,284) 

1,578 


1,578 
(1,578) 


... 


... 






Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 
78.00 Adjustments in unexpired accounts 
90.00 Outlays 


8,411 
32,814 
(29,705) 
(705) 


1,578 
29,705 
(17,600) 


17,600 
(8,215) 


10,815 


13,683 


9,385 
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PROGRAM AND PERFORMANCE STATEMENT 

RESEARCH, TRAINING AND HUMAN RESOURCES 

The activities of this account, beginning in 1993, are financed in the Transit Planning and 
Research account along with other activities authorized by the Intermodal Surface Transportation 
EflBciencyActof 1991. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESEARCH. TRAINING, AND HUMAN RESOURCES 

OBJECT CLASSIFICATION 

(in thousands of dollars) 



identification code 69-1121-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Direct oblioations: 
25.2 Other services 
41 .0 Grants, subsidies, and contributions 

99.9 Total oblioations 


4,941 
3,470 


395 
1.183 


... 


8.411 


1.578 
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ERRATA 



DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

RESEARCH. TRAINING. AND HUMAN RESOURCES 

OBJECT CLASSIFICATION 

(in thousands of dollars) 



Identification code 69-1121-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Direct obligations: ___^ 
41 .0 Grants, subsidies, and contributions 
99.9 Total obligations 


4,941 
3,470 


395 
1.183 


... 


8,411 


1,578 
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APPROPRIATION LANGUAGE 
INTERSTATE TRANSFER GRANTS - TRANSIT 



For necessary expenses to carry out the provisions of 23 U.S.C. 103(e)(4) related to transit 
projects, [$45,000,000] $38,530,000, to remain available until expended (Department of 
Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

INTERSTATE TRANSFER GRANTS - TRANSIT 

Program and Financing (in thousands of dollars) 



ktentification code 69-1127-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
•stimata 


Program by activitias: 

10.00 Total obligations (object class 41.0) 

Financing: 

1 7.00 Recovery of prior year obligations 

21 .40 Unobligated balance available, start of year 

24.40 Unobligated balance available, end of year 

25.00 Unobligated balance expiring 

40.00 Budaet authority (appropriation) 


78,678 

(515) 
(36,291) 
32,622 

506 


77,622 

(32,622) 


38,530 


75,000 


45,000 


38,530 


Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 
78.00 Adjustr.'ants in unexpired accounts 
90.00 Outlays 


78,678 

309,713 

(224,929) 

(515) 


77,622 
224,929 
(190,783) 


38,530 

190,783 

(151,052) 


162,947 


111,768 78,261 1 
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PROGRAM AND PERFORMANCE STATEMENT 
INTERSTATE TRANSFER GRANTS - TRANSIT 



For 1995, $39 million is requested to fund transit capital projects substituted for previously 
withdrawn segments of the Interstate Highway System. This will complete the Federal funding 
commitment for this program. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

INTERSTATE TRANSFER - TRANSIT 

Comparative Summary of Activity 
(Dollars in Thousands) 



FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Appropriation $75,000 $45,000 $38,530 



The Interstate Transfer - Transit program provides Federal financing to allow States and localities 
which withdrew nonessential Interstate segments to fijnd substituted public transportation capital 
improvements under the provisions of 23 US C. 103(e)(4). Through FY 1992, States and 
localities have withdrawn about $6.5 billion in previously approved segments of the Interstate 
System and substituted transit capital projects in their place. 

ISTEA authorized $164.8 million in FY 1993 for completion of the transit portion of the 
Interstate Transfer - Transit program However, ISTEA does not authorize fiinds for FY 1994 
and beyond. Funding in FY 1994, at $45 million, is not enough to fully complete the Federal 
share of funding for all transit projects substituted for withdrawn Interstate Highway segments 
FT A requests $38.5 million in FY 1995 to complete flinding for the interstate substitute transit 
program This FY 1995 amount includes $38.3 million for the costs to complete project funding 
and a $.2 million set-aside for oversight activities. 

In accordance with the ISTEA, the FY 1995 appropriation for transit substitute projects will 
" .. be apportioned in accordance with cost estimates adjusted by the Secretary." The requested 
$38.5 million will be apportioned among the remaining 16 areas eligible for transit substitute 
funding as follows: 
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WITHDRAWAL 
AREA 



INTERSTATE TRANSFER - TRANSIT 

ESTIMATED 
TRANSIT COST 
TO COMPLETE 
AS OF 9/30/94 



SACRAMENTO, CA 
SAN FRANCISCO, CA 
KILLINGLY, CT 
HARTFORD, CT 
WASHINGTON, DC. 
CHICAGO, IL 
WATERLOO, lA 
BALTIMORE, MD 
BOSTON, MA 
NEW YORK CITY, N.J. 
ALBANY, NY 
NEW YORK, NY 
CLEVELAND, OH 
PORTLAND, OR 
PROVIDENCE, RI 
MEMPHIS, TN 
Subtotal 

Section 23 Set-aside 
TOTAL 



$39,763 

$1,169,100 

$141,538 

$422,491 

$109,430 

$879,645 

$63,509 

$9,156,196 

$532,632 

$47,752 

$16,416 

$20,925,547 

$1,432,899 

$1,661,718 

$1,262,470 

$476.309 

$38,337,415 

$192.585 

$38,530,000 
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APPROPRIATION LANGUAGE 
WASHINGTON METRO 



For necessary expenses to carry out the provisions of section 14 of Public Law 96-184 and 
Public Law 101-551, $200,000,000, to remain available until expended (Department of 
Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

WASHINGTON METRO 

Program and Tinancing (in thousands of dollars) 



Identification code 69-1 1 28-0-1 -401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


10.00 Total oblioations (object class 41 .0) 

Financing: 

21.40 Unobligated balance available, start of year 
24.40 Unobligated balance available, end of year 
40.00 Budget authority (approDriation) 


171,079 

(1,407) 
328 


200,328 
(328) 


200,000 


170,000 


200,000 


200,000 


Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 
90.00 Outlays 


171,079 
389,954 
(411,672) 


200,328 
411,672 
(422,741) 


200,000 
422,741 
(475,207) 


149,361 189,259 


147,534 
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PROGRAM AND PERFORMANCE STATEMENT 
WASHINGTON METRO 



The National Capital Transportation Amendments of 1979 (Stark- Harris), authorized 
$1.7 billion in Federal funds to support the construction of the Washington Metroraii system In 
addition, the National Capital Transportation Amendments of 1990 authorized another 
SI. 3 billion in Federal capital assistance to complete construction of the planned 103-mile system. 

For 1995, $200 million is requested under the 1990 authorization to continue funding the final 
13.5 miles of the 103-mile system under Federal Transit Administration's Full Funding Grant 
Agreement with Washington Metropolitan Area Transit Authority. These funds will be used to 
continue construction of the Franconia/Springfield, Glenmont, Mid-City, and Branch Avenue 
lines, and to provide for project management, real estate acquisition, and other expenses such as 
contingencies and insurance. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

WASHINGTON METRO 

Comparative Summary of Activity 
(Dollars in Thousands) 



FY 1993 


FY 1994 


FY 1995 


Enacted 


Enacted 


Request 


$170,000 


$200,000 


$200,000 



Appropriation 



Background 

Public Law 96-184, the National Capital Transportation Amendments of 1979 (Stark-Harris 
legislation), authorized a total of $1 .7 billion in Federal capital assistance to the Washington 
Metropolitan Area Transit Authority (WMATA) for construction of the Washington Metrorail 
System starting in FY 1982. It also authorized additional Federal participation in the retirement 
of bonds issued by WMATA This authorization partially funded the first 89 5 miles of the 
planned 103-mile Washington Metrorail System In addition. Public Law 101-551, the National 
Capital Transportation Amendments of 1990, enacted November 15, 1990, authorizes an 
additional 

$1.3 billion in Federal capital assistance for construction of the remaining 13 5 miles of the 
Washington Metrorail System. 

89 5-Mile Svstem 

In FY 1994, the remaining balance of $195,518 under the $1.7 billion Stark-Harris authorization 
was funded. This exhausted the authorization and completes the Federal commitment under the 
1986 Full Funding Grant Agreement for the 89.5-mile component of the 103-mile system 

Construction Beyond 89 5-Miles 

To complete the 103-mile system, the National Capital Transportation Act was amended on 
November 15, 1990 (PL. 101-551) to add an additional $1.3 billion in Federal funds to complete 
the remaining 13.5 miles of the system The local matching share under the $1.3 billion 
authorization extension has been raised to 37.5 percent (62.5 percent Federal). Under the original 
Stark-Harris legislation, the matching ratio was 20 percent local and 80 percent Federal 
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"Fast-track" Construction 

WMATA has developed a "fast track" construction and funding schedule which will complete the 
last 13.5 miles of the 103-mile system within the current $2 08 billion ($1.3 Federal share) level 
authorized by the National Capital Transportation Amendments of 1990 (Public Law 101-551). 

The "fast track" is based on the actual cash flow required to maintain the construction schedule. 
Therefore, a reliable federal appropriation is critical to securing the necessary credit arrangement 
required to keep the "fast track" construction program on schedule FTA and WMATA have 
agreed upon the following "fast track" construction schedule for the final 13.5 miles at a total 
Federal cost of $1.3 billion; $96 million in FY 1992, $154 million in FY 1993, $200 million for 
five years beginning in FY 1994, and $50 million in FY 1999 The "fast track" construction 
schedule plans completion of the remaining 13.5 miles in eight years by constructing more than 
one segment at a time, thereby assuring that the entire 103-mile system can be completed within 
the $1 3 billion reauthorization This accelerated construction schedule is expected to save 
between $600 million and $700 million during the construaion period. 

Total System Cost 

After completion of a 103-mile system, it is estimated that a total of $12 7 billion of capital (local 
and Federal) will have been invested in the WMATA rail system as shown in Table 1 The 
Federal Government's portion will be $9.0 billion. This figure includes fianding fi-om the 1990 
reauthorization, interest and principal on $997 million in Federally-guaranteed bonds through 
FY 1994, as well as interest expense and the cost of refinancing these bonds in 1994 Through a 
transaction that closed on December 30, 1993, the Department and WMATA jointly participated 
in refinancing these guaranteed bonds, thus ending the Department's obligation to the bondholders 
in this regard To facilitate this refinancing, WMATA issued $350 million in new, 
non-Federally-guaranteed municipal securities while the Department borrowed $664 7 million 
from the Federal Financing Bank on a short-term basis This intra-Govemment loan will be repaid 
through FY 1 995 appropriations under existing budget authority, thus ending the Federal debt 
participation in this capital project. 

Planned in FY 1995 

FTA requests $200 million in FY 1995 for the "fast track" construction program Funding 
appropriated in FY 1993. FY 1994 and FY 1995 under the "fast track" plan will be utilized as 
follows: 



44 



1023 

WMATA "fast-track" Construction Program 



(In millions of dollars) 
FY 1993 FY 1994 FY 1995 



Project management, consultants, 
start-up, force account, and 
work equipment 

Franconia route construction 

Glenmont route construction 

U Street/Fort Totten engineering and construction 

Branch Avenue engineering and construaion 

Section 23 set-aside 

Total Federal Share 



(Note: Contingency and insurance costs are included in individual line estimates.) 



$2.2 


$9.6 


$27.2 


87.9 


39.3 


10.1 


37.7 


45.9 


15.7 


16.2 


53.4 


105.7 


9.1 


50.9 


40.3 


.8 


1.0 


1.0 


539 


$1998 


$200.0 
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WASHINGTON METRO FUNDING SUMMARY 
(in millions of dollars) 



TABLE 1 



(89.5 Mile System) 





- 


LOCAL f 


rEDCRAL 


TOTAL 


FUNDS APPROPRIATED (MATCH) 


1 






Direct Appfopriations (1/3-2/3's) 




573.5 * 


1,147.0 


1,720.5 


Mid-City Une add-on (100% DC) 




3.0 


0.0 


3.0 


Add-ons (100% local) 




12.9 


0.0 


12.9 


Elderly and Handicapped Facilities (20%-80%) 




13.0; 


62-0 


65.0 


Arlington Cemetery Station (100% Federal) 




0.0 


7.4 


7.4 


Federal-Aid Urban Systems (10%-90%) 




3.2 1 


28.6 


31.7 


Interstate Transfer Grants - Transit 




453.8 


2,155.8 


2,609.6 


Stark-Harris (20%-80%) (Local) 


(Federal) 


s: 






FY 1983 60.0 


240.0 








FY 1984 62.5 


250.0 


i: 






FY 1985 62.5 


250.0 








FY 1986 54.0 


217.2 








FY 1987 50.0 


201.1 








FY 1988 44.9 


180.5 








FY 1989 41.8 


168.0 








FY 1990 21.1 


84.7 








FY 1991 16.9 


64.1 








FY 1992 7.0 


28.0 








FY 1993 4.0 


16.1 








FY 1994 0.0 


0.2 








FY 1986-94 PMO (100% Fed) N/A 


14.8) 








Total, Stark-Harris 




423.7 ; 


1,700.0 


2,123.7 


TOTAL APPROPRIATED FOR 89.5 MILE SYSTEM 




1.483.1 li 


s.i.;fiX>aO-7 


6.573.8 


(13.5 Mile System) 










.5% 


LOCAL F 


"fmBml- 


TOTAL 


NATIONAL CAPtTAL AMENDMENTS OF 1990 (38.5%-62 


776.1 


1,300.0 


2,076.1 


FUNDS APPROPRIATED (MATCH) (Local) 


(Federal) 








FY 1992 57.3 


96.0 








FY 1993 91.9 


153.9 








FY 1994 119.3 


199.8 








FY 1995 REQUEST 119.4 


200.0 








FY 1992-95 PMO (100% Fed) (N/A) 


(3.21 








Total, National Capital Amendments 


387.9 


649.7 


1,037.6 



REMAINING NATIONAL CAPITAL AMENDMENTS 

Available for future appropriations 
PMO 



388.2 

(N/A) 



6&0.3 

(3,3), 



1,038.5 
[ML 



TOTAL APPROPRIATED FOR 13.5 MILE SYSTEM 



7761 



1-300.0 



2.076.1 



Funds Derived from Bonds 



Matching Bond Sales 

BOND OBUGATIONS (FY 1979 - 1994) 

Interest Payments on Bonds (1/3-2/3) 
Principal Payments on Bonds 
TOTAL BOND OBLIGATIONS 

LOCAL DEBT (FY 1995 - 2014) 

Irrterest 

Principal 



LOCAL 



fa>omL 



878.3 



0.0 



TOTAL 



48.5 


0.0 


48.5 


436.8 ' 


650.3 


1,287.1 


0.0 ? 


«64.7 


664.7 


436.8 


1,515.0 


1,951.8 


545.9 ; 


0.0 


545.9 


332.4 


0.0 


332.4 



878.3 



TOTAL FUNDING FOR 103 MILE SYSTEM 



3.622.8 I €.876j6 1 1 .528.5 
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APPROPRIATION LANGUAGE 
FORMULA GRANTS 



For necessary expenses to carry out the provisions of sections 9, 16(b)(2), and 18 of the Federal 
Transit Act, to remain available until expended, [$1,284,916,000] SI, 715,050,000. Provided. 
That no more than [$2,414,867,000] $2,865,050,000 of budget authority shall be available for 
these purposes: Provided further. That of the funds provided under this head for formula grants 
no more than [$802,278,000] $600,000,000 may be used for operating assistance under 
section 9(k)(2) of the Federal Transit Act: Provided Jurther, That 10 percent of the funds 
apportioned to each grantee under section 9 of such act shall be available for obligation only 
after the grantee certifies to the Secretary that that portion of its funds will only be used for 
eligible projects that will contribute to decreased traffic congestion in its urban areas. 
(Department of Transportation and Related Agencies Appropriations A ct, 1 994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSFT ADMINISTRATION 

FORMULA GRANTS 

Program and Financing (in thoucandt of dollar*) 



Identification coda 69-1129-0-1-401 


FY 1993 
actual 


FY 1994 

estimate 


FY 1995 
estimate 


Program by autiviuas: 

Direct prooram: 
00.01 Urban formula grants 
00.02 Nonurban formula grants 
00.03 Rural transportation assistance 
00.04 Elderly and disabled 
00.91 Total direct program 
01 .01 Reimbursable program 
10.00 Total obligations 

Financing: 
1 7.00 Recovery of prior year obligations 
21 .40 Unobligated balance available, start of year 
22.00 Unobligated balance transferred, net 
24.40 Unobligated balance available, end of year 
25.00 Unobligated balance expiring 
39.00 Budget authority (gross) 


698,844 

107,900 

15 


1.211,548 
46,128 

17,576 


1,599,705 
154,216 

61,129 


806,759 
1,049,025 


1.275.252 
1,129,951 


1.815.050 
1,150,000 


1,855,784 

(31,300) 

(466,147) 

1,154 

340,336 

173 


2,405,203 

(340,336) 
350,000 


2,965,050 

(350,000) 
250,000 


1,700,000 


2,414,867 


2,865,050 


Budget auttfority: 
Current: 
40.00 Appropriation 

Permanent: 
68.00 Spending authority from 
offsetting collections 


650,975 
1,049,025 


1.284,916 
1,129,951 


1,715,050 
1,150,000 


Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, erxl of year 
78.00 Adjustments in unexpired accounts 
87.00 Outlays (gross) 


1,855,784 

2,489,378 

(2,073,929) 

(31,300) 


2,405,203 
2,073,929 
(3,092,311) 


2.965.050 
3.092,311 
(4,206,756) 


2,239,933 


1,386,821 


1,850,605 


Adjustments to budget authority and outlays: 
Deductions for offsetting collections: 

88.30 Trust funds 

89.00 Budget authority (net) 

90.00 Outlays (net) 


(1,049,025) 


(1,129,951) 


(1,150,000) 


650,975 
1,190,908 


1,284,916 
256,870 


1,715,050 
700,605 
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PROGRAM AND PERFORMANCE STATEMENT 
FORMULA GRANTS 



In 1 995, a total of $2.9 billion is requested for Formula Grants. These funds may be used for a 
wide variety of mass transit purposes including planning, construction of facilities, purchase of 
buses and raiicars, and in some cases for operating assistance. Activities funded under this 
account are: 

Urban Formula Grants (Sections 9 and 9B). - $2.6 billion will be apportioned by legislative 
formula for use in urbanized areas with populations of more than 50,000. Of this amount, 
ten percent will be set-aside for congestion relief transit incentive grants from each urban area's 
apportionment to fund proposed projects that contribute to decreased trafiBc congestion Not to 
exceed $600 million of Urban Formula Grants funding will be available for operating assistance in 
urbanized areas Most urban formula grants funds not available for operating assistance may be 
transferred to the Federal Highway Administration for use on highway projects at State and local 
discretion 

Nomirban Formula Grants (Section 18). - $154 million will be apportioned according to a 
legislative formula based on each State's nonurban population to areas with populations of less 
than 50,000. 

Elderly and Disabled Grants (Section 16). - $61 million will be apportioned for the Elderiy and 
Disabled Program to each State according to a legislatively required formula to assist in providing 
transportation to the elderiy and persons with disabilities Funds may be made available to private 
nonprofit organizations and to public bodies when certain requirements are met 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

FORMULA GRANTS 

OBJECT CLASSIFICATION 

fln thousand* of doOart) 



Identification code 69-1129-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


41 .0 Grants, subsidies, and contributions 
99.0 Reimbursable obligations 

99.9 Total obliaations 


806.759 
1.049.025 


1.275.252 
1.129.951 


1,815,050 
1,150,000 


1.855,784 


2.405,203 


2,965,050 1 
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FY 1993 
Enacted 


FY 1994 
Enacted 


FY 1995 
Request 


$650,975 

1.049.025 

$1,700,000 


$1,284,916 

1.129,951 

$2,414,867 


$1,715,050 

1.150,000 

$2,865,050 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

FORMULA GRANTS 

Comparative Summary of Activity 
(Dollars in Thousands) 



Budget Authority: 

General Fund 
Trust Fund 
Total 

Program Structure 

The Intermodal Surface Transportation EflBciency Act (ISTEA) of 1991 authorizes funds under 
section 21(a) to carry out sections 9, 9B, 1 1(b), 12(a), 16(b), 18, 23, and 26 of the Federal 
Transit Act, as amended, and substitute transit projects under section 103(e)(4) of title 23, United 
States Code These authorized programs are established as takedowns from the amounts made 
available for Formula Grants Section 21(a) programs in any fiscal year The FY 1995 request for 
these programs funded under Section 21(a), prior to takedovwns, is $3,045 billion, just short of the 
$3,075 billion authorized in ISTEA. 

ISTEA includes both trust funds from the Mass Transit Account of the Highway Trust Fund and 
general fund resources under Section 21(a) The FY 1993 and FY 1994 accounts under this 
section were split-funded In FY 1995, FT A proposes to use trust flind and general fund 
resources for only Formula Grants programs. In this manner these trust fiind resources will fund 
accounts that are distributed more widely to the areas that paid gasoline taxes. Centralizing trust 
fijnds in one appropriation allows efficiency in the management and accounting of these funds. 

Section 1 1(b) University Transportation Centers; section 12(a) Administrative Expenses; 
section 26 Transit Planning and Research; and Interstate Transfer - Transit have separate 
justifications in this budget. Therefore, the remaining programs included here are: section 9 - 
Urban Formula Grants, section 18 - Nonurban Formula Grants, and section 16 - Elderly and 
Disabled Grants (funding designed to meet the special needs of elderiy persons and persons with 
disabilities). 

Section 23 of the Federal Transit Act, as amended, authorizes a take-down of 1/2 of one percent 
from section 9 and section 1 8 for project management oversight, and safety, procurement, 
management, and financial compliance reviews and audits. 
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Funding by Activity 



FY 1993 



FY 1994 



FY 1995 





Enacted 


Enacted 


Request 


Section 9 - Urban Formula 


$1,560,539 


2,226,553 


$2,649,705 


Section 16 - Elderly and Disabled 


48,636 


58,726 


61,129 


Section 1 8 - Nonurban Formula 


90.825 


129.588 


154.216 


Total Formula Grants 


$1,700,000 


$2,414,867 


$2,865,050 



The FY 1995 budget request of $2.9 billion for sections 9, 16 and 18 represents an increase of 
$450 million or a 19 percent increase over the enacted FY 1994 level. This will provide essential 
capital resources to address capital needs for bus and railcar replacement, facility construction and 
fixed guideway modernization. 

Section 9 - Urban Formula Grants 

Congestion Relief Transit Incentive Grants - Highway congestion has increased, especially in 
large urban areas. According to the FHWA, the percentage of urban interstate travel that is 
congested during the daily peak travel hour increased from 55.4 percent in 1983 to 70,2 percent 
in 1991 . Congestion in the nation's 50 largest urban areas now costs more than $39 billion 
annually in lost productivity and fuel costs. 

To focus attention on transit's role in addressing this growing and costly problem, 1 percent of 
the $2.6 billion requested for urban formula grants will be set aside for Congestion Relief Transit 
Incentive Grants This will be the forerunner of an Administration initiative to relieve urban 
congestion In FY 1995, the section 9 Congestion Relief Transit Incentive Grants will emphasize 
projects that meet the requirements of the Traffic Congestion Management Systems plan called 
for in section 1034 of ISTEA. Traffic Congestion Management System Plans may include such 
actions as, transportation demand management, parking management, traffic operational 
improvements, transit capital improvements, and congestion pricing. 

Key features of the Congestion Relief Transit Incentive Grants activity include: 

o The Incentive Grants activity builds upon the TraflSc Congestion Management System 

requirements in the recent Interim Final Rule, published December 1, 1993. 

o Ten percent of the funds made available for section 9 will be designated for the 

Congestion Relief Transit Incentive Grants. ($265 million in FY 1995) 

o Incentive Grant funds can be used for any eligible section 9 project that would mitigate 

traffic congestion in the urban area. 
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Funds wiU be made available to each urban area or state if: 

- The area or state can demonstrate that the proposed project will contribute to 

decreased trafiBc congestion in the urban area. These types of projects are part 
of the trafBc congestion strategies as required by 49 CFR Part 614, 
Management and Monitoring Systems, DOT Interim Rule. 

- Examples of a traffic congestion strategy include, but are not hmited to: 

(1) Transportation Demand Management Measures. 

(2) Measures to encourage high occupancy vehicle (HOV) use, 
i.e., ridesharing/vanpooling. 

(3) Public transit capital improvements. 

(4) Purchase of systems to improve transit operations, i.e., trafiBc signal 
preemption for buses. 

Amounts apportioned under this section shall be available for obligation by the recipient 
for a period of 3 years following the close of the fiscal year for which such sums are 
apportioned. Any amounts so apportioned remaining unobligated at the end of such 
period shall be added to the amount available for apportionment under section 9 for the 
succeeding fiscal year. 



Operating Assistance - The FY 1995 budget proposes funding at $600 million a reduction of 
$202.3 million (25 percent) fi-om the $802.3 million level of the past seven years. This reduction 
in operating assistance is important because it allows FTA to have a higher formula capital budget 
while still maintaining the budgetary outlay levels required by the budget resolution acts 
Increased transit capital fiands will go for additional infrastructure improvements. This increase in 
Federal capital dollars will in turn allow State and local governments to make trade-oflfs in 
support of transit operating expenses, which are more appropriately under control of the local 
governments. 

Operating assistance will be reduced 25 percent across all areas receiving urban formula grants 
funds An across-the-board cut is proposed because it is equitable to all areas, and it follows the 
direction established by the House Appropriations Committee during the FY 1994 appropriations 
process In both small and large urban areas, the increase in capital assistance will help reduce 
operating costs and stimulate long-term local commitment to transit. 



Capital Assistance - In FY 1995, $2.05 billion is proposed for capital assistance, an increase of 
$625 milhon over the enacted FY 1994 level of $1 42 billion. Part of these funds will be used for 
the Congestion Relief Transit Incentive Grants. The requested FY 1995 budget continues to 
support the increased capital formula funding. This is consistent with the Administration's goal to 
increase investment in the Nation's infi-astructure Historically, 43 percent of funds were obligated 
under Section 9 to fiind fixed guideway modernization and 57 percent were obligated for bus and 
bus-related projects. Since ISTEA, however, this percentage has shifted even more toward bus 
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and bus-related projects. The most recent figures indicate that 37 percent of Section 9 fiands are 
obligated to fijnd fixed guideway modernization and 63 percent are obligated for bus and 
bus-related projects. 

Funds will be used to upgrade rail facilities and equipment and replace rail rolling stock, thus 
beginning to eliminate the rail investment backlog. These fiands will also fiind bus and van 
replacement and bus facility rehabilitation. The newer vehicles will be safer, more reliable, 
contribute to improved air quality, and be accessible to persons with disabilities. 

Bus Capital - Bus services remain the mainstay of transit systems in nearly all urbanized areas. 
Ninety-five percent of the urbanized areas in which transit is provided only have bus service. In 
FY 1992, there were about 5.0 billion urban transit bus trips, about 65 percent of all transit trips. 

In 1992, the total bus and paratransit fleet exceeded over 55,000, and transit systems had more 
than 600 maintenance facilities for bus and paratransit systems. In order to assure that transit 
service remains safe, clean and reliable, transit operators must continually recapitalize this 
investment by replacing overage vehicles and assuring that bus facilities remain in proper 
condition. The current average age of standard transit buses is 8.2 years. The increase in Federal 
capital fijnding over the FY 1 994 level will provide the opportunity for grantees to replace 
overage buses, thus bringing fleet age more in line with the FTA recommended 6 year average 
fleet age standard and to make the bus fleet accessible to comply with the Americans with 
Disabilities Act of 1990. In addition, fiinds will be available for much needed maintenance facility 
investments. 

In some urbanized areas, alternative fiiel buses may be required to comply with the Clean Air Act 
Section 9 funds will be the primary fijnding to cover the costs of alternative ftiel buses and retrofit 
bus facilities to handle alternative ftiels. 

Fixed Guideway Modernization - The major goal of the fixed guideway modernization activity 
remains the stabilization and restoration of conditions on the Nation's older fixed guideway (rail) 
systems An update to the 1987 Rail Modernization Study estimates that the total cost to restore 
the Nation's rail systems to good condition over a ten-year period is between $ 1 5 billion and 
$17 billion in 1992 dollars Therefore, an annual requirement of between $1.5 billion and 
$17 billion fi-om all sources. Federal, State, and local is necessary to maintain rail transit 
conditions and eliminate the backlog of rail transit project. 

Recent levels of Federal investment with fimds fi^om section 3 fixed guideway modernization and 
section 9 have been sufficient to meet the goal of stabilizing rail conditions, and have made 
modest progress toward meeting the goal of improving conditions. 

However, the FY 1 995 request will make significant progress toward improving overall 
conditions, particularly when combined with State and local fimds. State and local governments 
recently have been providing a significant amount of fijnding in addition to that needed to match 
Federal ftinds for fixed guideway modernization In FY 1995, the section 9 resource will also be 
used to help defi^ay the costs of making over 700 rapid, light, and commuter rail key stations 
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accessible to persons with disabilities. These one time costs are estimated to be $900 million. 
Most of this cost will be incurred over the five year period 1994 through 1998, at about 
$100 million each year. 

Section 16 - Elderiy and Disabled Grants 

In FY 1995, this budget proposes $61.1 million, an increase of $2.4 million over the FY 1994 
level, to support the Section 16 program to fund projects specifically to meet the special needs of 
the elderly persons and persons with disabilities. This is consistent with ISTEA which authorizes 
for this program 1 .34 percent of the total funding made available for the Federal Transit 
Administration, excluding funding for the WMATA. 

Funds under this program are available for capital expenses to support the provision of 
transportation services to meet the special needs of elderly persons and persons with disabilities. 
Such expenses include the purchase of vehicles and equipment, and the acquisition of 
transportation services under a contract, lease or other arrangement. 

The requirement that all fixed route transit systems provide paratransit service under the ADA has 
encouraged increased coordination among providers of specialized transportation services and 
those providing fixed route service. Section 16 funds are available to local public bodies, 
including transit providers, that have been designated by the State as the lead agency to 
coordinate specialized transportation service. 

Section 18 - Nonurban Formula Grants 

This budget requests $154.2 million to fund activities under the section 18 nonurban formula 
program, a $24 6 million increase over the FY 1994 level. These additional funds are needed to 
assist the States in carrying out essential transit service in rural areas In FY 1995, ISTEA 
requires that States spend a statutory level of 1 5 percent for intercity bus transportation. 

Our increased level of funding proposed for FY 1995 will assist States in meeting the new 
requirement to support intercity bus service and help meet the needs of local rural public 
transportation services. The section 18 program assists the over 1,000 rural transit operators to 
provide service using over 10,000 vehicles. About 110 million transit trips are provided per year. 

While Section 18 funds can be used at the State's discretion for either capital or operating 
assistance, the absolute amount of funds programmed by the States for operating assistance under 
this program has remained virtually constant at about $60 million annually during the past few 
years Therefore, the increased funding level proposed for FY 1995 will provide increased capital 
resources to enable operators in nonurbanized areas to replace equipment as it meets its useful 
life. 
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APPROPRIATION LANGUAGE 
UNIVERSITY TRANSPORTATION CENTERS 



For necessary expenses for university transportation centers as authorized by Section 1 1(b) of 
the Federal Transit Act, to remain available until expended, [$3,238,000; Provided, That no more 
than $6,000,000 of budget authority shall be available for these purposes] $6,000,000. 
(Department of Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSfT ADMINISTRATION 

UNIVERSITY TRANSPORTATION CENTERS 

Program and Rnancing (in thousands of dollars) 



Identification code 69-1 1 36-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Program by activities: 

00.01 Direct program 
01.01 Reimbursable program 
10.00 Total obligations 

Financing: 

39.00 Budget authoritv (gross) 


2,025 


3,238 
6,737 


6,000 


2,025 
2,025 


9,975 
9,975 


6,000 
6,000 


Budget authority: 
Current: 
40.00 Appropriation 

Permanent: 
68.00 Spending authority from 
offsetting collections 


2,025 


3,238 
6,737 


6.000 


Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 
87.00 Outlays (gross) 


2,025 
(2.025) 


9,975 
2,025 

(8,100) 


6,000 
8,100 
(9,180) 




3,900 


4,920 


Adjustments to budget authority and outlays: 
Deductions for offsetting collections: 

88.00 Federal funds 

89.(X) Budget authority (net) 

90.00 Outlays (net) 




(6.737) 




2,025 


3,238 
(2.837) 


6,000 
4,920 
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PROGRAM AND PERFORMANCE STATEMENT 
UNIVERSITY TRANSPORTATION CENTERS 



For FY 1995, $6 million is requested for the University Transportation Centers program which 
will be combined with fUnding from the Federal Highway Administration to support research, 
education, and technology transfer activities aimed at addressing regional and national 
transportation problems. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

UNIVERSITY TRANSPORTATION CENTERS 

Object Clacsification 

(in thousands of dollars) 



Idantification coda 69-1136-0-1-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


41 .0 Grants, subsidies, and contributions 
99.0 Reimbursable obligations 

99.9 Total oblioations 


2,025 


3,238 
6,737 


6,000 


2,025 


9,975 


6,000 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

UNIVERSITY TRANSPORTATION CENTERS 



Budget Authority 
General Fund 
Trust Fund 
Total 

Background 



Comparative Summary of Activity 
(Dollars in Thousands) 






FY 1993 
Enacted 


FY 1994 
Enacted 


FY 1995 
Request 


$2,025 
3.975 


$3,238 
2.762 


$6,000 



$6,000 



$6,000 



$6,000 



Section 1 1(b) of the Federal Transit Act, as amended, authorizes the University Transportation 
Centers Program (UTCP) The mission of the program is to advance U S. expertise in the many 
transportation disciplines through the mechanisms of research, education and technology transfer 
at institutes of higher learning. There are thirteen University Transportation Centers, ten regional 
centers and three national centers 

The Regional Centers and their focus areas are: 

Region! Massachusetts Institute of Technology Strategic Management of 

Transportation Systems 

Regional Mobility and Accessibility 
Investment Strategies 

Advanced Technologies in 
Transportation Operations jmd 
Management 

Transportation Safety 

Commercial Highway Transportation 

Mobility for Regional Development 

Midwestern and Rural Transportation 
Policy, Planning, and System 
Management 



Region II 


City University of New York 


Region HI 


Pennsylvania State University 


Region IV 


University of North Carolina 


Region V 


University of Michigan 


Region VI 


Texas A&M State University 


Region VII 


Iowa State University 
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Region Vm North Dakota State University Rural and Non-Metropolitan 

Transportation 

Region DC University of California, Berkeley Improving Accessibility for All 

Region X University of Washington Operations Management and Planning. 

The National Centers are: 

° National Center for Transportation and Industrial Productivity at New Jersey Institute of 

Technology, 
o National Center for Transportation Management, Research & Development at Morgan 

State University, and 
o Mack-BIackwell National Rural Transportation Study Center at the University of Arkansas. 

Objectives and Approach 

The objectives of the program are to: 

• address current and future transportation challenges and issues through interdisciplinary, 
applied and basic research; 

• provide an interdisciplinary education for tomorrow's transportation professionals and advance 
the skills of today's professionals; and 

• disseminate the results to all prospective users of the research products. 

The Centers program has an integrated management team. The Research and Special Programs 
Administration heads the team, with the Federal Transit Administration and the Federal Highway 
Administration as the other two team members. An annual grant award is made each year to each 
of the Centers This is based on submission of an annual program plan for that year and an 
evaluation of the previous year's successfully completed plan. This program has a 50 percent 
matching requirement. 

The Federal Highway Administration is authorized to appropriate $6,000,000 from the Highway 
Trust Fund annually through FY 1997 for the UTCP. This amount is combined with the Federal 
Transit Administration's appropriation and made available to the thirteen Centers. 

Accomplishments 

Over 450 research projects have been funded; about sixty percent of which are completed The 
research is a mix of highway, transit and intermodal projeas, many are doctoral dissertations or 
fulfill pressing research needs at State transportation departments and regional and local agencies. 
Particularly successful projects include: a wheelchair securement device now being manufactured 
for use by transit operators, a lecture series to assist MPOs and transit operators to respond to 
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planning, clean air and other requirements of ISTEA; analyses of high-speed transit modes in a 
congested corridor in the Southeast; developing and maintaining a panel of almost two thousand 
commuters for use by a major MPO in determining changes in mode choice; and, assisting a small 
community implement a paratransit service for disabled persons Graduates from one Center, 
responding to a survey, demonstrated that 37 went to work for Federal, State and local 
transportation-related agencies, 28 remained in academia, 20 pursued transportation consulting, 
and only 3 went into non-transportation related careers. More than 2,800 university students and 
500 faculty members have been involved with the program nationwide. 

All of the Centers have developed strong and creative diversity recruitment programs both for 
students and faculty. The National Clearinghouse has compiled a data bank of all research reports 
completed by all of the Centers and this is can be accessed through a Clearinghouse bulletin board 
using a simple access number. 

Planned for FY 1995 

The research program will continue to emphasize transit research that is directly applicable to real 
world problems. In order to keep abreast of these needs, the education programs will be revised 
and updated New degree programs will be added in order to respond to the need for 
interdisciplinary degrees and courses reflecting the developing multi-modal emphasis in 
transportation programs 
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APPROPRIATION LANGUAGE 
TRANSIT PLANNING AND RESEARCH 



For necessary expenses for transit planning and research as authorized by section 26 of the 
Federal Transit Act, to remain available until expended, [$48,125,000: Provided, That no more 
than $92,250,000 of budget authority shall be available for these purposes:] $92,250,000: 
Provided [further]. That there may be credited to this appropriation funds received from States, 
counties, municipalities, other public authorities, and private sources, for expenses incurred for 
training. (Department of Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRANSIT PLANNING AND RESEARCH 

Program and Rnandng (in thousands of dollars) 



Idantification coda 69-1137-0-1-401 


FY 1993 
actual 


FY 1994 
astimate 


FY 1995 
estimate 


Program by activitias: 
00.01 Direct program 
01.01 Reimbursable program 
10.00 Total obligations 

Financing: 
21.40 Unobligated balance available, start of year 
22.00 Unobligated balance transferred, net 
24.40 Unobligated balance available, end of year 
39.00 Budget authority (gross) 


24,720 
14,642 


53,559 
98,396 


92,250 


39,362 

(1,154) 

5,434 

43,642 


151,955 
(5,434) 

146,521 


92,250 
92,250 


Budget authority: 
Current: 
40.00 Appropriation 

Permanent: 
68.00 Spending authority from 
offsetting collections 


29,000 
14,642 


48,125 
98,396 


92,250 


Relation of obligations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, stan of year 
74.40 Obligated balance, end of year 
87.00 Outlays (gross) 


39,362 
(23,581) 


151,955 

23,581 

(130,652) 


92,250 
130,652 
(148,562) 


15,781 


44.884 


74,340 


Adjustments to budget authority and outlays: 
Deductions for offsetting collections: 

88.00 Federal funds 

89.00 Budget authority (net) 

90.00 Outlays (net) 


(14.642) 


(98,396) 




29,000 
1,139 


48,125 
(53.512) 


92,250 
74,340 
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PROGRAM AND PERFORMANCE STATEMENT 
TRANSIT PLANNING AND RESEARCH 



Funding of $92 million is requested for the Transit Planning and Research (TPR) Program to 
fund a wide variety of activities. Under the Intermodal Surface Transportation Efficiency Act 
(ISTEA) of 1991, 45 percent of the TPR funding must be apportioned to States for Metropohtan 
Planning (Section 8), 5 percent for the Rural Transit Assistance Program (Section 18(h)), 
10 percent for the Transit Cooperative Research Program, 10 percent for the State TPR Program, 
and 30 percent for the National TPR Program. 

Under the national component of the program, the FT A is a catalyst in the research, 
development and deployment of transportation methods and technologies addressing such issues 
as accessibihty for the disabled, air quality, traffic congestion and service and operational 
improvements. Funds for the State and local component of the program improve the State and 
local planning process and allow them to participate in research efforts. 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRANSIT PLANNING AND RESEARCH 

Object Classification 

(in thousands of dollars) 



Identification coda 69-11 37-0-1 -401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Diract obligations: 
25.2 Other services 
41 .0 Grants, subsidies, and contributions 

99.0 Subtotal, direct obligations 
99.0 Reimbursable obligations 

99.9 Total obligations 


7,910 
16.810 


13,390 
40,169 


23,063 
69,187 


24,720 
14,642 


53,559 
98,396 


92,250 


39,362 


151,955 


92.250 
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ERRATA 



DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRANSIT PLANNING AND RESEARCH 

Object Classification 

(in thousands of dollars) 



Idantification code 69-1 1 37-0-1 -401 


FY 1993 
actual 


FY 1994 


FY 1995 
estimate 


Direct obligations- „..^^^^, , 

|',jffi.^£B«MArch and daw^opment «on«ract« , ... 
41.0 Grants, subsidies, and contnbutions 

99.0 Subtotal, direct obligations 
99.0 Reimbursable obligations 

99.9 Total obligations 


2,114 

5,796 

16,810 


2;200 
11,190 

40,169 


Z,2(Xi 
20.8e3 
69,187 


24,720 
14,642 


53,559 
98,396 


92,250 


39,362 


151,955 


92,250 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

TRANSIT PLANNING AND RESEARCH 



Comparative Summary of Activity 






(Dollars in Thousands) 






FY 1993 


FY 1994 


FY 1995 


Enacted 


Enacted 


Request 


Budget Authority: 






By source of funding- 






General Fund $29,000 


$48,125 


$92,250 


Trust Fund 56.000 


44.125 
$92,250 


- 


Total $85,000 


$92,250 


By program- 






Metropolitan Planning Program $38,250 


$41,512 


$41,512 


Rural Transit Assistance Program 4,250 


4,613 


4,613 


State Planning and Research Program 7,750 


8,475 


8,475 


Transit Cooperative Research Program 7,750 


8,475 


8,475 


National Transit Institute 3,000 


3,000 


3,000 


National Planning and Research Program 24,000 


26,175 


26,175 



Total TPR Programs 



$85,000 



$92,250 



$92,250 



Fiscal Year 1995 is the fourth year of the combined Transit Plaruiing and Research (TPR) 
Program enacted by the Intermodal Surface Transportation Efficiency Act of 1991 (ISTEA) The 
program will total $92.3 million in FY 1995. 

Consistent with ISTEA, TPR funds are allocated as follows: 

o 30 percent for the National Planning and Research Program under Section 26(b), less 
$1.5 million for the National Transit Institute (NTI), 

o 10 percent for the Transit Cooperative Research Program under Section 26(a)(1), less 
$750 thousand for NTI, 

o 10 percent for State Planning and Research under Section 26(a)(2), less $750 thousand for 
NTI, 

o 45 percent for Metropolitan Planning under Section 8(n), 

o 5 percent for the Rural Transit Assistance Program under Section 1 8(h), and 

o $3 million for the National Transit Institute (NTI) under Section 29. 
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METROPOLITAN PLANNING PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $38,250 $41,512 $41,512 

For FY 1995, FTA requests $41.5 million to support the transportation planning activities of 
MPOs. This level reflects the role of planning agencies in continuing to shape transportation 
investments that respond to the needs of their communities. This funding level assists MPOs to 
carry out the requirements resulting from ISTEA and the metropohtan transportation planning 
and programming regulations issued October 28, 1993. 

To a large extent, the benefits of transit investment are determined at the planning level The 
quality and cost effectiveness of transit and highway projects are directly dependent upon the 
planning process, because it is in this process that projects are evaluated, and the most 
cost-effective are selected for fiinding In addition to their obvious effect in determining the 
ability to attract and sustain patronage, planning decisions also dictate: 

(1) the role that transit investments will play in local economic and social life, 

(2) the extent to which transit projects can ameliorate environmental conditions; and 

(3) the realization of opportunities for full intermodal coordination. 

Metropolitan Planning Organizations (MPOs) are the foundation of transit and highway planning. 
There are 380 MPOs nationally, including 33 new ones resulting from the 1990 census. The 
planning process operates under the provisions of the Federal Transit and Federal Highway 
legislation. It has assumed importance due to the great intermodal flexibility built into both the 
Federal transit and highway programs. It helps ensure the maximum benefit from all Federal 
transportation assistance. 

Eighty percent of the funds are allocated to the States by each State's total urbanized area 
population, and the remaining twenty percent is allocated on the basis of the population in 
urbanized areas exceeding one million. All of these funds must be made available by the States to 
MPOs. The respective urbanized area MPO is determined by each State in cooperation with local 
oflRcials 

These funds support the continuing, cooperative and comprehensive (3-C) metropolitan planning 
and programming process which FTA administers in cooperation with the Federal Highway 
Administration (FHWA). FHWA's funding is contained in its Planning (PL) and Highway 
Planning and Research (HPR) programs. 

Products required of the 3-C process include a transportation improvement program based upon a 
multi-modal long-range transportation plan. The Transportation Improvement Program (TIP) is a 
compilation of specific projects, by year to be obligated, which are derived from metropolitan area 
long-range transportation plans. In larger cities over 200,000 population and in non-attainment 
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areas, a congestion management system is required as well. These are updated regularly, using 
information generated by a variety of studies and analyses. 

FTA-funded planning processes encompass studies of land-use; economic, social and 
demographic trends; transportation demand, system performance, transit finance, transportation 
air quality and energy impacts; the mobility needs of disabled persons; transit modernization and 
rehabilitation needs, and, the cost-effectiveness of potential new services and facilities The local 
planning program is also the mechanism which FTA uses to insinuate national policy objectives 
such as energy conservation, air quality improvement, and accessibility for elderly and disabled 
persons into local planning and decision-making. 



RURAL TRANSIT ASSISTANCE PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $4,250 $4,613 $4,613 

A total of $4.6 million of the requested TPR funding is to be allocated to the Rural Transit 
Assistance Program (RTAP), for apportionment directly to the States The apportionment 
formula, identical to Section 1 8 and apportioned with it, is based on each State's percentage of 
the total national rural population (The national portion of the RTAP program is included in the 
National Planning and Research Program discussed below ) 

As in the past. States will continue to use this funding for research, technical assistance, training, 
and related support services in non-urbanized areas. Examples of the use of state RTAP dollars 
are for scholarships to workshops, peer-to-peer networking, newsletters, and research in the areas 
such as routing and scheduling. 



STATE PLANNING AND RESEARCH PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $7,750 $8,475 $8,475 

A total of $8 5 million of the requested TPR funding is to be made available for a State Planning 
and Research Program. The program is allocated to the States using a statutory formula based on 
urbanized area population All activities permitted under sections 6, 8, 10, 11, and 20 of the 
Federal Transit Act are eligible for section 26(a)(2) funding, at the programming discretion of the 
respective States Eligible activities include planning, technical assistance, independent research, 
cooperative research with other states, managerial training and university research 
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State TPR funding is essential to helping the States meet the new state-wide planning and 
programming requirements and management systems established by ISTEA. States are now 
required (by Statewide and Metropolitan Final Rule issued on October 28, 1993) to establish 
long-range transportation plans and project specific transportation improvement plans, while 
developing and maintaining six transportation management and monitoring systems (according to 
Management Systems Interim Final Rule issued on December 1, 1993) These plans and 
programs must include and build upon similar plans developed by the MPOs 

States have broad discretion in determining the types of projects undertaken with Section 26(a)(2) 
funds. Examples of State projects include: development of a statewide training module on ADA 
specifications and inspection procedures for paratransit vehicle specification compliance for use 
by transportation providers. State inspectors and equipment manufacturers; testing the utility of a 
portable computer in conjunction with the global positioning system (GPS), and, local training 
programs that address human resource needs such as development of an Upward Mobility 
Internship Program and pilot 2000 employees and creation of a Supervisory Development 
Program for women employees. 

A State's section 26(a)(2) funds can also be used to supplement the Metropolitan Planning 
Program funds it allocates to the Metropolitan Planning Organizations, as well as to cover the 
cost of State administration of that program. The use of 26(a)(2) funds are at the programming 
discretion of the respective States. 

TRANSIT COOPERATIVE RESEARCH PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $7,750 $8,475 $8,475 

A total of $8 5 million of the requested TPR funding is to be made available for the Transit 
Cooperative Research Program (TCRP). 

The TCRP allows the industry, through an independent governing board, called the TCRP 
Oversight and Project Selection (TOPS) Committee, to have an opportunity to develop a research 
and demonstration agenda responsive to the needs of the transit industry The TCRP fosters 
greater cooperation among transportation providers and suppliers, State and local agencies and 
other key segments of the industry in conducting research. 

The first three annual agendas of research projects have been identified, and these projects are 
being implemented Examples of projects that the industry has chosen to fund include assessment 
of innovative fare collection technology and policy, means of improving employee performance, 
better techniques for inventory control and developing new information on a range of safety and 
planning issues. A strategic plan has been prepared to guide the TCRP in its formative years and 
a special focus is being placed on information dissemination, to get research results implemented. 
The TOPS committee is currently soliciting new research topics for the fourth-year (1995) 
research agenda. 
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NATIONAL TRANSIT INSTITUTE 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $3,000 $3,000 $3,000 

The National Transit Institute (NTI) assists the transit industry in the training and development of 
its workforce The NTI, located at and managed by Rutgers University for the FT A, is 
patterned after the National Highway Institute which supports training and development in the 
highway industry 

The program was earmarked by Congress in the ISTEA for six years of funding at $3 million a 
year starting in FY 1992 The NTI develops and conducts training and technical assistance 
activities in cooperation with the FTA and the transit industry The cooperative agreement 
between the FTA and Rutgers University, first awarded in May of 1992, calls for the NTI to work 
closely with the transit industry in the development and conduct of training. An advisory board 
established by the NTI representing transit industry interests meets periodically to provide the 
NTI with pohcy and program focus. 

The NTI develops and conducts training in support of the FTA and the transit industry 
Curriculum development and presentations are underway on a number of Federal program 
responsibility courses providing training at no cost to state and local transit employees These 
courses are aimed at providing training needed to implement Federal regulations, standards and 
policy initiatives Training is also underway on a broad variety of industry identified needs In 
addition, the NTI provides technical support relating to training, a clearinghouse Sanction which 
will include cataloging of curriculum oflFered at the NTI and elsewhere and referral services 
relating linked to the training and development needs of the transit industry. 

Recent accomplishments include the start-up of a series of "New Technology Seminars" on 
subjects relating to the introdurtion of innovation in transit. Subjects such as alternative fiiels and 
automatic vehicle monitoring are just a small sample of offerings underway or planned. In 
addition, short course series on first line supervisor and middle management training are 
scheduled at regional locations and offered on demand. 

NATIONAL PLANNING AND RESEARCH PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $24,000 $26,175 $26,175 

The National Program, for which $26.2 million is proposed for FY 1995, is FTA's creative 
enterprise intended to ensure an ever- increasing range of innovative and cost-effective options for 
transit equipment, facilities and operations, responding to the needs of the customer. In addition, 
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the National Program should produce better planning data and methods, operations, and analysis 
techniques to facilitate the transportation decision-making process at the state and local levels. 

The Transit Industry Technology Development Advisory Committee, required by ISTEA, 
provides essential transit industry direction. This committee is composed of transit suppliers, 
manufacturers, operators, consultants, and members of academic institutions. This Committee 
meets periodically to recommend technology priorities, emphasis areas, and cost sharing 
possibilities. The Committee met with Deputy Secretary Downey in August 1993, to discuss 
how best to support the continuing vitality of the U.S. transit manufacturing industry. 

The Advisory Committee has recommended six priority areas for technology development: 
reduce maintenance and operations costs, increase ridership, enhance safety and security while 
improving access; support the Clean Air Act and Americans With Disabilities Act, reduce vehicle 
weight and increase vehicle efficiency; transfer technology fi-om other industries and improve 
information dissemination; and, control capital costs. The FY 1995 program reflects these 
priority areas, which were supported in deliberations of the 1992 and 1993 Priorities Workshops. 

The National Planning and Research Program is divided into eleven specific program areas. 
Projerts in each program area represent a mix of research, demonstrations and studies or 
development and application of new technologies, as well as information dissemination and 
evaluation. The eleven programs areas are as follows: 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $24,000 $26,175 $26,175 

By program area- 
Advanced Public Transportation Systems Program 
Clean Air Program 
Finance Program 

Human Resources and Productivity Program 
Information Program 

Planning and Projert Development Program 
Policy Analysis and Evaluation 
Regional Mobility Program 
Safety and Security Program 
Technology Development Program 
Transit Accessibility Program 



$3,165 


$ 3,000 


$3,000 


1,750 


2,500 


1,500 


1,000 


300 


500 


1,800 


1,390 


2,000 


3,865 


3,800 


3,800 


2,500 


1,000 


2,000 


1,400 


990 


1,000 


2,450 


2,500 


2,500 


1,000 


900 


1,000 


3,100 


7,695 


6,775 


2,000 


2,100 


2,100 



The request for each program area follows. 
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ADVANCED PUBLIC TRANSPORTATION SYSTEMS PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $3,165 $3,000 $3,000 

Background 

Advanced Public Transportation Systems, or APTS, are advanced navigation and communication 
technologies applied to all aspects of public transportation system operations. APTS provides the 
technology for transportation agencies to make timely information available to the passenger and 
to improve the convenience, reliability, and safety of public transportation service. The FT A 
created the APTS program as part of the DOT initiative in Intelligent Vehicle-Highway Systems 
(TVHS). 

Objectives and Approach 

The goal of the APTS program is to enhance the ability of public transportation systems to satisfy 
customer needs and contribute to community goals by providing information on innovative 
applications of available IVHS technologies from a coordinated operational test and evaluation 
program. 

The goal is accomplished through research on promising new technologies in public 
transportation applications; technical assistance and the development of user requirements; and, 
operational tests and evaluations of site-specific applications of new technologies. 

Accomplishments 

Completed evaluation plans for six sites and six others are under development These plans are 
tailored adaptations of the FT A standardized Evaluation Guidelines for the Advanced Public 
Transportation Systems Operational Tests . 

Updated the document Advanced Public Transportation Systems: The State of the Art which is 
being used by the transportation industry to plan advanced transportation systems 

Directed a first-ever Catalog of APTS Technologies in cooperation with IVHS America and the 
Voipe Transportation Research Center. 

Completed User Service Plans to guide development of a national IVHS architecture in seven key 
areas for APTS technologies. 

Completed fijnctional requirements for APTS technologies in the FVHS Systems Architecture 
development effort. 
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Finalized implemenUtion design for an operational test of the "Smart Commuter" in Houston, TX 
that will induce mode shifts from single occupant automobiles to shared ride transportation. Data 
from an implemented evaluation plan is now being collected and aiudyzed. 

Began implementation designs for the Ann Arbor MI Intermodal Integration Project, Bus 
Management System in Chicago and mobility management project in Winston-Salem, N.C These 
projects will combine several elements including vehicle location, electronic fare collection, and 
central control for more eflFective system management and improved customer service. 

Developed two mobility manager projeas that electronically integrate multiple transit operators 
and services in Delaware County, PA and Rogue Valley, OR. 

Planned for FY 1995 

Teamed with FHWA in the selertion and development of IVHS Corridors operational tests in 
Wilmington, Delaware; Denver, Colorado; Miimeapolis/St. Paul, Minnesota, San Francisco, 
California, New York, New York and Northern Virginia. 

Assisted the Chattanooga Area Regional Transportation Authority in selerting a contractor to 
examine the potential for employing advanced fare payment media in Chattanooga. 

The contractor in the Twin Cities Smart Card project produced a final report on the potential for 
smart card applications for the Regional Transit Board's paratransit operations 

Supported Denver RTD and Baltimore MTA in the development of evaluation efforts for the 
implementation of their Automatic Vehicle Location and Advanced Communications Systems. 

Evaluation and Cross Cutting Studies. Evaluation plans will be developed for ten new sites. Data 
collection and evaluation efforts for twelve ongoing operational tests will be continued. The first 
in a series of opportunities for cross-cutting studies of APTS operational tests will be developed 
from the three mobility manager sites. Several local initiatives to apply APTS technologies will 
also be documented. 

Research. Research will focus on the application of advanced technologies and command and 
control strategies for better management of public transit bus fleets. Among promising 
technologies are those dealing v^th communications, data processing, data reception patterns, 
message coding, vehicle location and passenger counting. New operational strategies and 
possible service innovations like personalized public transit systems and single trip carpooling will 
be researched based on the results of operational tests and evaluations. 

Design requirements for a multimodal control center and passenger communications system will 
be developed, with initial focus on integration of rail and bus systems. Effective transportation 
network management requires the ability to locate all vehicles with their expected route and travel 
time, to manage anomalies that occur in the system and to communicate with all users to provide 
accurate real-time information. This will apply advanced computer and communication 
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technologies now used in defense and aerospace, taking into account human factors, ergonomics, 
displays, exception reporting, passenger information needs and intermodal operations. 

User Requirements and Technical Assistance . The APTS Program will continue development of 
APTS user services, fiinctional requirements and standards. System performance evaluations will 
be developed from the operational tests. Guidelines for intermodal fare systems and structures 
will be formed using the outcome from operational tests and evaluations. 

Operational Tests. Four or five operational tests to evaluate advances in APTS technologies will 
draw on both FTA and FHWA fiind sources in the areas of Smart Traveler, Smart Vehicle, and 
Smart Intermodal Systems. Operational tests will build on developed AVL technologies and 
advance flexibly operated transit and smart card technology developments for testing applications 
in different transit markets. Advances in two-way interactive technologies, hand-held devices, 
and the sharing of various transportation databases will open opportunities to operationally test 
regional intermodal travel information systems. 



CLEAN AIR PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $1,750 $2,500 $1,500 

Background 

Transportation has major impacts on the environment. Emissions from mobile sources are one of 
the largest contributors to urban air quality problems. One fourth of the Nation's total energy 
consumption, and approximately two-thirds of the petroleum used, supports U.S. transportation. 

The Clean Air Program (CAP) was established to support the national goals of improving air 
quality and reducing petroleum dependency. The national goals, derived from the Clean Air Act 
Amendments of 1 990, established emissions standards for urban transit buses, and with the 
Energy Policy Act of 1992 established a goal to replace at least 10 percent of the petroleum fuel 
used by transportation with alternative fuels by the year 2000, and 30 percent by 2010. 

Current cutbacks in defense expenditures and President Clinton's declared policy of technology 
reinvestment for dual-use military and civil applications offer a new opportunity for the 
transportation community to make use of the defense industry's advanced technologies and 
expertise. The CAP is one avenue for the transit industry and the defense sector to coordinate 
their efforts in technology development that have dual-use applications. 

Objectives and Approach 

The objective of the Clean Air Program is to provide decision-makers, at all levels, vnth a better 
understanding of emerging technologies that generate cleaner emissions and are non-petroleum 
derived, and to provide technical assistance and support to the transit industry in making a 

79 



1055 



successful transition to these technologies. Efforts under the CAP are closely coordinated with 
the Environmental Protection Agency (EPA) and the Department of Energy (DOE). Similarly, 
there are ongoing vehicle propulsion programs in defense conversion and dual-use technology that 
are of interest to the transit industry. To keep abreast of these developments, FT A will continue 
to coordinate closely with the Advanced Research Projects Agency (ARPA), the lead Federal 
agency in the Technology Reinvestment Project, and with the National Institute of Standards and 
Technology (NIST) of the Department of Commerce, which manages the Advanced Technology 
Program. 

The Clean Air Program includes technical support and evaluation of the introduction of 
alternative fueled buses into revenue service operations, development and dissemination of facility 
design guidelines to accommodate alternative fuels, and comparative analyses of alternative fiiel 
bus operations. 

Accomplishments 

Under the CAP, numerous initiatives have resulted in the development and demonstration of 
alternative vehicle fuels for transit buses The technologies for methanol and natural gas heavy 
duty engines have matured to the point that buses powered by these fuels are now widely 
available with fiill factory warranties and offer performance equivalent to that of a diesel bus while 
emitting far fewer pollutants. The success of these programs is demonstrated by the fact that 
approximately 20 percent of new buses purchased are now powered by natural gas or methanol. 

Fuel Cell/Battery Bus FT A has been working with the Department of Energy to develop a Fuel 
Cell/Battery Bus Propulsion System. A four phase program was initiated in 1987. Under Phase I, 
Proof of Feasibility, the technical feasibility of such a propulsion system was established. The 
projeaed emissions from a fleet of fuel cell/battery buses was equal to a single conventional diesel 
bus. Under Phase II, which is nearing completion, 3 prototype test bed buses are being 
fabricated. The first fuel cell/battery bus is scheduled to roll out this spring. Under Phase HI, the 
3 test bed buses will be placed in demonstrations. Data collection and evaluation of the operation 
and maintenance of these buses will be conduaed. Phase IV calls for the fabrication of a small 
fleet of these buses. 

Electric Vehicle Program. The ISTEA provided $12 million for an Advanced Transportation and 
Electric Vehicles Research and Development Program. Under this program, four consortia were 
selected after a competitive review process. CALSTART has manufactured a Showcase Electric 
Vehicle with advanced electric vehicle components and subsystems. CALSTART has also 
developed and is demonstrating a 22-foot electric bus. A 30-foot electric bus has also been 
designed and will roll out in late Spring. One hundred recharging stations have been instaUed as 
part of CALSTART's effort to evaluate the infrastructure needs for electric vehicles. A training 
video for fire and rescue personnel to safely deal with electric vehicle accidents has been 
developed along with a fleet manager training program. The Chesapeake Consortium has 
developed an advanced powertrain for electric vehicles that is being demonstrated and evaluated 
in 10 prototype electric vehicles based on the Chrysler minivan platform. Development work is 
continuing to further refine the powertrain to lower the cost of production. Work is also 
proceeding with the application of this powertrain to buses. The New York State Consortium is 
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developing a low floor, full sized bus with a hybrid electric propulsion system. The goal is to 
reduce the bus emissions by SO percent and to reduce the petroleum consumption by 25 percent. 
The first prototype bus is scheduled to roU-out this summer. The Advanced Lead Acid Battery 
Consortium (ALABC) is developing rapid recharging systems and battery monitoring and control 
systems. . 

Planned for FY 1995 

Continue to develop an advanced hybrid electric bus. Focus the design on a small, low-emission, 
alternative-fuel engine used to generate power which charges the batteries and, in turn, power 
electric motors for propulsion. 

Continue to develop a full-size, domestically produced, fuel- cell/battery transit bus. 

Provide technical assistance to transit agencies in their efforts to deploy alternative fueled buses. 

Continue to monitor progress of the four consortia implementing the Electric Vehicle program. 

Continue to support the ETVI, which will serve as the ^cilitator and resource center for electric 
vehicle development for the transit industry. A field testing laboratory for the research, design, 
development and demonstration, support of electric transit vehicles will be established by ETVI. 

Develop a manual for liquefied natural gas (LNG) transit buses to complement the existing 
manuals for compressed natural gas (CNG) and methanol buses. The Transportation Safety 
Institute will develop and conduct training courses based on these manuals. Also, develop 
guidelines for the conversion and construction of new transit facilities to safely accommodate 
alternative fuels. 

Continue data collection and evaluation of the performance, reliability, and cost of 
alternative-fueled and clean-diesel buses in cooperation with the Department of Energy. 

Conduct demonstrations of clean diesel bus technology with new materials for catalytic converters 
for bus engine rebuilds to meet EPA requirements. 

Prepare summaries of operating experience and disseminate information concerning FTA's Clean 
Air Program and Department of Energy activities. Federal legislation. State and local activities, 
and development in alternative fuels technology. 
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FINANCE PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $1,000 $300 $500 

Background 

Mass transportation in the United States will be faced with extensive financial demands 
throughout the 1990's. It is estimated that replacement and rehabilitation of existing assets will 
cost more than $50 billion over the next ten years. Providing capital for this level of investment 
will be made more difiBcult by demands for new systems, many of which were earmarked in the 
ISTEA. Ever increasing operating and maintenance costs and eflFective responses to the CAAA 
and the ADA requirements will necessitate innovative approaches to transit finance. 

Objectives and Approach 

The objectives are: to help stabilize and diversify the fiinding base for transit systems; stimulate 
public/private partnerships; and, enhance the financial management capabilities of transit 
professionals. The program conducts research, training, evaluations, and demonstrations These 
projects contribute towards the goals of strengthening transportation's role in supporting the 
economy, supporting the safety of our transportation systems, strengthening the link between 
transportation and environmental policy, advancing U.S. transportation technology and expertise, 
and fostering intermodalism. 

Under the Finance Program, Financing Techniques promote the use of innovative financing 
mechanisms that leverage Federal, State, local, and private sector assistance, support the 
reduction of the cost of capital through credit enhancement instruments, and encourage market 
based revenue strategies. Financial Management focuses on the on-going financial operation of 
transit agencies and Public/Private Partnerships embrace efforts to capture the value of transit 
infrastructure investments through public/private cooperation. 

Accomplishments 

Assisted transit agencies around the U.S. to successfully implement cross-border leases and 
capital leases thereby generating significant dollar savings and revenue for these agencies. 

Conducted workshops on financing in Oriando, Los Angeles, and Washington, DC. for transit 
agencies, metropolitan planning organizations (MPOs), and local and state governments on the 
opportunities and technical issues associated with creative financing techniques. 

Developed a financial analysis model for MPOs, assisting in their implementation of the financial 
planning and analysis requirements of ISTEA and the CAAA. Transit agencies were provided 
with state-of-the-art information on asset management. 
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Completed a report on transit joint development, incorporating the experiences of the series of 
workshops conducted in 8 cities around the U.S. The workshops assisted communities to 
understand and capture the economic value from transit system investments, in turn, fostering 
more efficient and effective land use development. 

Planned for FY 1995 

Financing Techniques . Conduct studies on the opportunities and applicability of innovative 
infrastructure banking strategies, including securitization, to increase the efficiency of 
construction financing and private sector investment in transit infrastructure. One study will 
document different financial risk management practices in the transit industry and guidelines of 
good professional practice. These will enhance transit financial managers in allocating risk in 
operations and in new construction. Technical guidelines will be developed for use in 
implementing the new financial constraint requirements for metropolitan Transportation 
Improvement Programs and long-range transportation plans. The impact of inflation on multiyear 
fiinded FFGAs will be assessed. 

Financial Management . Collect data on FTA sponsored projects that demonstrate the use of 
creative techniques in financing transit capital projects for preparation and dissemination of briefs. 
Provide training in transit finance for MPOs in areas with small- and medium-sized transit 
systems, and for cities developing new fixed guideway systems to address the financial planning 
and financial capacity analysis requirements of ISTEA and the Clean Air Act These efforts will 
enable transit agency financial operations officers to improve their financial management 
capabilities. Assessment of the overall condition of State and local finances as they relate to 
transit for use in the Section 308 Report to Congress. 



HUMAN RESOURCES AND PRODUCTIVITY 

PROGRAM FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $1,800 $1,390 $2,000 

Background 

Human resources and civil rights efforts continue to focus on efforts to attract, train and retain a 
quality workforce while continuing to support diversity in transit. The next ten years will place 
greater demands and requirements on the transit workforce as fewer employees enter the 
workplace, and employer competition increases for unskilled labor. In addition, changing 
technology, like the need for new skills, training, retraining and pressure to keep good employees 
in transit will focus efforts in support of the Industry's human resource needs. 

Ongoing efforts will be made to assist DBE/WBE's in their efforts to seek opportunities in the 
transit marketplace. The impact of new technology and iimovation will effect the business 
community and, more importantly, the transit service provider. The adverse impact of introducing 
new equipment and technology into service without proper training is often felt long after 
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implementation. Plans for introducing technological change must include provisions for human 
resources education and training as well as support for operations and maintenance. 

Objectives and Approach 

The objectives of the Human Resources Management Program are to improve the performance 
and productivity of the transit labor force, while assisting the industry efforts to achieve diversity 
in its workforce and its business community Recruiting and selection, training and education, 
business development opportunities for minorities and women, and increased employee 
involvement on the job, will all play important roles in achieving the overall transit goals of 
improved performance, increased mobility and cost efiFective operations. 

Accomplishments 

Conducted Civil Rights and Human Resources conferences geared to civil rights personnel, 
high-level transit ofiBcials and policy makers. Sessions were conducted in civil rights areas such as 
Titles VI and Vn, EEO, and ADA, as well as workforce diversity These well-attended 
conferences were seen as major successes, and provided excellent opportunities to share best 
practices and latest techniques in the civil rights arena. 

Funded high school transportation academies in Washington, DC. and Los Angeles Students 
take transportation-related courses and participate in curriculum related internships at government 
and local transit agencies. This initiative creates and supports a pipeline to both continued 
education and job placement. 

Outreach efforts have, for the first time, included a nonprofit Hispanic organization Mi Casa of 
Denver, Colorado, is developing a training module for DBEs which will be replicated throughout 
the country 

Produced and distributed a resource guide and video depicting best practices in transit operations, 
maintenance and management at over 12S transit systems nationwide. This is the first such 
publication of its kind It documents projects and programs geared to excellence in operations 
and customer service. 

Planned for FY 1995 

Training and Development Focus on improved methods and techniques to train and retain 
current employees, and emphasize on linking job training at the high school and community 
college level to prepare the economic and social disadvantaged for job opportunities in transit. 
Projects will also be designed to assist grant recipients in implementing target programs for 
women, minorities and the disabled community. 

University Research Grants will be awarded to selected colleges and universities on a 
competitive basis, targeting historically black colleges and universities, as a means of maintaining 
interest in transit research and education by faculty and schools outside the University 
Transportation Centers Program. 
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Labor/Mana|gement Cooperation Showcase best praaices in labor and management cooperation 
using both transit and generic models and case studies. Activities will draw from cooperative 
efforts with transit labor, management, Department of Labor, and the private sector. 

Assessment and Evaluation Assess transit industry human resource practices in hiring and 
seleaion and compare with practices in private industry. Investigate the potential for assessment 
centers and aptitude tests to identify superior performance. 

DBEAVBE . Efforts will continue to focus on assisting minority and women entrepreneurs to 
participate in the many contracting opportunities available in FTA grant programs. Special efforts 
will be made to assist transit agencies in meeting their DBEAVBE procurement goals. 

Diversity . Comprehensive efforts wall be made to develop seminars, workshops and 
demonstrations covering diversity efforts in recruiting, training, career advancement, glass ceiling 
issues and mobility. 



INFORMATION PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $3,835 $3,800 $3,800 

Background 

The transit industry requires timely information on the latest technical iimovations and techniques 
to effectively provide service to the public. An important element in the delivery of this 
information is a strong role by the Federal Transit Administration. In addition, FTA serves a 
unique function in assuring that decision makers, at all levels of government, are provided with 
the latest possible data on the condition, performance, and needs of the transit industry and the 
diverse roles it plays in our society and economy. The FTA Information Program will provide 
leadership to the transit industry in the delivery and retrieval of information and improvements to 
the dissemination process. 

Objectives and Approach 

There are three elements of the Information Program. They include Data/Information Generation 
which develops new information essential to policy development and program formulation. Data 
Management which is concerned with the development and maintenance of data bases, and. 
Dissemination which addresses the market for information sharing and the transfer of technology. 
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Accomplishments 

CoUeaed, analyzed, and disseminated Section IS data to provide up-to-date information on 
transit operations and performance. The Section 1 5 reporting system has been streamlined so that 
grantees report more uniformly using new formats, and, profiles of performance have been added 
so that transit agencies can target operational improvements. 

Based on local Transportation Improvement Plans and other local documentation, FTA has 
developed a method for estimating long term nationwide transit investment needs. These 
estimates will be reported to Congress in the biennial report on Public Transportation Condition, 
Performance and Needs. 

FTA has strengthened its internal capability to manage data bases in civil rights enforcement, 
particularly with reference to Title VI and ADA enforcement and compliance. 

Conduaed experimental research to develop an Urban Transportation Performance Monitoring 
System (UTPMS) in which the condition, performance, and needs for transit and highway 
facilities can be measured by the same yardstick. Transit performance will be measured according 
to the funaions it performs: I ) livable communities, 2) low-cost mobility, and 3) congestion 
relief 

Planned for FY 1995 

Data/Information Generation. The 1 996 Joint Highway and transit needs report to Congress will 
be prepared which will report on current conditions, performance and future needs. 

Initial data will be generated for the intermodal UTPMS, which will support intermodal system 
performance evaluation and needs estimation. 

Data Management The Section 15 annual report on the performance of transit operations will be 
prepared, and software changes made to improve the efficiency of data processing and to improve 
the format and content of information in the report. 

FTA will initiate the collection of nationwide data, based on selected transit systems, for specified 
transit services or functions, e.g., commuter or basic mobility services. 

FTA will continue its civil rights enforcement efforts by strengthening and modernizing data 
management for initiatives under Title VI and ADA. 

FTA will institutionalize its management of local planning documents to provide regular estimates 
to Congress on long term transit investment needs. 

FTA will work with local decision makers to implement recent Federal requirements (Clean Air, 
ADA, etc.) using available funds. 
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PLANNING AND PROJECT DEVELOPMENT 

PROGRAM FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $2,500 $1,000 $2,000 

The development and operation of a public transit system can require a significant investment of 
resources, both public and private. Since 1965, over $47 billion in Federal capital grants has been 
invested in the U.S. The demand for new major capital investments by the transit industry in 
vehicles, fixed guideways, stations and other facilities is estimated to be $75 billion over the next 
10 years. 

The planning and project development process generates information to help decisionmakers 
make wise choices on new transit investments and on the maintenance, rehabilitation and 
operation of current services and facilities. ISTEA and the CAAA emphasize the need for a 
strengthened planning process. 

There are numerous opportunities to improve planning procedures and technical methods through 
the research program. These include the application of microcomputer-based analysis tools, the 
development of improved travel demand forecasting models, improved understanding of 
transportation and land use relationships, and the development and application of planning data 
It has been over ten years since FTA has acted to advance the state-of-the-practice in operations 
planning. The transit industry has seen the emergence of new information systems and advanced 
technologies that could support local planning for more efiBcient and effective services and offer 
opportunities to address many of the issues in capital investment planning and engineering. 

Improved planning and analysis tools will help enhance local planning procedures to meet the 
complex planning and programming requirements of ISTEA and the Clean Air Act. Such 
improvements will help ensure that scarce fiinds are used most effectively. 

Objectives and Approach 

The primary objective of the Planning and Project Development Program is to develop techniques 
to help support informed decisionmaking by state and local officials, transit agencies, and the 
Federal government. These planning techniques may support decisionmaking on new capital 
investments, new transit services, new operating strategies, or the efiBcient utilization of existing 
facilities and equipment. 

The Planning and Project Development Program is divided into five elements. The staff support 
element provides assistance to FTA in its reviews of local planning processes and studies. It also 
provides staff support in other planning and project development areas. The system planning 
element develops improved techniques for use by local and State transportation planners to 
enhance the ISTEA-mandated metropolitan planning process. The corridor/project planning 
element develops techniques for more detailed planning studies of investments at that level. Such 
techniques would improve local capabilities in the alternatives analysis, environmental impaa 
assessment, and preliminary engineering phases of project development. The operational planning 
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dement seeks to identify proven methods to help transit agencies develop new services, operate 
existing facilities and equipment more efficiently, and evaluate innovative strategies for improving 
service, pricing and marketing. The engineering management element seeks improvements 
associated with new procurement methods and improved project management during preliminary 
engineering, design and construaion. 

Accomplishments 

Developed technical data, guidance and information on best planning practices to help local 
planning agencies and transit authorities conduct various planning studies, alternatives analyses, 
and environmental impact studies. In the past year, guidance was issued on travel demand 
forecasting, financial analysis, and the estimation of operating and maintenance costs. 

Devdoped a series of reports on HOV systems. These included the characteristics of existing 
HOV projects, the history and institutional arrangements that led to these projects, and 
procedures for evaluating HOV projects. This information assists in the planning, implementation 
and evaluation of HOV systems. 

Provided guidance and technical support to transit agendes to improve their revenue management 
in areas such as fare restructuring, employer-based transit subsidy programs, leasing and 
advertising revenue enhancements. The support was provided for areas across the country 
including New York, Boston, Philadelphia, Atlanta, Chicago, Cleveland, Kansas City, 
Los Angeles, Sacramento, and Seattle. 

Prepared a report entitled "Light Rail Transit Capital Cost Study" which documents the actual 
construction and acquisition costs for the most recently constructed light rail transit systems in the 
United States. This report provided a base of information to help planners of future light rail 
systems make better cost estimates. 

Prepared a report entitled "Characteristics of Urban Transportation Systems" which updates 
information helpful in estimating the performance characteristics of urban transportation modes 
including light rail, heavy rail, bus, auto, automated guideway and pedestrian assistance systems 
during planning. With this report, transit systems will be able to gauge their performance and 
compare it with other transit systems of similar characteristics. The information enables planners 
to do sketch planning on proposed new systems. 

Planned for FY 1995 

Staff Supp ort. Staff support will continue to be provided for the ISTEA-mandated review and 
certification of metropolitan planning, alternatives analysis studies, and the turnkey demonstration 
program. This support will supplement FTA staff resources with necessary technical expertise in 
several subjea areas including travel forecasting, engineering and costing, finandal analysis, 
environmental assessment, and procurement. 
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S yytem Planning . Guidance will be provided to local planning bodies and transit agencies to help 
them carry out the new planning requirements of ISTEA and the Clean Air Act. Procedures will 
be developed, tested and documented on how planning agencies can use geographic information 
systems to enhance transit planning. 

A "Technical Resource Center" will be esublished to assist planners in using the latest travel 
demand modeling techniques. Travel demand modeling will be advanced with new approaches- 
several based on mathematical and computer technology from the defense industry. These 
procedures will help transit agencies use travel demand models that are more reliable in prediaing 
future usage of transit facilities and services. 

Criteria will be developed to evaluate and compare multimodal alternatives in regional planning, 
corridor planning, and programming. An organizational study will be made to identify and 
evaluate different ways to conduct multimodal planning A summary of best citizen participation 
praaices for the planning process mandated by ISTEA will be developed. 

Several projects will help improve the linkages between transit and land use. Data will be 
collected on parking costs and requirements in transit oriented developments. This will help local 
planners avoid the construction of potentially counter-productive and unnecessary parking, while 
promoting transit use. A report will be compiled on transit oriented zoning including excerpts 
from local zoning ordinances. A manual will be developed to help local planners forecast 
population, employment, and density in CBD's and transit station areas 

Corridor/Proiect Planning . Efforts will continue to improve procedures and techniques for use by 
transit planners for cost estimation, site planning, and transit access modeling. Information on the 
land use impacts of transit projects will be updated. A Transit Capital Price index modeled after 
the Highway Construction Price Index will be developed. This index will provide more 
descriptive cost estimation factors than is currently available for transit construction 
Environmental guidance will be developed on vibration impact assessment and hazardous waste. 
Design guidelines for HOV stations will be developed. Case studies will be developed on corridor 
preservation techniques. The demand, supply, performance and cost characteristics of intermodal 
terminals will be compiled as a data base for use by transportation planners 

Operations Planning Route-level cost and demand models will be updated to be used with 
personal computers and to make use of geographic information systems for data manipulation by 
planning and operating agencies. The transit operator planning, diagnostic, and optimization 
model will be updated to incorporate a wider variety of labor constraints and operating periods. 
Transit agencies will benefit significantly from an update of these planning tools for use in 
contemporary personal computers and to include emerging labor and operational issues. An 
evaluation will be conducted of the various methods currently in use for the distribution of transit 
passes. A demonstration will be conducted of strategies and analytical techniques used to allocate 
fares, revenues, and costs for intermodal passes. An evaluation will be made of the impact of the 
employer transit pass tax incentive program. Transit agencies and major employers need this 
documentation to better plan and implement their various services and to predict the impacts on 
carpools and transit ridership A course in transit operations planning will be presented to FT A 
personnel. 

89 



1065 



Engineering Management . Reviews will be conducted of the state-of-the-practice in preliminary 
engineering of major capital investments. Model contracts for turnkey procurement will be 
developed. A review of transit construction organizations will be performed. Best practices in 
project controls will be identified. A report will be developed on the assessment of cost and 
scheduling risk. 

POLICY ANALYSIS AND EVALUATION FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority: $1,400 $990 $1,000 

Background 

The Policy Analysis and Evaluation Program allows FTA to be on the cutting edge of 
improvements for its customers. Eflforts include a continuing process for development of 
systematic, state-of-the-art information in support of FTA ideas and decisionmaking The 
program includes evaluation of the likely impacts of FTA decisions, the status of efforts to carry 
them out, and measurement of their results. 

Objectives and Approach 

Ongoing studies in this area include: evaluations of the trends, conditions, and performance of the 
transit industry, establishing objectives for FT As programs; developing and evaluating legislative 
and policy initiatives; ensuring that National and Departmental goals are reflected in agency 
initiatives, including outreach to constituencies to promote legislative and policy objectives; and 
evaluating the effectiveness of FTA's policies, programs, and projects These efforts strengthen 
transportation's role in supporting the economy, strengthen the link between transportation and 
environmental policy, advance U.S. transportation technology and expertise, and foster 
imermodalism. 

Accomplishments 

Recurring CongressionaUy-required reports were submitted to the Congress in accordance with 
Section 308 and Section 3(j). For the second time, in 1994, FTA and FHWA intend to jointly 
submit to Congress an intermodal highway/transit conditions, performance, and needs report 
(308). The report will include estimates of transit needs based on the costs to maintain and 
improve performance. The Section 3(j) report, which makes reconrunendations on the allocation 
of New Fixed Guideway Systems and Extensions funds for FY 1994, was submitted before the 
1994 Congressional hearings for the first time. 

Workshops to educate state and local officials were developed on flexible funding for transit 
projects. Workshops were conducted around the U.S., focusing on changes in the planning 
process, project eligibility under various ISTEA programs, and case studies of successfiil 
multimodal project selections. 
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Analyses supported the biennial intomodal reports to Congress on tnmsit and highway condition, 
performance, and needs. These collected improved data on transit fecility and equipment 
conditions and investment plans and analyzed economic performance of transit. Assessment of 
travel behavior, transit's market, and transit performance was also condurted. 

With joint FTA/FHWA sponsorship, analyzed the feasibility of congestion pricing, concluding that 
local areas should consider pricing as a means to manage the demand for automobile travel. A 
grant was awarded to implement congestion pricing along with enhanced transit for the Oakland 
Bay Bridge corridor serving San Francisco. This represents the first genuine demand management 
hi^way pricing effort on a heavily travded &cility in the U.S. 

Studies were initiated on the longer tenn impacts of existing nuyor transit investments, including 
the BART and MART A systems. The studies will documem the impact of the investments since 
their openings, particularty in the transportation system, land use, and urban development. 

Studies were conduaed to improve the criteria used for evaluating proposed major new 
investments, based on ISTEA changes to the Section 30) criteria for New Starts. 

Outreach workshops and a guidebook on best practices of collaborative decisionmaking for 
MPOs were completed to fiicilitate broader community participation in the transportation 
decisionmaking process under the new ISTEA planning regulations. 

Planned for FY 1995 

Initiate studies on the longer term impacts of additional and existing major transit investments, 
including the Houston and San Diego systems. The studies will document the impact of the 
investments since opening, particularly in the transportation system, land use, and urban 
development. Studies of the BART and MART A systems will be completed 

Continue to conduct workshops to educate state and local officials on the use of flexible funding 
for transit projects nationwide and focus on changes in the planning process, project eligibility 
under various ISTEA programs, and case studies of successful multimodal project selections. 

Develop a method for collecting transit performance data according to a functional classification 
scheme. Development of a functional classification system will permit transit performance to be 
disaggregated, providing a more accurate portrayal of transit's diverse economic roles. 

Review transit financial planning experience to determine how the new ISTEA requirements can 
best be met by States, MPOs, and transit operators. Assess the experience of transit planning to 
determine effective methods of implementing ISTEA's financial planning requirements. 

Evaluate strategies to enhance the customer orientation of transit services. These include 
neighborhood based services that could better meet narrow tranat market niches. 

The Oakland Bay Bridge Congestion Pricing Pilot Project is expected to open in early 199S. 
Transit is a m^or component since BART and Alameda County Transit buses must provide 
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ahemate service for those priced off the Bridge. Most of the revenues from the congestion 
pricing are expected to fond operating costs for expanded transit services. FTA will record the 
implementation of congestion pricing and uses of revenues, building on earlier feasibility studies. 

Continue work on collaborative decisionmaking that enhances community and private sector 
participation in intermodal transportation planning. Demonstrations of best practices at three 
MPOs will be completed. A national conference will be conducted to disseminate information on 
the best practices now being used by MPOs to increase community and private sector 
participation in regional planning to implement ISTEA's new public participation process. 



REGIONAL MOBILITY PROGRAM 



FY 1993 FY 1994 FY 1995 

Enacted Epftgtcd Rcqvwt 



Budget Authority $2,450 $2,500 $2,500 

Background 

The Regional Mobility Program was created to be a catalyst for local action to address 
community mobility problems using relatively low cost, iimovative management strategies. 
Mobility problems come in various forms. For example, too much trafRc demand for roadway 
systems can cause congestion, delays, accidents, air quality deterioration, lost business 
opportunities, and increased business and personal transportation costs. Mobility problems also 
include the difficulties of persons without cars to get to jobs, stores and medical services that are 
located without access to public trartsit services. 

Objectives and Approach 

The Regional Mobility Program focuses on a variety of objeaives. The Program assists local 
communities to reduce dependence on, and encourage alternatives to, single occupant auto travel 
in metropolitan areas It promotes multi-modal and intermodal decisionmaking aimed toward 
increasing social and economic opportunity, increasing mobility and reducing trafiBc congestion, 
encouraging a greater variety of transportation choices. It strives to improve the mobility of those 
without easy access to transportation, including the rural poor, persons with disabilities, and 
elderiy persons. It also works to encourage a greater variety of transportation choices. Lastly, 
the Regional Mobility Program encouraging a comprehensive mix of land use transportation 
management and innovative service techniques in local communities that enable a more livable 
environment. 

The Program elements include: Congestion Management which focuses on actions such as 
transportation demand management (TDM), congestion pricing, and telecommuting that help 
reduce single occupancy auto trips and encourage transit ridership; Innovative Transportation 
Services which focuses on new marketing and service strategies; Rural and Specialized 
Transportation which addresses the personal mobility problems of people who are isolated and/or 
lack opportunity to access transportation; and. Livable Communities which encourages local 
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communities to plan and adopt a more coordinated and comprehensive set of site-specific land use 
and transportation nuuiagement and service strategies that enable a more livable environment. 

Accomplishments 

Provided technical assistance to over 65 communities across the country to help implement 
specific measures to relieve trafBc congestion and increase transit usage. 

Prepared, jointly with FHWA, a conq)rehensive six-part guidance manual on TDM measures. 
This very important training and reference document will be a valuable aid to those public 
agencies and private organizations responsible for planning and implementing TDM measures in 
compliance with ISTEA, the Clean Air Act and other state and local regulatory congestion 
management and air pollution requirements. Developed a microcomputer program to enable 
employers, developers, and local governments to collect and analyze data on TDM programs. 
Developed a model technique for use by transit planners for analyzing the interactions of TDM 
strategies and land use scenarios. 

Supported (with OST, FHWA and RSPA) a congressionally mandated study on the transportation 
implications of telecommuting. The study forecasts a growing percentage of the U.S. workforce 
who will telecommute. 

Assisted the Los Angeles County Metropolitan Transportation Authority to begin the 
development of a satellite telecommuting center in Rancho Palos Verdes, California and to study 
its transportation effects. 

Prepared and distributed through the Consortium for Regional Mobility, a quarterly newsletter 
and selected monographs on high-occupancy vehicle programs and innovative TDM techniques 
that will assist local public decision makers in improving their regional transportation flow. 

Initiated muhi-operator negotiable transit voucher programs that encourage employees to ride 
transit to work in the New York City, Philadelphia. Los Angeles, and Washington DC. 
metropolitan areas. Thousands of transit vouchers are now sold monthly in each area. 

Implemented a market-based fare program for the Chicago Transit Authority which resulted in 
increased revenue without the usual loss of ridership. 

Provided training and technical assistance which have enhanced the expertise and management of 
rural transit operators; developed a video-based training package and a promotional kit which has 
been distributed to state Departments of Transportation, and developed cost effective rural 
transportation innovations. 

Provided start-up assistance to over 100 organizations, including public housing councils, 
' business community groups, tnmsportation management associations, civic groups, and a variety 
of private bus and taxi operators to initiate new transportation services that were not being 
provided by public transportation operators. 
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Established twelve transportation management associations which have facilitated public and 
private sector cooperation in the development of effective TDM actions. 

Planned for FY 1995 

Congestion Management . Evaluations will be conducted of various transportation demand 
management strategies and innovative service concepts and their effectiveness in increasing transit 
use and reducing single occupant auto travel. Congestion pricing implementation plans will be 
developed in metropolitan areas. The plans will help introduce variable pricing schemes that will 
have a direct benefit to increasing transit and multi-occupancy vehicle use. Continued support 
will be provided to the Consortium for Regional Mobility to prepare newsletters, conduct 
outreach, and conduct technical workshops to promote regional mobility. Studies and 
implementation plans will be prepared to introduce various telecommuting strategies. A 
guidelines manual vnH be prepared to assist local planners and employers in the start up of satellite 
and stay at home telecommuting centers. 

Innovative Transportation Services . Plans will be developed, and demonstrations will be 
conducted, on selected innovative employer-based strategies involving transit services. The 
Joblinks Program will be expanded to provide increased transportation services to unemployed 
and underemployed persons. 

Rural and Specialized Transportation Continued assistance will be provided for the Rural 
Technical Assistance Program Resource Center, training material development, the peer-to-peer 
matching program, technical assistance, research initiatives, the Rural Research Clearinghouse and 
the toll-free telephone hotline Selected joint project initiatives will be conducted with various 
Department of Health and Human Services operating administrations Assistance in the 
development and demonstration of a Texas statewide coordinated transportation program will be 
accomplished. 

Livable Communities . Technical assistance will be provided to various local public and 
non-profit agencies to cooperatively plan and implement a variety of site-specific land use and 
transportation management actions and services that result in more livable communities. Possible 
aaions could include: neighborhood shuttle services to existing rail and bus stations; station 
designs that include amenities such as day care centers, convenience stores, health facilities and 
training facilities; and, increased transit for unemployed and underemployed persons in inner city 
areas. 
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SAFETY AND SECURITY PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enaaed Request 

Budget Authority $1,000 $900 $1,000 

Background 

The Safety and Security Program is designed to assist the transit industry as well as sute and local 
authorities in providing the highest practical level of safety and security for the passengers and 
employees of the Nation's public transportation systems Ensuring and promoting the safety of 
our transportation systems is a primary mission of the Department of Transportation. This 
includes FTA's own oversight role as well as grants to State and local governments to improve 
transportation safety. 

A safe transit environment projects a positive image to the public, resulting in increased patronage 
and transit income, reduced operating costs, improved performance, and enhanced working 
conditions. A healthy transit industry requires the elimination or control of unintentional hazards 
to passengers, employees and the public and protection against intentional personal injury or 
property loss. 

Objectives and Approach 

The goals of FTA's Safety and Security Program are (a) to prevent and reduce accidents and 
incidents, and (b) to minimize and control the effects of accidents and incidents that do occur. 
TPR includes programs for developing innovative and more effective means of ensuring transit 
safety and security as well as developing and offering training courses for transit employees. Data 
collection, analysis and information sharing enable all levels of government to conduct informed 
oversight of the safety of transit systems A management information system will assist FTA in 
monitoring implementation of drug and alcohol regulations. 

Recognizing safety and security as a local responsibility, the program objectives are realized 
through technical assistance which supports the fundamental activities associated with operating 
safe transit systems. These activities include: 

o Transit Security. FTA has an ongoing security program that includes training in System 
Security. In 1992, FTA conducted a workshop which examined the relationship between 
transit security and the environment of crime, gangs, drugs and vagrancy within the 
community At the direction of the Administrator, a major security initiative is an FTA 
priority. An expanded FY 1994 Security Program is in preparation which will include a new 
System Security training course. The 1995 Safety and Security Program is expanded to 
encompass FTA's efforts to make transit secure. 

o Training of transit professionals through the Transportation Safety Institute to spread safety 
and security knowledge to the working levels within the transit industry, 

o Analysis of performance indicators by utilizing data on transit safety and security problems. 
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Accomplishments 

Since 1979, the Transportation Safety Institute (TSI), supported by FT A, has provided safety and 
security training covering a full range of bus, rail, and safety courses and seminars To date, over 
25,000 persons have received training through the TSI program. Some trainees attend courses at 
TSI in Oklahoma City; others receive training at their own local systems from instructors who had 
been prepared through TSrs Train-the-Trainer programs. As a result of these training programs, 
improvements have been made in accident prevention, accident reduction, and a more secure 
environment for transit patrons and employees. 

A workshop was convened to explore new security concepts in managing social problems, which 
impact transit systems and their passengers and employees, such as: gangs and other sources of 
ethnic and cultural conflict; homelessness; and how order and cleanliness contribute to a safe and 
civil transit environment. 

The Omnibus Transportation Employee Testing Act of 1991 mandates the Department of 
Transportation (DOT) to implement substance abuse management programs in various 
transportation industries for safety-sensitive employees. As a result. Notices of Proposed 
Rulemaking on drug and alcohol testing in the mass transit industry were published by FTA in the 
Federal Register on December 15, 1992. It is anticipated that final rules will be published in 
January of 1994. An in-depth nationwide survey was conducted to determine the extent of 
substance abuse in the transit industry. Responses were summarized in a final report on the 
state-of-the-practice of substance abuse management. Three technical assistance packages which 
help transit systems design comprehensive substance abuse management programs were 
developed: implementation guidelines, a random testing manual, and a training module for 
supervisors making referrals of subordinates for reasonable suspicion drug testing. Over 6,000 
copies of the implementation guidelines were distributed. 

A series of technical reports was published dealing with emergency management praaices 
including fire safety countermeasures, response procedures and evacuation guidelines for disabled 
passengers. Substantially completed an emergency management course using innovative training 
techniques. 

Planned for FY 1995 

Regulatory Supp ort. Provide assistance to grantees and States to implement the Federal 
requirements for drug and alcohol testing of safety-sensitive employees and for state safety 
oversight through the development and dissemination of training materials and technical guidance. 
Continued development and implementation of management information systems to monitor 
compliance and evaluate the drug and alcohol testing programs and the state safety program. 

Industry Supp ort. Provide training for approximately 3,000 students through the TSI training 
program on subjeas that include System Safety, Accident Prevention and Investigation, System 
Security, Emergency Management and Ahemative Fuels Handling. CoUea, analyze, and publish 
safety and security data including patron and employee deaths and injuries. Provide outreach to 
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the transit authorities through the dissemination of timely safety information and maintaining a 
national clearinghouse and computer bulletin board on safety and security matters. 

Security . Provide technical assistance to transit systems seeking to replace traditional security 
strategies with more proactive and creative approaches. Facilitate information exchange by 
conducting case studies, publishing state-of-the-art materials and providing a forum to explore 
new trends and technological innovations. 



TECHNOLOGY DEVELOPMENT PROCHIAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $3,100 $7,695 $6,775 

Background 

The Clinton Administration is conunitted to the effective use of technology in meeting national 
objectives. Sound technological investments can promote long-term economic growth that 
creates jobs and protects the environment; can make government more efficient, and can provide 
the basis for national leadership in tying new technology application to economic growth. The 
Department's research and development program not only supports its operating and regulatory 
responsibilities, but also serves as a catalyst to promote produrtivity improvements and new 
technology for transportation systems and services in support of the Nation's economy. Effective 
introduction of technological progress will pay dividends for decades to come. 

The primary goal of the Technology Development Program is to identify and optimize the use of 
technology to improve efficiency, and to assist in the economical introduction of technologies into 
transit system use. New methods are needed for overcoming traditional barriers to the use of 
innovative methods, techniques and equipment in transit so that more efficient and reliable transit 
service will be provided which meets customer needs. 

While the transit manu&cturing industrial base has continued to shrink as a result of reduced 
investment in transit, a corresponding decline in the competitiveness abroad hampered the U.S. 
transit industry. However, in the years ahead, investment in new systems, line extensions and 
major infiastructure rebuilding projects will increase. 

This increased activity in transit construction and service will lead to an increased demand for 
improved technologies that reduce costs, improve environmental acceptability, and system 
reliability. The transit industry needs to introduce innovation into its equipment and &cilities, 
which will better serve its customers. Promising technologies developed for military or 
commercial applications are ready for development into transit products. The transit marketplace 
cannot support such development relying upon private investment alone. Successful development 
of such technologies would not only provide needed innovation for U.S. domestic transit systems, 
but also improve the competitiveness of U.S. transit products in worid markets. 
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Technology Development activities will complement the ARPA Technology Reinvestment 
Project. They will also complement DOE alternative fliel propulsion technology development by 
ensuring that advanced transit bus vehicles will be ready to use the new propulsion systems They 
will be coordinated with the Advanced Technology Program of the NIST of the Department of 
Commerce. 

Objectives and Approach 

The Technology Development Program objectives are to: reduce operations and maintenance 
costs; modernize existing systems; test innovative technologies and proven new systems; improve 
supply industry competitiveness in the world-wide marketplace; support more reliable and 
efficient transit service to the public, and disseminate information on innovative technologies. 

The Program has been develop>ed through a series of aggressive outreach efforts that ensures that 
industry needs and priorities remain an integral part of the overall effort. Among these outreach 
efforts are meetings of the Transit Industry Technology Development Advisory Committee and 
FTA Planning and Research Priorities Workshops. 

Accomplishments 

The Camepe Mellon University (CMU> Energy Management Model. Developed with FTA and 
FRA funds for under $1 million, the model simulates the operation of rail transit systems with 
accuracy of better than 10 percent in the prediction of energy consumption. The model has been 
used by 4 transit authorities to provide realistic information on operational strategies to reduce 
energy consumption, as well as providing detail information to the authority during rate 
negotiations with utilities. It has saved those agencies that have applied the results of the 
simulations with immediate actual dollar savings of $19 million. The program continues into 
FY95 with a goal of saving over $45 million in energy costs through improvements in energy 
design and train operations. 

Rail transit slide-through fare colleaion Pass Reader. Originally developed by the CTA with 
some $500 thousand in FTA funds about 10 years ago, the technology has been emulated by the 
MBTA, SEPTA and is now being adopted by North America's largest transit system— the 
NYCTA. The slide-through reader (unlike the WMATA type ticket reader) is held by the patron 
while going through a turnstile and value is deducted from the pass. It is fast and reliable. 

The AC Propulsion Demonstration Program. Funded by FTA for about $7 million in the 80's, this 
project became the forerunner for the latest propulsion systems now being ordered by transit 
operators when purchasing new rail transit cars. The purpose of FTA's program was to develop 
this technology to demonstrate its performance, and to assure that it would be fiiUy compatible 
with existing signal systems. Today, the units operate in New York, Philadelphia, Boston, 
Baltimore, New Jersey, and v^l be soon retrofitted onto cars in Washington. AC Propulsion 
saves on maintenance costs and it reduces energy costs through its efficient regeneration. 
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The Electromagnetic M^pnetic Compatibility Program. Asadirearesult ofm^orelearical 
compatibility problons between chopper propulsion and signal systems in Chicago and Atlanta, 
the FT A formed a technical group made up of propulsion and signal experts from the supply 
industry. Over a three year program, the technical group developed a set of industry standards to 
diminate the interference problems. In Atlanta, the program was responsible in assuring that the 
rail system would open on time, and be fiilly safe. Since the completion of the program, all 
purchases of new transit cars have used the standards to assure proper integration of the car and 
its propulsion system with existing signal systems. Most recently the standards were used on the 
Northeast corridor to assure compatibility between the NJT commuter transit cars and the 
existing AMTRAK signal system. The program investment was less than S 1 million, while the 
benefits have saved millions of dollars as well as prevented collisions. 

Construction Management and Oualitv Assurance Guidelines. As a result of serious construction 
problems, cost overruns and schedule slippage on major transit capital projects, FTA funded the 
development of several "guideline" documents to improve the management of projects advanced 
by FTA grantees. The most comprehensive is the " Project and Construaion Management 
Guidelines " which supported congressional requirements for more efifective transit project 
management. It integrated other FTA technical assistance produas related to quality assurance 
and quality control, project management plans, project management oversight, value engineering, 
and construction insurance. The Guidelines describe the transit capital project development 
process from planning and design through construction and start-up and apply principles of 
project management to each of the seven development phases. The guidelines are utilized as a 
resource for managing construaion of facilities by grantees, their consultants, FTA regional staff, 
and PMO contractors. The guidelines cost about $500 thousand, while their use now saves 
millions. 

The Rail Car Cost Containment Project. Initiated by the FTA in the late 80's to reduce and 
stabilize the cost of new rail cars, the process has saved over $200 thousand per car by METRA 
in Chicago. The project was initiated with a grant to four agencies who, working with 
consultants, developed a process of analyzing their technical and procurement specifications to 
modify the procurement process practices and to save cost. 

Advanced Technology Transit Bus f ATTBV Through a grant agreement with the Los Angeles 
County Metropolitan Transit Authority (LACMTA), initial design of a new technology transit bus 
has been completed. The bus will meet clean air, weight, and accessibility mandates, while 
offering transit operators improved performance, maintainability, and life-cycle costs. Detail 
design of the bus is currently underway— fabrication of the first prototypes is expected to be 
completed by in 1995. 

Planned for FY 1995 

The Subway Environmental Simulation Model fSESV Developed in the late 70's for 
approximately $4 million in funds the model was originally developed to predict and control air 
flow and temperature requirements to maintain comfortable temperatures in tunnels and 
underground stations. It was later expanded to include a fire model to address elimination of heat 
and smoke in the event of a major tunnel fire. This portion was never validated due to the 
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expense. Today, as a result of fire and smoke tests being conducted in West Virginia for the 
Boston Central Artery Project, data is being made available which can be used to validate the 
empirical coefficients in the model. This coming year the FTA will validate the model, fund the 
conversion of the model to a Personal Computer (PC), distribute the software via NTIS, and 
develop a guideline document to assist the industry in designing and maintaining rail tunnels that 
are fire and smoke hardened Even un-validated, the model is used world wide for every major 
transit or rail tunnel designed and built since the mid 70's. Existing software, now used only on 
large mainfi'ame computers, is maintained by TSC and continues to be supplied world-wide on 
request. 

Advanced Signal and Control Technologies. While initially fimded by the FTA in the 70's and 
early 80's the direct application of this technology never developed due to cancellation of this 
program in 1 985. The FTA concept is now the basis for the efforts going on at both BART and 
NYCTA to improve capacity of rail systems by closer spacing of trains without the necessity of 
civil works to lengthen platforms. In FY 1995, the FTA will provide development fimds matched 
by transit authority funds to develop this technology for the rail transit industry. This technology 
is moving forward, and major funding fi-om FTA is required to assure that the technology meets 
the broadest transit applications as well as assure a competitive supply industry. 

Rail Transit Clean Air Program: Energv reduction. Initiated in the 1980's, the energy 
management program develops software computer models, guideline documentation for reducing 
energy consumption, studies for reviewing alternative sources of power, training programs for the 
rail industry on techniques to reduce energy costs, and detail information for transit authorities 
used during rate negotiations with utilities. To date, it has saved transit agencies actual dollar 
savings of $19 million. The program continues into FY95 with a goal of saving over $45 million 
in energy costs through improvements in energy design and train operations. Through the 
application of the energy conservation techniques, the utility industry will reduce its need to 
expand fuel burning power plants. The program is matched with funds from suppliers of energy 
equipment and the electric utility industry. 

The Advanced Technology Transit Bus (ATTB). Recognizing the need for a new generation bus 
incorporating a low floor as well as meeting the weight limitations of the nations highways, a 
development program was initiated by the FTA in conjunction with the LACMTA. The bus 
development project includes innovations such as light weight, high strength composite materials 
for the structure and body paneling, a low floor to better accommodate the provisions of the 
ADA, advanced electronics capable of interfacing with position-locating systems, and advanced 
propulsion systems that will meet the cities clean air standards. In FY95, the project will continue 
the development of a bus with improved performance, affordable economy, increased 
accessibility, and reduced life cycle ownership. The domestic market for such an advance bus 
could be more than 3,500 vehicles annually with a comparably sized export market. 
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TRANSIT ACCESSroiUTY PROGRAM 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority $2,000 $2,100 $2,100 

Background 

The Americans with Disabilities Act of 1990 serves to eliminate discrimination against individuals 
with disabilities and requires transit agencies to operate accessible vehicles and services. The 
primary goal of the Transit Accessibility Program is to improve the quality of life through mobility 
by creating user-friendly services for persons with disabilities. In general, the Program is designed 
to address the increased demands on transit created by the ADA. To tackle the numerous 
challenges of accessibility, the FTA assumes a leadership role in constructing and facilitating 
partnerships between disabled persons, manufectures, transit operators, transit experts, and the 
general public. 

Objectives and Approach 

The objective of the Transit Accessibility Program is to assist the transit industry in developing 
technology to conform to the implementation requirements of the ADA and accommodate 
individuals with special needs. The specific research objectives are to: focus on cost-effective, 
high impact and implementable projects, to emphasize safety improvements to benefit persons 
with disabilities; and to use technology sharing strategies as a too! for collaboration on research 
and development with other agencies and organizations. 

The Transit Accessibility Program strives to address the needs of all persons with disabilities, 
including those in wheelchairs and persons with visual, hearing, and other physical or mental 
impairments. 

The outreach program includes the dissemination accessibility guidelines, the conduct of 
workshops and demonstration projects, and on-site visits to assist State and local transit agencies 
in implementing the ADA requirements. Publications provide details on the costs, safety, 
operations and maintenance procedures, and the impacts of ADA compliance on overall transit 
system performance. Operational tests of new and improved technologies are evaluated to assess 
the viability of innovative adaptations of various technologies to meet accessibility and operational 
objectives. 

Accomplishments 

The Transit Accessibility Program serves to assist the transit industry in developing technology to 
conform with the requirements of the ADA. As part of this effort, the FTA has prepared 
guidance documents to assist the transit industry in complying with the ADA; including updated 
standards for wheelchair lifts, ramps, and securement devices , as well as providing training 
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materials. Numerous programs have been conducted to demonstrate new technologies in revenue 
service to evaluate their suitability in a transit environment. Some of these technologies are now 
becoming commonplace in the transit industry. 

Planned for FY 1995 

■ <;pecialized Transportation. The National Easter Seal Society's Project ACTION will continue 
research and local demonstration projects of new and innovative policy initiatives and 
technologies that improve the effectiveness of providing public transportation services for persons 
with disabilities. 

ADA Studies. Document and disseminate existing exemplary practices and procedures to assist 
transit agencies in improving their individual accessibility programs. This effort will include, 
paratransit eligibility; programs to encourage fixed route service for the disabled, and exemplary 
procedures and practices used in providing paratransit and fixed-route services. 

Continue research into the detectability and durability of various products that can be used as 
tactile detectable warning sur&ces for rail platform edges and on slopes (such as on curb ramps) 
to meet the requirements of the ADA regulations. 

Perform studies to determine the equipment and &cility improvements needed to overcome 
mobility barriers Special emphasis will be placed on the problems and safety issues of the 
securement of wheelchairs and other mobility aids, as well as standees on lifts. 

Guidance in the form of video tapes and reports will be used to train the disabled community on 
using the transit systems, and to train operators in the provision of transit service for persons with 
disabilities. 

Evaluate the effectiveness and practicality of electronic changeable message signs and outside 
speakers used on transit buses and railcars to communicate vAth persons with visual or cognitive 
impairments. Prepare guideline specifications for improvements in sign legibility and speaker 
audibility. 

Evaluate the effectiveness and practicality of assistive Ustening devices used in transit buses and 
railcars to communicate with persons with hearing, visual or cognitive impairments. 

ADA Safety Reviews. On-site safety audits of the implementation of accessibility requirements 
regarding transit equipment and facilities will be conducted to review: accident data for persons 
with disabilities; maintenance and training procedures for accessibility equipment; and the proper 
installation of the accessibility equipment. Based on the audits, a set of recommendations for 
specific research and development projects for correcting the problems found will be prepared. 
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DEPARTMBWr OF TRANSPORTATION 

FB>BIAL TRANSIT AOMNISTRATKIN 

MiSCaXANEOUS EXPIRED ACCOUNTS 

Arograni wid Financing (In thousand* of OtMma) 



IdMitHication cod* 69-9913^1-401 


FY 1993 
actual 


FY 1994 

•sthnat* 


FY 1996 
asthnat* 


00.01 WateriMme 

1 0.00 Total obligations (obiect das* 4 1 .0) 

Financing: 
2 1 .40 Unoblioated balance available, start of year 
24.40 Unobliaated balance available, end of year 
39.00 Budget authority (orossl 


(22) 
22 


22 
22 

(22) 








... 


Relation of oMigations to outlays: 
71.00 Total obligations 
72.40 Obligated balance, start of year 
74.40 Obligated balance, end of year 

90.00 OutJavs 


59,064 

(S0.346) 

(363) 


22 
60.346 
(21,164) 


21.164 
(10) 


8,376 


29,204 


21,154 
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OEMimMNT OF TRANSKNtTA-nON 

FSBUL TRANSrr AOManSntATION 

MSCBIANEOUS EXTMED ACCOUNTS 

STATUS OF OMCCT LOANS 

lofdolm) 



Idwtllflctlon cod« 89-9913-0-1-401 


FY 1993 


FY 1994 
eethnata 


FY 1996 
eatimate 


Cumulative balance of direct loana outstaiMing: 


177,000 


177,000 
(177,000) 




1Z10 Outatanang, atari of year 

12B1 Repayments and prepaymenta 
1290 Outstandma. end of war 


177,000 


... 


... 
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DEPARTMBIT OF TRANSPOfrTATION 

FEDERAL TRANSIT ADMINISTRATION 

MISCBXANEOUS EXPVtB) ACCOUNTS 

STATUS OF GUARANTY LOANS 

On thousand* of doa««) 



Uwniflcation cod* 69-991 3-0-1 -401 


FY 1993 
actual 


FY 1994 

astimata 


FY 1995 
estimate 


Cumulativ* baianeo of guarantaad loan* outatandbtg: 
2210 Outstanding, start of year 

2290 OutnarNtng, end of year 


820,000 


820,000 
(820.000) 


I 

i 


820,000 






MBMORANDUM: 
2299 Guaranteed amount of guaranteed loar«s 
PSiW«n««nfl. "nd 9f yofr 


820.000 




... 1 
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PROGRAM AND PERFORMANCE STATEMENT 
MISCELLANEOUS EXPIRED ACCOUNTS 



These schedules display programs that no longer require appropriations and thus reflect 
obligations and outlays made under prior year appropriations. Among these programs is the 
general funded appropriation for Discretionary grants for 1983 and earlier years. 
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APPROPRIATION LANGUAGE 

Trust Funds 

DISCRETIONARY GRANTS 

(LIMITATION ON OBUGATIONS) 

(HIGHWAY TRUST FUND) 



None of the funds in this Act shall be available for the implementation or execution of programs 
the obbgations for which are in excess of [$1,785,000,000] %1, 5 17,000,000 in fiscal year [1994] 
J99S for grants under the contract authority in section 21(b) of the Federal Transit Act: Provided, 
That notwithstanding any provision of law, there shall be available for fixed guideway 
modernization, [$760,060,000] $760,000,000; there shall be available for the replacement, 
rehabilitation, and purchase of buses and related equipment and the construction of bus-related 
facilities, [$357,000,000] $327,000,000; [and] there shall be available for new fixed guideway 
systems %400, 000, 000, to be available as follows: $33, 770, 000 for Dallas South Oak Cliff LRT; 
$11 1,700.000 for the Portland Westside LRT Project: $4,469,000 for the St. Louis Airport 
Project; $184,300,000 for the Los Angeles Metro Rail (MOS-3) Project; $62,540,000 for the 
New York Queens Connection Project; ard $3,000,000 for activities under section 23 of the 
Federal Transit Act, as amended; and there shall be available for a Livable Communities 
Initiative under section 3 of the Act, $30,000,000. [$667,940,000, as follows- 

$1 0,000,000 for alternative analysis only for the South Boston Piers Transitway Project; 

$24,090,000 for the Chicago Central Area Circulator Project; 

$800,000 for the Cleveland Dual Hub Corridor Project; 

$9,500,000 for the Boston, Massachusetts to Portland, Maine Commuter Rail Project; 

$40,000,000 for the Dallas South Oak Cliff LRT Project, 

$39,000,000 for the Houston Regional Bus Plan Program of Projects; 

$62,500,000 for the New Jersey Urban Core; 

$170,000,000 for the Los Angeles Metro Rail MOS-2 and MOS-3 Projects; 

$3,600,000 for ahematives analysis, preliminary engineering, and environmental analysis for the 
New Orleans Canal Street Corridor Project; 

$ 1 ,000,000 for the Northeast Ohio Commuter Rail Project, 

$500,000 for the South Jersey alternatives analysis; 

$15,500,000 for the Orange County Transitway System Project; 

$36,700,000 for the Pittsburgh Busway Projects:] 

[$65,000,000 for the New York Queens Connection Project, 

$3,000,000 for the Orlando Streetcar Project; 

$83,500,000 for the Portland Westside LRT Project; 

$1,000,000 for the Sacramento LRT Extension Project; 

$28,200,000 for the San Francisco Airport BART Extension Project and the Tasman Corridor 
LRT Project; 

$3,000,000 for preliminary engineering only for the Sah Lake City South LRT Project; 
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$1 5,200,000 for the St. Louis METRO Link LRT to Airport Project; 

$10,000,000 for the Florida Tri-County Commuter Rail Project; 

$2,800,000 for preliminary engineering only for the Twin Cities Central Corridor Project; 

$23,500,000 for the Maryland Commuter Rail Project; 

$8,000,000 for the Wisconsin Central Commuter Line Project; 

$3,000,000 for the Lakewood Freehold and Matawan or Jamesburg Commuter Rail Projea, 

$6,7000,000 for the Hawthorne- Warwick Conunuter Rail Project; 

$1,350,000 for alternatives analysis for Cincinnati, Ohio Commuter Rail ; and 

$500,000 for Memphis, Tennessee Regional Rail Plan: Provided further. That Public Law 
102-388 is amended under Federal Transit Administration, "Discretioruuy grants" by deleting "not 
less than $76,500,000 for the Honolulu Rapid Transit Starter Line of Projects;" Provided further, 
That of the funds aflFected by the preceding proviso, $10,000,000 shall be for the South Boston 
Piers Transitway, $8,500,000 shall be for the Chicago Central Area Circulator Project, 
$4,000,000 shall be for the Dallas South Oak Cliff LRT Project, $1,000,000 shall be for the 
Houston Regional Bus Plan Program of Projects, $5,000,000 shall be for the Pittsburgh Busway 
Projects, $3,000,000 shall be for the Milwaukee, Wisconsin East-West Corridor Project, and 
$45,000,000 shall be allocated at the discretion of the Secretary.] (Department of Transportation 
and Related Agencies Appropriations Act, 1994.) 

MASS TRANSIT CAPITAL FUND 

(LIQUIDATION OF CONTRACT AUTHORIZATION) 

(HIGHWAY TRUST FUND) 

For payment of obligations incurred in carrying out section 21(b) of the Federal Transit Act, 
administered by the Federal Transit Administration, [$1,000,000,000] $ J, 500,000,000, to be 
derived from the Highway Trust Fund and to remain available until expended. (Department of 
Transportation and Related Agencies Appropriations Act, 1994.) 
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OEPARTMBfT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

DiSCRETIONARY GRANTS 

(UOUIDATION OF CONTRACT AUTHORIZATION) 

(HIGHWAY TRUST FUND) 
Prognm and Financing On thousands of dollars) 



Idantification coda 69-8191-0-7-401 


FY 1993 
actual 


FY 1994 
#9unists 


FY 1995 
astimata 


00.01 Discretionary gnnta 

00.02 Formula grants 

00.91 Total diract program 

10.00 Total obligations, (Objact class 41 .0) 

Financing! 
17.00 Recovery of prior year obligations 

Unobligated balance available, start of year 
21 .40 Appropriation 
21 .49 Contract auttwrity 

Unobligated balance available, end of year: 
24.49 Contract authority 
39.00 Budget authority (gross) 


1,714,636 
119,111 


1,882,605 
35.600 


1,925,000 


1,833,747 
1,833,747 

(16,452) 

(10,000) 
(1,065,500) 

983,205 
1.725.000 


1,918,205 
1,918,205 

(983,205) 

850,000 
1.785,000 


1,925,000 
1,925,000 

(850.000) 

650.000 
1,725.000 


Budget authority: 
Current: 
40.00 Appropriation 
40.49 Portion applied to liquidate 

contract authority 
43.00 Appropriation (total) 

Permanent: 
69.10 Contract authority (Public Laws 100-17 
and 102-240) 


1,500,000 
(1,500,000) 


1,000,000 
(1,000,000) 


1,500,000 
(1,500,000) 


1,726,000 


1,785,000 


1,725,000 


Relation of obligations to outlays: 
71 .00 Total obligations 

Obligated balance, start of year: 
72.40 Appropriation 
72.49 Contract authority 

Obligated balance, end of year: 
74.40 Appropriation 
74.49 Contract authority 
78.00 Adjustmerrts in unexpired accounts 
90.00 Outlays 


1,833,747 

630,781 
3,351,570 

(832,710) 

(3,668,866) 

(16,452) 


1,918,205 

832,710 
3,668,866 

(381,857) 
(4,587,071) 


1,925,000 

381,857 
4,587,071 

(269,239) 
(5,012,071) 


1,298,070 


1.450,853 


1.612.618 
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DEPARTMBIT OF THANSPORTATKNI 

FEDERAL TRANSIT ADMNiSTRATION 

DISCRETIONARY ORANTS 

OJOUDATION OF CONTRACT AUTHOROATION) 

(HIGHWAY TRUST FUNDI 

I On thousands of dolars) 



ERRATA 





FY 1993 
actual 


FY 1994 

#stiniflto 


FY 1995 


PvoQrwn by sctnntMS! 
00.01 Discretionary grants 
00.02 Fonnuia grants 
00.91 Total direct program 
10.00 Total obligations, (Obiect daaa 41 .0) 

Financing: 
17.00 Recovery of prior year obligations 

Unobligated balance available, start of year 
21.40 Appropriation 

21.48 Contract authority 

Urwbligated balance available, otkI of yean 

24.49 Contract authority 
39.00 Budget authority (groea) 


1,714.636 
119.111 


1,882,605 
35.600 


1,925,000 


1.833,747 
1,833.747 

(16.452) 

(10,000) 
(1.065,500) 

983,205 
1.725,000 


1,918,205 
1.918.205 

(983,205) 

850,000 
1,785.000 


1,925,000 
1.925,000 

(850,000) 

650,000 
1,725,000 


Budget authority: 
Current: 
40.00 Appropriation 
40.49 Portion applied to fiquidate 

contract authority 
43.00 Appropriation (totall 

Permanent: 
69.10 Contract authority (Public Laws 100-17 
and 102-240) 


1.500,000 
(1.500,000) 


1,000,000 
(1,000.000) 


1,600,000 
(1,500.000) 


1,725,000 


1,785,000 


1,725,000 


Relation of obligations to outlayr 
71 .00 Total obligations 

Obligated balance, start of yean 
72.40 Appropriation 
72.49 Contract authority 

Obligated balance, end of year: 


1,833,747 

630,781 
3,351,570 


1,918,205 

(381,857) 
(4,587,071) 


1,925,000 

381,857 
4,587,071 

(269,239) 
(5,012,071) 


74.40 Appropriation 

74.49 Contract authority 

78.00 Adjustments in unexpired accounts 


(16.452) 


90.00 Outiavs 


1.298.070 


1,450,853 


1.612.618 
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DEPARTIMBIIT OF TRANSPORTATION 
FEDERAL TRANSrr ADMINISTRATION 

DISCRETIONARY GRANTS 

(HIGHWAY TRUST FUND) 

SUMMARY OF BUDGET AUTHORITY AND OUTLAYS 

(in thouMnd* of doHw*) 





FY 1993 


FY 1994 


FY 1995 


UwitificMion ccd* 694191-0-7-401 


actual 


•stimaM 


astimat* 


Enact«d/r«qu«stMl : 








Budgat AultMritv 


1.725,000 


1.786,000 


1,725,000 


Outlay* 


1.298,570 


1.450,853 


1,612,618 










BudgM Authofity 


• ■■ 


(50,538) 




Outlay* 


... 


(1,011) 


(5,054) 


Total: 

Budgot Authority 








1,725,000 


1,734,462 


1,725,000 


Outlays 


1,298.570 


1.449.842 


1.607.564 



111 



1087 



O^AfOMENT OF -nUNSPORTATION 
FEDBUU. THANSIT AOMMISTRATION 

MSCRETIONARY QRANTS 

(HK3HWAY TRUST FUND) 

STATliS OF CONTRACT AUTHORITY 

fin thouMnds of dolars) 



IdMitificatkNi cods 69^191-0-7-401 


FY 1993 
■etual 


FY 1994 
•stimate 


FY 1995 
astarata 


BalanM, start of ym 
CofitTBCt MJlhoflty 


4,417,070 

1.725.000 

(1.500,000) 


4.842,070 

1,785,000 

(1.000.000) 


5,427,070 

1.725.000 

(1.500.000) 


Apprapnauon lo MiuKmp conuMsi Mnnomy 

MwtM, Mid of VMT 


4,642,070 


5.427.070 


5,652,070 
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PROGRAM AND PERFORMANCE STATEMENT 
DISCRETIONARY GRANTS 



For I99S, a total of SI .5 billion is requested for Discretionary Grants. The SI .5 billion request 
will be allocated among the following three activities: 

Fixed Guideway Modernization. - S760 million for the acquisition, reconstruction and 
improvement of facilities and equipment for use on fixed guideways including heavy and light rail, 
commuter rail, and ferry boat operations. 

New Starts. - $400 million for the construction of new fixed guideway systems and extensions to 
existing fixed guideway systems. This will fund all projects that are currently under Full Funding 
Grant Agreements (FFGA). 

Bus and bus-related facilities. - S3 27 million for the replacement, rehabilitation and purchase of 
buses and related equipment and the construction of bus-related facilities. This funding will assist 
public transit authorities in meeting the requirements of the Clean Air Act Amendments and the 
Americans with Disabilities Act. 

Livable Communities. • S30 million will be available for capital projects to urban and rural 
communities that integrate transit service into community development by adopting zoning, 
land-use, and urban design principles that provide for transit friendly service. These localities will 
receive supplemental transit grants that can be used for such projects as small circulator systems, 
park-and-ride lots and pedestrian walkways. 
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DEPARTMENT OF TRANSPORTATION 
FEDERAL TRANSIT ADMINISTRATION 

DISCRETIONARY GRANTS 

(Mass Transit Account of the 

Highway Trust Fund) 



Comparative Summary of Activity 
(Dollars in Thousands) 

FY 1993 FY 1994 FY 1995 

Enacted Enacted Request 

Budget Authority: 

Contract Authority $1,725,000 $1,785,000 $1,725,000 

Appropriation 
Total BA 

Obligation Limitation: 

Fixed Guideway Mod 

New Starts 

Bus and Bus-related 

Livable Communities 

Liquidating Cash: 
Appropriation (1,500,000) (1,000,000) (1,500,000) 

For FY 1995, the ISTEA authorizes $1 .725 billion in trust funded contract authority and 
$325 million in general funds for Discretionary Grants for a total of $2,050 billion The FTA 
requests an obligation limitation of $1,517 billion against the contract authority provided in 
ISTEA. 

The $1,517 billion requested for FY 1995 will be focused on rebuilding infrastructure and, 
therefore, will not be allocated at the 40-40-20 statutory percentages established in ISTEA. In 
addition, a new initiative, the Livable Communities Initiative, will be included in the Discretionary 
Grants Program. The FY 1995 allocation will be as follows: $760 million for Fixed Guideway 
Modernization projects, $400 million for New Starts, $327 million for Bus and Bus-related 
aaivities, and $30 million for Livable Corijnunities. 

The Livable Communities Initiative is a multifaceted Federal Transit Administration program 
designed to encourage the development of transit facilities and systems that support community 
based efforts to address such issues as job creation and training, improvement of local social 
services (such as health care, day care, education, and other fundamental services) and improved 
access to these services. This will be accomplished by targeting resources to areas that have 
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$1,725,000 

$1,725,000 

(666,255) 

(721,805) 

(336,940) 




$1,785,000 

$1,785,000 

(760,060) 

(667,940) 

(357,000) 




$1,725,000 

$1,517,000 
(760,000) 
(400,000) 
(327,000) 
( 30,000) 



79-406 0-94-36 
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demonstrated a commitment to developing community-based plans which integrate and 
coordinate transit planning with land-use and community development planning. The funds will be 
used to fund capital projects in support of the Livable Communities Initiative. 

The FY 1995 allocation also reflects the Administration's commitment to upgrade rail facilities 
and equipment, to accelerate the elimination of the rail modernization backlog, and to rehabilitate 
key stations to meet the ADA requirements. In addition, the funding level for New Starts reflects 
the FY 1995 funding needs of projects currently under Full Funding Grants Agreements (FFGA). 

The Federal match for Discretionary Grants is 80 percent, with State and local governments 
required to fund 20 percent of project costs. However, the Federal share is 90 percent for the 
incremental costs of bus-related equipment needed to meet the requirements of the Clean Air Act 
(CAA) and the Americans with Disabilities Act (ADA). 

A takedown of 3/4 of one percent consistent with Section 23 of the Federal Transit Act, as 
amended, is planned for project management oversight, and safety, procurement, management and 
financial compliance reviews and audits. 

Fixed Guideway Modernization 
(previously Rail Modernization) 

The section 3 Fixed Guideway Modernization funding level of $760 million, along with section 9 
funds available for fixed guideway modernization, and the State and local matching resources, is 
sufficient to maintain fixed guideway conditions and maintain performance. Further, this level of 
funding will assist in defraying the one-time capital costs of $900 million, over 30 years, required 
to make over 700 rapid rail, hght rail, and commuter rail key stations accessible to disabled 
persons. Most of this cost will be borne over the six year period 1993 through 1998, at about 
$ 1 00 million each year. 

The Fixed Guideway Modernization funding is apportioned to public transportation facilities that 
utilize a separate right-of-way or rails, including rapid, light, and commuter rail systems, exclusive 
facilities for buses and high occupancy vehicles, and ferry boat operations These funds are 
apportioned according to a statutory prescribed formula with four tiers. Tiers 1 and 2 allocate the 
first $497.7 million to eleven legislatively specified fixed guideway ai sas Tier 3 allocates one-half 
of the next $70 miUion to the specified eleven urbanized areas. The remaining one half is 
allocated to all other urbanized areas with fixed guideways at least 7 years old on the basis of the 
section 9 fixed guideway tier formula factors. Tier 4 allocates the remaining funds to all of these 
urbanized areas in accordance with the section 9 formula for the fixed guideway tier. If the 
amount made available is less than the sum of the first two tiers, or $497.7 million, then the 
funding is to be apportioned to all of the areas eligible for tiers 1 and 2 on a proportional basis. 

After the 3/4 of one percent takedown for oversight activities, $754.3 million remains to be 
apportioned Thus, funding will be apportioned according to the requirements for all four tiers. 
Listed below are the areas that receive funding, and the overall percentage they will receive from 
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aD tiers. The first group are those legislatively specified areas with historic rail systems. The 
second group conasts of all other areas with fixed-guideways in operation for at least seven years. 







$ Amount 


lively specified areas: 


Percentage 


In Millions* 


Baltimore 


1.76% 


$13.3 


Boston 


6.97 


52.6 


Chicago/Northwestern Indiana 


14.10 


106.4 


Cleveland 


1.43 


10.8 


New Orleans 


0.29 


2.2 


New York 


35.10 


264.8 


Northeastern New Jersey 


8.86 


66.8 


Philadelphia/Southern New Jersey 


10.09 


76.1 


Pittsburgh 


2.03 


15.3 


San Francisco 


6.59 


49.7 


Southwestern Connecticut 


4.25 


32.0 


Subtotal 


91.47% 


$690.0 



AD other fixed guideway areas: 8.53% $64.3 

Total Apportionment 100 00% $754.3 

Section 23 set-aside 5.7 

Total Fixed Guideway $760.0 

♦Amourrts are estimates based on currently available Section 15 data. Actual figures for 
FY 1995 vsall be calculated using the most recent section 15 data available at the time of 
apportionment. 

NcwSUrts 

A total of $400 million of the requested $1,517 billion obligation limitation will be available for 
new fixed guideway systems and extensions to fixed guideway systems (New Starts). After 
setting aside 3/4 of one percent of these funds for oversight activities, $397 million is available for 
project grants. The FY 1995 New Starts allocation will be as follows: $184.3 million for the 
Los Angeles Metro Rail (MOS-3) Project, $1 1 1 .7 million for the Portland Westside Light Rail 
Transit Project, $33.77 million for the Dallas South Oak ClifFLight Rail Project, $62 54 million 
for the New York Queens Connection Project, and $4.69 million for St. Louis Airport Project. 
FTA has Full Funding Grant Agreements (FFGA) for these projects and will accelerate their 
funding in order to minimize inflationary costs and other expenses associated with prolonged 
completion schedules. 
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Bus and Bus-related Projects 

A total of $327 million is available for capital projects for bus and bus related improvements. 
After the 3/4 of one percent takedown for oversight artivities, $324.5 million remains available 
for allocation. 

As in the past, these funds will be used to supplement the Sections 9 and 18 Formula Grants 
program. Once grantees have developed program plans utilizing their Formula Grants 
apportionments for FY 1995, decisions can be made on how best to allocate Section 3 bus funds. 
Because of limited capital formula funds in FY 1993, a backlog of bus grants was created. The 
demand for Section 3 discretionary bus funds is currently over $930 million, as areas of all sizes 
seek discretionary funds to supplement formula capital dollars, and to comply with Federal 
mandates and ISTEA goals. The $327 million requested for discretionary bus projects, together 
with the proposed $650 million increase in formula capital grants, will address this backlog. 
These funds will be used to purchase equipment necessary to comply with the requirements of the 
Clean Air Act and the Americans with Disabilities Art. 

Bus and Bus-related funds in FY 1995 will continue to fund bus projects contained in the ISTEA 
authorization, including the Federal share of bus testing fees charged for testing a vehicle at the 
Bus Testing Facility - $2 million (Sertion 3009 of ISTEA), and the State of Michigan Bus Projert 
- $10 miUion (Sertion 3035(kk) of ISTEA). 

In addition, bus and bus-related projects will fund bus purchases in non-urban areas, and help 
regional mobility by supplying start-up capital assistance for neighborhood-based and community 
transit services to be provided by neighborhood and civic groups, business communities, and a 
variety of transit operators. This includes providing assistance to projerts associated with the 
Livable Communities Initiative. 

Bus and bus-related funding will support the introdurtion of newly designed buses and bus 
technology into the public transit markets. This will provide better designed, more efficient 
running vehicles to help meet the air-quality and emmission standards dirtated by the clean air 
legislation. In addition, FTA would continue to fund alternative fueled vehicles and conversions 
of maintenance facilities to allow natural gas, mrthanol, ethanol, or LPG fiieled buses. 

Under the Transit Planning and Research program (TPR) FTA funds the development and 
demonstration of more efficient vehicles and equipment. Once these technologies are fully 
developed, they are eligible for Sertion 3 bus and bus-related funding. In FY 1995, FTA will 
continue to introduce into public transit service fuel cell^atte^y propulsion buses being developed 
under the TPR Clean Air Program These energy efficient transit vehicles and the electric transit 
vehicles developed under the ISTEA mandated Advanced Transportation Systems and Elertric 
Vehicles Research and Development Program will be ready to be deployed in transit service. 

FTA will continue to equip transit operations with advanced communications technology 
developed as part of the Advanced Public Transit Systems (APTS) artivity under the TPR 
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program. APTS technology provides transit users with current information on traffic conditions, 
transit routes and schedules, carpool/vanpool options, alternative routes, etc. APTS applies many 
technologies developed by defense contractors to increase passenger service, increase operational 
efficiency, and decrease operating costs. This is a solid example of defense developed 
technologies being converted to transit use. 

Livable Communities Initiative 

A total of $30 million of the $1,517 billion requested will be available for the Livable 
Communities Initiative. The Livable Communities Initiative is a multifaceted Federal Transit 
Administration program designed to encourage the development of transit facilities and systems 
that support community based efiforts to address such issues as job creation and training, 
inq>rovement of local social services (such as health care, day care, education, and other 
fundamental services) and improved access to these services. This will be accomplished by 
targeting resources to areas that have demonstrated a commitment to developing 
community-based plans which integrate and coordinate transit planning with land-use and 
community development planning. 

The FTA's Livable Communities Initiative includes three elements. The first two elements will be 
funded through existing TPR Section 26 programs, the third component will be supported by 
$30 million in Section 3 monies made available for Livable Communities Initiative capital grants. 

The first component is a planning element to assist participating communities with all aspects of 
transit planning and to aid these communities in their efiforts to coordinate the transit planning 
process with land-use planning and community development planning The second is a technical 
assistance component that includes support for research, planning, and technical assistance 
activities. 

The third component is a capital grants element that wiU provide $30 million in incentive grants to 
transit agencies, and various local and State organizations for their projects that reflect the goals 
of the FT A Livable Communities Initiative Livable Communities grants will be used as an 
incentive to encourage transit providers to incorporate the goals of the Livable Communities 
Initiative into their projects Livable Communities monies will generally be available as a 
supplement for approved projects receiving grants via Section 8, 9, 18, or 3 programs, grants 
under the congestion mitigation, air quality, and surface transportation programs of ISTEA, and 
other Federal programs. 

The goals of the Livable Communities Initiative include the foUowing: 

1) To use transit as a tool to empower residents of distressed communities through 
assistance with local planning and improved access to employment, job training sites, and 
conununity service centers (day care, health care, educational facilities, etc.). Intrinsic to 
success v^l be the strengthening of linkages between transit and land-use/community 
development planning; 

119 



1094 



2) To promote user-friendly and security oriented transit projects that will meet the needs 
of residents of the targeted areas. 

3) To provide capital grants for such aaivities as: 

- Improved transit service; 

- Transit centers and bus stops that might include day care facilities; 

- Transit related items such as pedestrian walkways, bike racks, landscaping, etc. 

4) To stimulate greater involvement in the local planning and design process by 
neighborhood organizations, small and minority businesses and other stakeholders who are 
not currently participants in the process; and 

5) To serve as a companion program to the President's Empowerment Zones (EZ), 
Enterprise Communities (EC) and Rural Investment initiatives. 

In the case of urban redevelopment. Livable Communities are created when isolated pockets of 
poverty become neighborhoods where housing, schools, and parks are within walking distance of 
user-friendly transit opportunities that link residents with local social and economic services and, 
most importantly, with jobs. The Livable Communities Initiative reflects FTA's belief that 
investments in transit must be supported by land use patterns which put affordable housing and 
jobs within walking distance of transit stations. 

If transit stations are planned in coordination with the larger community development planning 
process, transit stations could also be designed to provide space for social services, such as 
daycare centers, or other essential services identified through the community participation 
process. This would help to dovetail the transit system with the needs of the local citizens and 
would consequently raise the levels of ridership. 

Such a coordination of transit planning and land-use/community development planning would 
benefit the residents of distressed areas in the following ways: 1) It would end their economic 
isolation by linking them to the economic life of the larger community, 2) It would improve their 
access to essential social services, and 3) It would save them dollars by allowing them to use their 
automobiles less. While being rooted in economic considerations, the localized decrease in 
automobile dependence would also result in environmental protection and quality of life 
enhancement. A comprehensively planned system would also provide riders with access to 
regional line-haul transit. 

In addition to urban redevelopment areas. Livable Communities grant monies wll also be 
available to rural transit projects and new start projerts that reflect the goals of the Livable 
Communities Initiative. Transit enterprises in all locations must be encouraged to Unk transit 
planning with land-use and community development planning in a manner that utilizes a high 
degree of community participation. Only in this way can transit play its full part in helping local 
conununities reach their economic, social, and enviroiunental goals. 



120 



1095 



In FY 1995, entities wishing to receive moneys in connection with the Livable Communities 
Initiative will have to demonstrate that the proposed projects will provide significant transit 
benefits to the residents of the host community, in the form of improved access to job sites and 
various social and economic service locations. As increased linkage to land-use/community 
development planning is an objective of this program, proposed projects will need to 
demonstrate that they are linked to larger, comprehensive plans that include such community 
focused goals as job creation and the provision of improved social services. Additionally, 
evidence of a high level of community participation in the planning and project development 
process will have to be provided, as will documentation of substantial small and minority business 
participation in the planning, design, and implementation phases of the project. Additionally, 
FTA will be seeking assurances regarding financial viability, and environmental and social 
impacts. 
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APPROPRIATION LANGUAGE 

TRUST FUND SHARE OF TRANSIT PROGRAMS 

(LIQUIDATION OF CONTRACT AUTHORIZATION) 

(HIGHWAY TRUST FUND) 

For payment of obligations incurred in carrying out section 21(a) of the Federal Transit Act, 
[$1,195, 000,000] S J. J 50.000,000, to remain available until expended and to be derived from the 
Highway Trust Fund; Provided, [That $18,162,000 shall be paid from the Mass Transit Account 
of the Highway Trust Fund to the Federal Transit Administration's administrative expenses 
account: Provided further,] That [$1,129,951,000] $1,150,000,000 shall be paid from the Mass 
Transit Account of the Highway Trust Fund to the Federal Transit Administration's formula 
grants account[: Provided further. That $2,762,000 shall be paid from the Mass Transit Account 
of the Highway Trust Fund to the Federal Transit Administration's university transportation 
centers account: Provided further. That $44,125,000 shall be paid from the Mass Transit Account 
of the Highway Trust Fund to the Federal Transit Administration's transit planning and research 
account]. (Department of Transportation and Related Agencies Appropriations Act, 1994.) 
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DEPARTMENT OF TKANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRUST FUND SHARE OF TRANSIT PROGRAMS 

(HIGHWAY TRUST FU*JD) 

Program and Rnandng (in thousands of dollars) 



Identification coda 69-8350-0-7-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Program by activitias: 
00.01 Administrative Expenses 
00.02 University Transportation Centers 
00.03 Transit Planning and Research 
00.04 Formula Grants 
10.00 Total obligations (Object class 25.2) 

Financing: 

21 .49 Unobligated balance available, start of ye 
24.49 Unobligated balance available, ertd of yea 

39.00 Budget authority 


25,150 

3,975 

56,000 

1,049,025 


18,162 

2,762 

44.125 

1,129,951 


1.150.000 


1,134,150 
15,850 


1,195.000 

(15.850) 
10,850 


1,150,000 

(10,850) 
10.850 


1,150.000 


1,190,000 


1,150.000 


Budget authority: 

Current: 
40.00 Appropriation 

40.49 Portion applied to liquidate contract aut 
43.00 Appropriation (total) 

Permanent: 
69.10 Contract authority 


1,134,150 
(1,134.150) 


1,195,000 
(1,195,000) 


1,150,000 
(1,150,000) 


1,150.000 


1,190,000 


1,150.000 


Relation of obligations to outlays: 
71 .00 Total obligations 
72.49 Obligated balance, start of year 
74.49 Obligated balance, end of year 
90.00 Outlays 


1,134,150 
(516,559) 


1,195,000 
516,559 


1,150.000 


617,591 


1,711,559 


1,150,000 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRUST FUND SHARE OF TRANSIT PROGRAMS 

(HIGHWAY TRUST FUND) 

Program and Financing (in thousand* of doUara) 



ERRATA 



MantHication coda 69-8350^7-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Program by activHias: 
00.01 Administrative Expenses 
00.02 University Transportation Centers 
00.03 Transit Planning and Research 
00.04 Formula Grants ^^^^^ 

Financing I 
21 .49 Unobligated balance available, start of ye 
24.49 Unobligated balance available, end of yea 

39.00 Budget authority 


25,150 

3,975 

56,000 

1.049,025 


18,162 

2,762 

44,125 

1.129.951 


1.150.000 


1.134,150 
15.850 


1,195.000 

(15.850) 
10.850 


1.150.000 

(10,850) 
10.850 


1.150,000 


1.190.000 


1.150,000 


Budget authority: 

Current: 
40.00 Appropriation 

40.49 Portion applied to liquidate contract aut 
43.00 Appropriation (total) 

Permanent: 
69.10 Contract authority 


1.134,150 
(1.134,150) 


1.195.000 
(1.195.000) 


1,150,000 
(1,150.000) 


1,150.000 


1.190,000 


1,150,000 


Relation of obligations to outlays: 
71.00 Total obligations 
72.49 Obligated balance, start of year 
74.49 Obligated balance, end of year 
90.00 Outlays 


1.134.150 
(516,559) 


1.195.000 
516.559 


1.150,000 


617,591 


1.711.559 


1,150,000 
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DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTRATION 

TRUST FUND SHARE OF TRANSIT PROGRAMS 

Status of Contnct Authority 

On thousands of dollars) 



Mantification coda 69-8350-0-7-401 


FY 1993 
actual 


FY 1994 
estimate 


FY 1995 
estimate 


Balance, start of yaar 

Contract authority 

Appropriation to liquidate contract authority 


1,150,000 
11.134,150) 


15,850 
1,190,000 
(1,195,000) 


10,850 

1,150,000 

(1,150,000) 


Balance, end of year 


15.850 


10,850 


10,850 
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1100 

PROGRAM AND PERFORMANCE STATEMENT 
TRUST FUND SHARE OF TRANSIT PROGRAMS 



The Intermodal Surface Transportation EflBciency Act of 1991 (ISTEA) authorizes a 
combination of both trust and general funding for the four FTA appropriations shown above. In 
FY 1995, however, only Formula Grants is proposed to be funded from both trust funds and 
general funds. 

The language appropriating the amount reflected in this account as well as the program and 
performance narrative statement appears with the Formula Grants account. 
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DEPARTMENT OF TRANSPORTATION 

FEDBtAL TRANSIT ADMINISTRATION 

STATUS OF THE MASS TRANSIT ACCOUNT 

OF THE HIGHWAY TRUST FUND 

(in thousands of dollars) 



Cash balanca, start of ysar 

Cash incoms during tha ysar, Govsmmsntal racaipts: 
Motor fuel taxes 
Interest on investments 
Total annual income 

Cash outlays during tfta year: 
Discretionary Grants 
Trust fund share of Transit programs 
Total anrKial outlays 

Cash balance, end of ysar 
Commitments* 
Cash in excess of commitments 



FY 1993 
Actual 


FY 1994 

EstWTIflttt 


FY 1995 
Raouast 


9.798.169 

1,992,371 
742,502 


10,617.371 

1,980,000 
690,100 


10.126.070 

2,017,000 
556.900 


2.734.873 


2.670.100 


2.573.900 


1,298,070 
617,591 


1 ,449,842 
1,711,559 


1,607,564 
1,150,000 


1.915.661 


3.161.401 


2.767.664 


10,617.371 

(6,017,189) 
(4,600,182) 


10.126.070 

(5,780,251) 
(4,345,819) 


9.942,406 

(5,897,687) 
(4,044,719) 



'Includes FY 1994 rescission proposal. 
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RESCISSION PROPOSAL 



DEPARTMENT OF TRANSPORTATION 

FEDERAL TRANSIT ADMINISTTtATION 

DISCRETIONARY GRANTS 

(UQUIDATION OF CONTRACT AUTHORIZATION) 

(HIGHWAY THUST FUND) 

Pro gr wn and Fmandng (In thousand* of dollar*) 



Identification cod* 694191-5-7-401 


FY 1993 
actual 


FY 1994 

#9tlffVIBtS 


FY 1995 


Program by activHias: 
10.00 Total obligations, (Object class 41 .0) 

Budget authonty: 
Permartent: 
49.36 Unoblioated balance rescinded 




(50,538) 
(50.538) 




Relation of obligations to outiays: 
71 .00 Total obligations 

Obligated balance, start of year: 
72.40 Appropriation 
72.49 Contract authority 

Obligated balance, end of year: 
74.40 Appropriation 
74.49 Contract authority 
90.00 Outlays 




(50,538) 

(1,011) 
50,538 


1,011 
(50,538) 

(6,065) 
50,538 




(1,011) 


(5,054) 
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WASHINGTON METROPOLITAN AREA 
TRANSIT AUTHORITY 

Federal Funds 

General and special funds: 

INTEREST PAYMENTS AND REPA YMENTS OF PRINCIPAL 
For [necessary expenses for interest payments, to remain available until expended, 
$51,663,569: Provided, That these funds shall be disbursed pursuant to terms and conditions es- 
tablished by] payment of obligations incurred pursuant to Public Law 96-184 and the Initial Bond 
Repayment Participation Agreement, $664,666,667, to remain available until expended yvhich 
shall be used only to repay principal to the Federal Financing Bank for the Washington Metro- 
rail construction loan; and in addition, such amounts as are necessary for payment to the Fed- 
eral Financing Bank of accrued interest and premium, if any, for such loan. (Department of 
Transportation and Related Agencies Appropriations Act, 1994.) 
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WASHMGTON METROPOUTAN AREA TRANSIT 

AUTHORITY 

F«d«rd Funds 

Intwsst PayiTMnts 

^o^ani and Financing (In thousands of doOart) 



ldentifi(»tion <»da 46-0300-0-1-401 


FY 1993 
actual 


FY 1994 
astlmata 


FY 1995 
estimate 


Program by acthritie*: 
1 0.00 Total obligations (oi^ect dass 41 .0) 

Financing: 
21 .40 Unobligated balancx available, start of year: 

Treasury balance 
24.40 Unobligated balance available, end of year 

Treasury balance 
39.00 Budcet authority (gross) 


51,664 


46,937 
4.727 


13,920 
(4,727) 


51.664 


51.664 


9.193 


Budget authority: 
40.00 Appropriaticn 
40.05 Appropriation (indefinite) 
40.47 Portion applied to «J?bt reduction 
43.00 Appropriation (tMal) 


51,664 


51,664 


664.667 

9.193 

(664.667) 


51.664^ 


51.664 


9.193 


Relation of oUigatians to outlays: 
71.00 Total obligations 

72.40 Obligated balance, start of year: Treasury balance 
74.40 Obligated balance, end of year: Treasury balance 
90.00 Outlays 


51,664 
26,346 
(25.131) 


46,937 
25,131 
(25.131) 


13,920 
25,131 
(25.131) 


52.879 


46,937 


13.920 
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1105 

PROGRAM AND PERFORMANCE STATEMENT 
WASHINGTON AREA METROPOLITAN TRANSIT AUTHORITY 

The Washington Metropolitan Area Transit Authority (WMATA) is a non-Federal agency 
established pursuant to an interstate compact among Maryland, Virginia, and the District of Co- 
lumbia. The Authority's primary functions are to plan, develop, finance, and construct the Metro- 
rail rapid transit system and to operate the bus/rail transit system in the National Capital area. The 
rail system emends fi-om the District of Columbia into the participating jurisdictions of Maryland 
and Virginia. 

Through 1994, this WMATA account provides the annual Federal share (two-thirds) of 
interest payments on outstanding WMATA bonds sold in support of the rail construction pro- 
gram. The WMATA bonds, which totaled $997 million, were guaranteed by the Federal Govern- 
ment and were to become due beginning in the year 2012. In September 1979, WMATA and the 
Department of Transportation approved an Initial Bond Repayment Participation Agreement pro- 
viding for an overall two-third Federal and one-third local shanng of the interest and principal 
costs of the bonds. In August 1982, this agreement was reaflBrmed in a supplement to the 
agreement. 

In December 1993, the WMATA bonds were refinanced in order to take advantage of 
lower interest rates. In order to refinance the bonds, the original bonds were called in prior to 
maturity and paid off. The fiinds necessary to pay off the original bondholders were raised in two 
ways: (1) WMATA issued new, non-Federally guaranteed , municipal bonds to pay off its one- 
third share of the original bonds; and (2) the Department of Transportation borrowed $665 mil- 
lion fi'om the Federal Financing Bank (FFB) to pay off the Federal two-thirds share of the original 
bonds. Therefore, as a result of the refinancing, WMATA and the Federal Government no longer 
share responsibility for repayment of $997 million in debt. Instead, WMATA has assumed com- 
plete responsibility for repaying its one-third share ($332 million) of the debt and the Federal 
Government retains complete responsibility for repaying its two-thirds share 
($665 million) of the debt. 

In FY 1995, an appropriation of $665 million is requested to repay the principal owed by 
the Department of Transportation to the FFB. This appropriation would not constitute authority 
to incur new obligations. In addition, an indefinite appropriation is requested in FY 1995 to pay 
any necessary interest and prepayment penalties to the FFB. Interest costs are estimated to be 
$14 million. 
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